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sthmian Steamship Lines |}. 
General Offices: 50 Trinity Place, NEW YORK CITY : 
Branch Offices: E, 
Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N.Y. Rockefeller Bldg., CLEVELAND, O. “ 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. b. 
e ° e Al! 
From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, ( 
Mobile and Pacific Coast Ports é 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 
EL 
Also INTERCOASTAL SERVICE : 
New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to ™ 
Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baitimore to Honolulu without transshipment. 
For particulars, rates, sailings, etc., apply to General Offices, or to 
NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 
E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 
we a * * 
Improve Your Competitive Position! 
Place Your Merchandise Within Easy 
Reach of Your Dealers—Economically. 
THESE MODERN FACILITIES ARE AT YOUR COMMAND. 
PR 
Lo: 
MIs 
SH 
SEI 
GR 
INL 
Oct 
— AVI 
Mo’ 
MEMBER: 
U. S. CHAMBER Qu: 
OF COMMERCE 
Merchandise Cars for Each Rail Line Loading Daily at Our Platforms TR 
—Save Cartage Expense — Expedite Delivery — Build Good Will 
Do} 
TERMINAL WAREHOUSES OF ST. JOSEPH, INC. Pes 
H. C. Herschman, President SOUTH ST. JOSEPH, MISSOURI F. J. MEEKER, Secretary. NE} 
Dox 


Published weekly by Tue Trarric Service Corp., 418 S. Market St., Chicago, III. Entered as 
second class matter January 4, 1913, at the postoffice at Chicago, IIl., under the Act of March 3, 187. 
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CARLOADING & DISTRIBUTING CO. 


DIVISION OF 


UNITED STATES FREIGHT COMPANY 


\ ar £9 
‘ess Than Carload Sreight Service " 
co 


RETRENCHING? 


At the present time you do not hear 





much about business being bad. Most 
everyone is expecting a normal year. 


You will find, however, that manufac- 
turers and business firms everywhere are 
RETRENCHING in order to secure, inso- 
far as it is possible, the same satisfactory 
net revenue from a normal volume of busi- 
ness that they heretofore secured from a 
larger volume. 


Under these conditions, every dollar saved 
makes just as good a dollar for dividend 
purposes as every dollar that is earned. The 
dollar saved in reducing your transportation 
charge is just as valuable as the dollar saved 
in your cost of production. 


The saving in both time and money 
therefore, that is available through Uni- 
versal freight service is more essential today 
to both shipper and receiver than it has 
ever been before. 


ae 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 


‘Reduced Freight Rates” 
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BALTIMORE FIDELITY 
WAREHOUSE COMPANY 


STORAGE DISTRIBUTION FORWARDING 
GENERAL MERCHANDISE 


FREE AND BONDED IMPORTS AND EXPORTS 


Baltimore’s Most Modern W arehouses and Piers 


PORT COVINGTON TERMINAL 


FACILITIES FOR ALL CLASSES OF STORAGE 
DIRECT RAIL AND WATER LINE CONNECTIONS 
LOWEST INSURANCE RATES—NEGOTIABLE WAREHOUSE RECEIPTS 


WAREHOUSES AND DOCKS 


AT BALTIMORE 5 BROWN’S WHARF STATION—FOOT OF newar. 
HILLEN STATION=HILLEN AND HIGH STREET. 6 HAY HOUSE—FRONT AND CENTRE STREETS 
YORK STREET STATION—YORK STREET AND. ‘BATTERY 


AVENUE. 
PORT COVINGTON—FOOT OF KEY HIGHWAY AT CORGEERLARD, MD. 
FIDELITY STATION—FOOT OF CLINTON STREET, CANTON. 7 SOUTH CANAL STREET. 


Baltimore Fidelity Warehouse Company 


Operating Warehouses of Western Maryland Railway 
General Offices—Hillen and High Sts., Baltimore, Md. 


T. E. WITTERS, Pres. and Gen. Mgr. REPRESENTATIVES H. C. KONOW, Gen. Supt. 
New York. a: pevwaecenee Veaaiamuae a Sete Bits... o£ UebeSinnacneaeneee 4680 
Cc ee AERC .....+. 327 S. LaSalle St. (enlace a: seared aac 0772 
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TEST 
SOO LINE 
SPEED 





Wun you are shipping to or 
from the great Northwest or Western 
Canada, remember that the Soo Line 
will save you time. Routed directly 
through the heart of the great North- 
west, the Soo Line enjoys the enviable 
position of being able to serve you 
with speed and dispatch on the short- 
est possible notice. In addition, the 
Soo Line’s system of freight handling 


guarantees arrival in perfect condi- 





tion. The utmost in speed and safety 
is Soo Line’s standard. 


ROUTE YOUR FREIGHT CAKE OF SOO LINE 


To ould Ey, shi a! Canadian destinations must be qeoompanies oy SHIPPERS’ 
EXPOR' a MADE IN TRIPLICATE. This document must be delivered to rail- 
road hy z Tatil -_A with the — and accompany same came to , A.%. port of entry. 


EDMONTON ¢ 


BRITISH COLUMBIA “4, \Wetaskiwing 
Re, % %, O84 LB 

Sren. Sean, ou, the op wv k kg 
es * 





York, N. Y., 1550 Woolworth 


504 Iroquois Bldg. tional Bank 
,N 26 W. Ww. . Sault Ste. Marie 
Qmahs, eb. 5 725- oO. ate. Senttie Weak 


Duluth, an Fay West Su or 8t. 
Ghicage, Hi, | Til, 1680 Bankers Bidg., Clark Indianapolis, Ind., 480 Merchan a ts Bank 
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Bldg. . 
Chippews ‘Fat Falis, Wis. Kansas City, Mo., 723 Walnut St. Passaic, N. 250 Bloomfield A . ., 6564 Stuart . 
Cincinnati, 0., 709 Traction . Los Angeles. Cal., 530 Van Nuys Bldg. Philadelphia, Pa., Room 914 Fidelity- Spemene, Wash., 1015 Old Nat’l Bank 
Dallas, Tex., 712 8. Life Bide Miiweuk vis. ‘Rerter 2 isconsin Pitteba: Pe Bias. Oliver Bl Bu =a , Wis. 
waukee, S., as *? 
Detroit, Mich., 2243 First National See tag Portland, Me, ee omen Bldg x Tacoma,  Wash., 1118 Pacific Ave. 
eo Bidg., i) . e., - roadway esha, W' 
Grand d Rapids mich. a. 1001 Grand wath aoe and . Ave. aa Mo., 2050 Railway Exch. hal 7 at =, 603-604 Lombard 
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Central and Tidewater 
€ e @ 
Virginia 

Served by The Chesapeake and Ohio Lines has 
had remarkable advancement in manufacturing 
during the past few years. The latent advan- 
tages have been recognized by captains of in- 
dustry. New industrial and economic laws have 
influenced the growth of the State. 

Raw materials and rich fuel deposits near- 
by . . . Fine climate and favorable living con- 
ditions . . . Good transportation facilities . . . 
Central location on Seaboard . . . And an 
excellent harbor at Newport News on “Hampton 
Roads” for export, import, inter-coastal and 
coastwise traffic are among the other contrib- 
uting factors in the growth of this section. 


Ask for illustrated booklet 
and further information 


Industrial Department 


The 
Chesapeake & Ohio Railway 


RICHMOND, VIRGINIA 


Vol. XLV, No. 13 
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Above—The Sefton Brooklyn Box 
Factory occupies space in the Bush 
Terminal Bldg., Brooklyn. 


Left—Dixon Board Mills, Inc., at 
Carthage, Ind. 





Above—Sefton Box Factory at 
Anderson, Ind. 


Top center illust—Sefton Box Fac- 
tory at Chicago, IIl. 





Container Corporation of America Acquires 
Sefton and Dixon Board Mills, Inc. 


The Container Corporation of America has acquired the Sefton Container Corporation and the Dixon Board Mills, Inc. 


The Sefton Container Corporation owns and operates three plants, one in Brooklyn, N. Y., another in Chicago, and 
a third at Anderson, Ind. ' 


The products manufactured in the Brooklyn plant are corrugated fibre boxes and corrugated paper products. The 
Chicago plant of the Sefton Container Corporation manufactures folding paperboard cartons, paper pails and corrugated 
fibreboard products, while the Anderson, Ind., plant makes corrugated fibreboard products and folding paperboard boxes, 
including retail delivery boxes, such as suit and hat boxes, florist 
boxes, cake boxes, etc. 


This acquisition makes our line of paperboard products in the con- 
tainer field more complete and puts us in position to cater to the 
requirements of our customers in the following lines: 


Boxboards for set-up and folding boxes, 
Corrugated fibreboard boxes and products, 

Solid fibreboard boxes and products, 

Folding cartons in either large or small quantities, 
Folding and k. d. retail delivery boxes, 

Ice Cream and Oyster Pails and other paper pails. 


The Dixon Board Mills, Inc., own a boxboard mill at Carthage, 
Ind., making test liners, boxboards and straw for corrugating, all of 
which materials are used in the manufacture of the various com- 
modities of the Container Corporation of America and Sefton Con- 
tainer Corporation. 


Both of these companies will immediately be absorbed into and 
coordinated with the activities of the Container Corporation and the 
entire personnel of the Sefton Container Corporation will be trans- 
ferred intact. 


: We welcome this opportunity to serve a greater clientele in our 
; industry and will spare no efforts to retain and increase, if possible, 
How a delicate radio can be packed and shipped the reputation for quality and service established by the Sefton Con- 





in a corrugated fibreboard box. Note double tainer Corporation with their list of Customers. When you write, 
wall reinforcements for protection. refer to Dept. 13 for quick service. 





CONTAINER CORPORATION 


OF AMERICA 
AND 


MID-WEST BOX COMPANY 


111 W. Washington St. CHICAGO, ILLINOIS 





Seven Mills Fifteen Box Factories Capacity Over 1300 Tons per Day 
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Terminal Railroad Association 
OF ST. LOUIS 


‘*The Terminal of Capacity and Expedition’’ 
175 SWITCHING LOCOMOTIVES 


400 MILES OF TERMINAL FACILITIES 
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ROUTE YOUR FREIGH 
“T.R. R.A.” IN YOUR BILLS OF LADING 
Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis 
Switching SERVICE of the most excellent character 


Switching RATES the lowest to be found in any large city 
Prompt information supplied as to movement when requested 
Three belt lines in the St. Louis District and three in the East St. Louis District provide amply for 
industrial expansion 
able along these belt lines 


Large areas of moderately priced property, conveniently located for industrial development are avail- 
Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 


may be obtained by addressing 
EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 
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"Phieves 
pass by the 


WoopDEN 


Box 


DARK NIGHT... row upon row of cars 
laden with costly merchandise. What an 
opportunity for the light-fingered gentry! But 
they pass by the wooden box. It takes too 
much time to rip it open, and their success 
depends on speed and silence. Shipments made 
in wooden cases are safe from thieves. 
Pilfering not only causes the loss of valuable 
merchandise—it brings complaints from dis- 
gruntled customers who have received “light” 
shipments . . . causes endless red tape... 
breeds ill will between shipper and conveyor 
.... hurts business generally. 


You owe it to your business to protect every ship- 
ment from the time it is packed till it is opened by the 
customer. Fivefold Protection* gives you the assur- | 
ance that your goods will be delivered in perfect con- *“FIVEFOLD PROTECTION 
dition—untouched by pilferers . . . unaffected by 
weather conditions . . . free from damage by rough 
handling. 

The Wooden Box Bureau maintains a staff of ex- 
pert packing engineers and designers who will be 
glad to assist you with any packing or shipping 
problem. Their service is offered to you free of charge 
and without obligation. One of these experts will be 
glad to call and tell you the many advantages of 
Fivefold Protection.* 


Fill in and mail the coupon today. It may save 
you money. 
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Good Wooden Boxes—safeguard 

your merchandise against: 

1. Rough Handling in Transit 

2. Hidden Damage (crushed contents, 
torn labels etc.) 

3. Pilferage 


4. Bad Weather 


5. Disgruntled Customers 





WOODEN BOX BUREAU 


111 West Washington Street 
WOODEN BOX BUREAU | Ss=0st 

Gentlemen: We manufacture 

and are interested in learning more about the advan- 


of the National Association of Wooden spac anaes ai 
Box Manufacturers and of the National 


Lumber Manufacturers Association .. . 





CHICAGO, ILLINOIS 
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More of the 


In Every City Listed at Santa Fe 


Contact Men 


Bottom of Page There 
Is a Santa Fe Man... 








Jj. W. Munsell, General Agent 
208 Park Building 
Pittsburgh, Pa. 


Everyone in his neighborhood may go to him for help 
and information on the shipment of freight to the 
Pacific Coast... that is his reason for being there... 





Grant Wyrick, General Agent 


— 980 Union Trust Buildi 
He can tell you Union Tras Building 


—That Freight travels all of the way from Chicago to the 
Coast on the Santa Fe's own rails. 


—How freight schedules on the Santa Fe are maintained 
with an accuracy and dependability that compare favor- 
ably with those of the famous Santa Fe Limiteds—the 
“Chief,” the “California Limited” and the others. 


—What more the shipper of freight has to gain by ship- 
ping “Via Santa Fe.” 


—How the Santa Fe will spend millions in 1930 for new 
equipment and maintenance with the sole object of 
living up to the high standards of service on which the 
system's reputation is founded. 








L. McPhetridge, General Agent W. S. Farnsworth, General Agent 
"Lao Ship “Via Santa Fe—One Line—On Time” por ag tag 
Albuquerque, N. M. Clinton, Okla. Fresno, Cal. Lubbock, Tex. Peoria, Ill. Sacramento, Cal. Santa Rosa, Cal. 
Amarillo, Tex. Colorado Springs, Col. Galveston, Tex. Mexico City, Mex. Philadelphia, Pa. Salt Lake City, Utah Seattle, Wash. 
Atchison, Kan. Dallas, Tex. Houston, Tex. Milwaukee, Wis. Phoenix, Ariz. San Angelo, Tex. Stockton, Cal. 
ass onal ‘ Des Moines, la. Hutchinson, Kan. Minneapolis, Minn. Pittsburgh, Pa. San Antonio, Tex. 2 — he 
Boston, phece. , Denver, Col. Indianapolis, Ind. New Orleans, La. Pomona, Cal. San Bernardino, Cal. Trinidad, Cole. 
Buffalo, N. Y. Detroit, Mich. Joplin, Mo. New York, N. Y. Portland, Ore. San Diego, Cal. Tulsa, Okla. 
Chicago, Ill. El Paso, Tex. Kansas City, Mo. Oakland, Cal. Pueblo, Colo. San Francisco, Cal. Waco, Tex. 
Cincinnati, O. Fort Madison, la. Leavenworth, Kans. Oklahoma City, Okla. St. Joseph, Mo. San Jose, Cal. Wichita, Kan. 
Cleveland, O. Fort Worth, Tex. Los Angeles, Cal. Paris, Tex. St. Louis, Mo. Santa Barbara, Cal. Wichita Falls, Tex. 
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LMS 


Great Britain 


London, Midland & Scottish Railway of Great Britain 


“THE BEST WAY” 


LMS connects all the principal 
British ports with the whole of 
England, Scotland, Wales and 
industrial Ireland. 


LMS carries more than 150 
million tons of freight annually. 


Hi Mat 
la. 


BX. 





1 
wl i ia i oa 


FOR THE CONVENIENCE of TRAFFIC 
MANAGERS and FREIGHT FORWARDERS 


LMS 


has established Freight Traffic Offices in America 
where full information may be obtained concerning 


(1) Conveyance rates on merchandise from 
the seaboard to the interior of Britain. 


(2) Port dues, transfer charges, etc., from 
the principal ports. 


(3) Storage and distribution charges in 
Great Britain. 
Address any office 


LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Robertson, Inc.), (Dyson Shipping Co., Inc.), (Oregon Forwarding Co., Inc.), 
333 N. Michigan Ave., 311 California St., 912—Board of Trade Bldg., 


Chicago, Ill. San Francisco, Cal. Portland, Oregon. 
LMS Ry of G. B. LMS Ry of G. B. 
(Irving H. Heller), (G. E. Baughman & Co.), 
1204 Pierce Bldg., Seaboard Bank Bldzg., 
St. Louis, Mo. Norfolk, Virginia. 


or 


London, Midland & Scottish Railway of G. B., 
Thomas A. Moffet, Freight Traffic Manager in America, 
1 Broadway, New York City. 


Great Britain 
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A Shorter Route to the Pacific Northwest 





% OFF LINE AGENCIES 


° GATEWAYS 


si2232----% 


Via Alturas-Klamath Falls 





ray FOUTHERN PACIFIC 
aK 34 had faith in Southern 
S51 | Oregon and Northern 
ry) } California, a region 
S70 long considered “the 
last frontier.” It acquired con- 
trol of the Nevada-California- 
Oregon Railway in 
November, 1926... 
completed standard 
gauging August, 
1928 ... and built 
a line between 
Klamath Falls and 
Alturas connect- 
ing with its Cas- 







——— 


eee 





cade Line of the Shasta Route. 

The new cross-state line affords 
another outlet to the East, 211 
miles shorter, serving the agri- 
cultural territory in Klamath 
Basin and brings rail transporta- 
tion to one of the largest stands 
of virgin timber in 
the United States. 

This new line will 
materially benefit 
shippers to and 
from points on the 
Pacific Coast... the 
Pacific Northwest 
and the East. 












ee 
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Southern Pacific 


You are cordially invited to use the facilities of our entire organization in any 
way we can serve you. Simply communicate with our representative nearest to you. 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





POLITICAL RATE-MAKING 


E have not always agreed with the Interstate Com- 
merce Commission in its decisions and we have not 
always thought its courses the wisest that could have 
been chosen—though we hope we have always been 
broad enough to admit that, even when we disagreed, 
the Commission might be right and we wrong. But, what- 
ever occasion there may have been for failure to agree, we 
have always had the highest respect for the probity, the 
intelligence, the industry, and the dignity of this body. 
Though we have sometimes criticized appointments to the 
Commission on the ground that the appointees had little 
or no experience or training in the matters with which 
they would have to deal, in only two or three cases 
(which do not exist now) have we ever thought that indi- 
vidual members failed to measure up to the proper stand- 
ard as to the qualities we have just mentioned. 
Are we and others to be compelled to revise our 
good opinion in this respect? Certainly, the action of the 


Commission in deciding to receive, as part of the record 
in cases before it, argumentative letters from members 
of Congress, does not tend to increase respect for it, 
to say the least. What would it do with a similar com- 
munication from the pastor of the First Presbyterian 
Church, the Grand Exalted Ruler of the Elks, the super- 
intendent of the Anti-Saloon League, the president of 
the W. C. T. U., the board of directors of the Rotary Club, 
or the walking delegate of the Housemaids’ Union? What 
would be its answer to such a letter from even the Na- 
tional Industrial Traffic League, the American Railway 
Association, the Associated Traffic Clubs of America, or 
a publication paying serious attention to and knowing 
something about the questions at issue? It would tell 
each and every one of them—and rightly so—that the 
only persons who could be heard in such a case were those 
properly appearing of record in it—that no outside views 
could be accepted. Why does it not tell United States 
senators the same thing? 

The senators, though they do not make appointments 
to the Commission, function in confirming them and re- 
fusing to confirm them—hence the obvious explanation. 
There can be no other. Senators know no more about 
cases before the Commission than do other outsiders, and, 
even if they did, there is no reason why they should be 
above the rules that apply to others. If it be argued 
that Congress is the Commission’s boss, the answer is 
in the affirmative—but it is Congress as a whole that 
is the Commission’s superior and not the individual poli- 
ticians who compose it. If Congress wishes to tell the 
Commission that it must make such and such a rate, on 
such and such a commodity, between such and such 
points, it may legally do so—though to do so would be 
foolish and in conflict with the adopted plan of turning 
such things over to a commission of experts with time to 
investigate; but an individual senator or representative 
should have no more standing before the Commission 
than has a member of a city board of aldermen. The 
way to get into a case before the Commission is pre- 
scribed, as it is in the courts. The method should be 
adhered to. If the Commission intends to permit itself 
to be influenced in any degree by representations made 
by members of Congress, it is either weak or ignorant 
of its duty and proper procedure; if it does not intend to 
permit itself to be so influenced, but is merely going 
through the motions of receiving such letters in order 
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Unexcelled Facilities to Shippers 


Importers and exporters, and shippers engaged in coastwise trade, 
are using the Port of Mobile in steadily increasing numbers. 
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to placate some politicians who might otherwise be 
“sore,” then it is guilty of undignified behavior. 

It would be interesting to know by what kind of 
vote the Commission decided to do this thing, which mem- 
bers were for it, and which ones against it. Time was 
when at least one member of the Commission was against 
such procedure and did not hesitate to make his objec- 
tions known. One day the late Commissioner Clements 
entered a hearing room, when a matter concerning Texas 
rates was under consideration, and found it filled with 
Texas senators, Texas representatives in Congress, and 
representatives of Texas communities. 

“Oho,” said he, “I did not know that this was a 
political convention or town meeting. I thought it was 
to be a hearing about rates.” 

Thereupon, the senators and representatives emu- 
lated the Arabs in their tent-folding operation. Mr. 
Clements had been in Congress and intimately associated 
with the men who framed the act to regulate commerce, 
he was the driving force behind the revision made in 1906 
when the Commission was equipped with teeth, and he 
knew the theory back of the legislation. 

Political interference with the Commission in this 
particular proceeding—TI. and S. No. 3250, sand, gravel, 
slag, stone and chert between, from, and to points in Mis- 
sissippi Valley territory—has not been confined to the 
letter of Senator McKellar, of Tennessee, now admitted to 
the record. He had previously violated the proprieties by 
making daily attacks in the Senate on the rates in issue. 
He had attended the argument in the case before he wrote 
the letter to the chairman and each member of the Com- 
mission in which he passed judgment, not only on the 
argument, but on remarks made by commissioners in the 
course of the argument, and decided that an increase 
in rates could not be justified. And we have another 
United States senator, Brock, of Tennessee, writing to 
a secretary to the President of the United States, Mr. 
Newton, asking, in effect, that the President do what he 
can to prevent the rates being increased. The secretary 
turns over this letter to the chairman of the Commission 
“for careful attention and consideration.” 

Rate cases of importance to every section of the 
country are pending before the Commission. What a sit- 
uation would exist if the members of Congress did in 
every case what has been done in this one! 

We are not sure that, bad as is the offense com- 
mitted by Senator McKellar, his colleague and Mr. New- 
ton have not committed a more serious one, in so 
far as principle is concerned. The Commission is the 
regulating agency set up by Congress to do the things in 
a prescribed field Congress decided it itself should not do 
directly. The President of the United States has no 
authority to tell the Commission how to decide a case. 
Why should a senator appeal to the President, as did 
Senator Brock, to block a possible freight rate increase 
unless he believed that the President might, in some way, 
influence a decision? We think Mr. Newton made a 


mistake when he transmitted the Brock letter to the 
chairman of the Commission “for careful attention and 
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consideration.” It is true, of course, that the replies of 
the chairman of the Commission were to the effect that 
the case would be made “on the record made before the 
Commission,” but we think the Commission would have 
gone a long way toward putting a stop to this sort of 
thing if it had returned the Brock letter to Mr. Newton 
with the statement that it could not, with propriety and 
with fairness to the parties of record in the proceeding, 
receive the letter “for careful attention and con- 
sideration.” 

There has been considerable said in recent years 
about political rate-making—the influence of politics and 
politicians in the making of rates, supposed to be a scien- 
tific function delegated by Congress to the Interstate Com- 
merce Commission and discharged purely on the basis of 
facts and arguments offered in the course of orderly pro- 
cedure. The subject is one of those to be discussed by 
prominent speakers at the annual convention next month 
of the Associated Traffic Clubs of America. It has been 
supposed by the friends of good government and sound 
economics that the Commission, though, for obvious rea- 
sons (still more obvious, it would seem, in view of its re- 
cent action on which we are commenting), refraining from 
taking part in the discussion, was at least sympathetic 
in thought with efforts to relieve it from political pres- 
sure when confronted with questions of duty and pure 
reason. Must now the Commission be protected, not only 
from the enemies of good government and thoughtless 
seekers for gain at whatever cost of fairness and justice, 
but from itself as well? 

So far as the Commission itself is concerned, it has, 
by its course, forfeited much of the sympathy to which 
it has been entitled on account of encroachments of poli- 
tics and a burden of work piled up by huge records in 
endless cases. Even the record of mere words in such 
cases is now to be increased by the vapid and ignorant 
utterances of politicians, for the Commission will have 
to deal not only with these political screeds from senators 
in the interest of their constituents who are litigants 
before it, but with the replies the litigants make to the 
letters. One might well ask, “what’s the use?” But there 
is such a thing as principle and we hope advocates of 
right and proper procedure in this respect will not en- 
tirely lose heart. For ourselves, we shall continue to 
insist on the divorce of politics from rate-making, even 
if the body that should be most interested in it goes over 
to the enemy. 

Take politics out of rate-making. 


COOPERATION ON RATES 


A comprehensive and instructive report on informal settle- 
ment of railroad rate controversies, prepared under the super- 
vision of its committee on railroads of the transportation and 
communication department, has been issued by the Chamber of 
Commerce of the United States. 

“This bulletin,” says C. W. Lonsdale, chairman of the com- 
mittee on railroads, in a foreword, “describes the various plans 
now in effect for settling railroad controversies through confer- 
ence and cooperation between shippers and carriers instead of 
through formal litigation before the Interstate Commerce Com- 
mission. 

“It shows that all three of the groups interested in the 
readjustment of rate schedules—the shippers, the carriers and 
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the Interstate Commerce Commission—are already engaged in 
an effort to settle railroad rate controversies informally when- 
ever possible. 

“The inquiry from which data was obtained for this bulletin 
was carried on under the supervision of the committee on rail- 
roads. It is the judgment of the committee that activities along 
this line should be encouraged and extended, not only as a prac- 
tical means of relieving the overburdened Interstate Commerce 
Commission, but as a measure of far-reaching importance in 
the public interest.” 


Eight national organizations, says the report, are now 
working—each in its own way—to increase the use of one or 
another of the methods of informal settlement that are de- 
scribed in the document. The list includes the Interstate Com- 
merce Commission, the National Association of Railroad and 
Utilities Commissioners, the United States Department of Com- 
merce, the Association of Railway Executives, the Railroad 
Freight Associations, the Associated Traffic Clubs of America, 
the National Industrial Traffic League and the Chamber of Com- 
merce of the United States. 


The bulletin then sets forth, in the nature of a summary, 
the following: 


The Interstate Commerce Commission, as already shown, main- 
tains two bureaus that seek to settle rate controversies informally 
whenever possible—the bureau of informal cases, which works entirely 
through correspondence; and the bureau of traffic, which usually seeks 
to bring the parties together around the conference table and help 
them to settle their differences without filing a formal complaint with 
the Commission. 

The National Association of Railroad and Utilities Commissioners 
is interested in the informal settlernent of rate controversies for the 
same reason that the Interstate Commerce Commission is interested— 
that is because its members, who are all members of state or federal 
regulatory boards, are responsible under the law for the settlement 
of rate controversies, and they know that if a controversy can be 
settled informally it will to that extent relieve their formal docket. 

The United States Department of Commerce has made a survey 
of the traffic work of commercial and industrial concerns throughout 
the country “in an effort to determine the place of industrial traffic 
management as a factor in the elimination of waste in the distribu- 
tion of merchandise,’’ and will soon publish a bulletin on ‘Industrial 
Traffic Management’”’ which reports many instances in which industrial 
traffic departments have helped to settle potential rate controversies 
by informal methods. 

The Association of Railway Executives, as an association, has no 
direct responsibility for dealing with freight rate schedules; but its 
members, the chief executive officers of every important railroad in 
the United States, are in each instance responsible for the traffic de- 
partments as well as for every other department of the individual 
railroads. 

The Railroad Freight Assosciations in every section of the country 
have organized standing rate committees that spend their entire time 
= bow effort to adjust freight rate schedules without unnecessary 

tigation. 

The Associated Traffic Clubs of America is a federation of the 
local traffic clubs in 59 cities of the United States—clubs that include 
in their membership both industrial traffic managers and railroad 
traffic officials, This organization has launched an educational cam- 
paign that seeks to inform students of traffic, industrial traffic man- 
agers, and business men throughout the country with regard to various 
important traffic questions including the value of traffic departments 
as an agency for the informal settlement of railroad rate controversies. 

The National Industrial Traffic League, in conference with the 
traffic officials of the railroads, has secured the adoption of a definite 
procedure to be followed by the standing rate committees of the Rail- 
road Freight Associations in docketing proposed rate changes and in 
conducting public hearings on any proposed changes that are protested 
by either the shippers or the carriers. 

The Chamber of Commerce of the United States seeks to help 
its 1,800 organization members and their underlying ee of 
1,000,000 business men, to deal effectively with transportation problems 
that are clearly of national importance. There is at the present time 
no transportation question of greeter national importance than this: 
“How can the Interstate Commerce Commission use its powers and 
perform its duties most effectively in the public interest?’’ The imme- 
diate importance of this question lies in the fact that the enormous 
volume of work required of the Commission by Congress threatens to 
overwhelm the Commission. One answer to this question is ‘‘Reduce 
the amount of litigation before the Commission by settling rate con- 
troversies informally whenever possible.’’ Therefore, the National 
Chamber is publishing this bulletin—first, to give its members a clear 
sarge a of the methods now being used by shippers, by railroads, and 
y the Commission itself to prevent unnecessary rate litigation; and, 
second, to urge its members to use these methods whenever possible 
in preference to formal litigation. 


Conclusions 


The railroad committee has considered the material presented in 
this bulletin and has reached the following conclusions: 

There has been a general expression of opinion in favor of 
increased use of the established methods of informal settlement of 
railroad rate controversies. 

. It is the judgment of the railroad committee that activities 
along this line should be encouraged and extended as being in the 
public interest, and as being a practical means of relieving the over- 
burdened Interstate Commerce Commission. 

: 3. In carrying out the purpose to encourage and extend the use 
of established methods of informal settlement of rate controversies, 
it would be desirable to: 

(a) Secure the active cooperation of railroad and business execu- 
tives in the movement to settle rate controversies informally when- 
ever possible; 

(b) Enlarge the staff and broaden the work of the bureau of 
traffic of the Interstate Commerce Commission as an agency for the 
informal settlement of rate controversies; 

(c) Propose to the Department of Commerce that its study of the 
relation to traffic a to business prosperity be pushed to 
completion on a comprehensive scale; 

(d) Place at the service of the business men of the country the 
results of this study of the organization and methods of the chambers 
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of commerce and trade associations that have been successful in the 
informal settlement of railroad rate controversies, and continue the 
study with a view to securing information on which to base more 
definite recommendations: 

(e) Study the organization and methods of the standing rate com- 
mittees and place a record of their experience at the service of the 
business men of the country; and 

(f) Coordinate the efforts of the various agencies interested jn 
settling railroad rate controversies wherever possible through informa] 
conference and cooperation instead of through formal litigation. 


The bulletin outlines the scope of the activities of the bureay 
of informal cases and the bureau of traffic of the Commission; 
of the standing rates committees of the carriers; of the traffic 
bureaus of chambers of commerce; of traffic bureaus and ship. 
pers’ councils. Proposals that have been made for cooperation 


are also outlined. 
The committee on railroads is made up as follows: 


C. W. Lonsdale (chairman), President, Simonds-Schields Lonsdale 
Grain Co., Kansas City, Mo.; M. M. Caskie, manager, Traffic Bureau, 
Montgomery Chamber of Commerce, Montgomery, Ala.;W. H. Chan- 
dler, Manager, Traffic Bureau, The Merchants’ Association of New 
York, 942 Woolworth Blidg., New York, N. Y.; A. R. Currie, vice- 
president, Ryan Fruit Company, 71 Spring St., Seattle, Wash.; Pierpont 
V. Davis, vice-president, The National City Company, 55 Wall St., 
New York, N. Y.; Wm. J. Dean, President, Nicols, Dean and Gregg, 
St. Paul, Minn. ; Judge F. C. Dillard, Head, Dillard, Smith, Maxey & 
Head, Sherman, Texas; Samuel O. Dunn, editor, Railway Age, 10) 
West Adams St., Chicago, Ill.; Edward J. Frost, vice-president, Wil- 
liam Filene’s Sons Company, Boston, Mass.; R. C. Fulbright, Fulbright, 
Crooker & Freeman, Houston, Texas; A. L. Humphrey, president, 
Westinghouse Air Brake Co., Pittsburgh, Pa.; Dr. Emory R. Johnson, 
Dean, Wharton School of Finance and Commerce, University of Penn- 
sylvania, Philadelphia, Pa.; John _T. Pirie, vice-president; Carson, 
Pirie, Scott Co., Chicago, Ill.; J. F. Reed, Gary, S. D.; R. S. Stubbs, 
vice-president, American Sugar Refining Co., 117 Wall St., New York, 
N. Y.; Ezra J. Warner, president, Sprague, Warner & Co., Chicago, 
Ill.; A. B. Barber, manager, Transportation and Communications De- 
partment; and Richard Waterman, secretary, Committee on Railroads, 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 15 totaled 
881,187 cars, according to the car service division of the Ameri- 
can Railway Association. This was an increase of 7,639 cars 
over the preceding week, but a reduction of 77,414 cars below 
the same week in 1929. It also was a reduction of 61,385 cars 
under the same week in 1928. 

Revenue freight loading by districts the week ended March 
15 and for the corresponding period of 1929 was reported as 
follows: 





Eastern district: Grain and grain products, 6,074 and 5,993; live 
stock, 1,894 and 1,810; coal, 31,670 and 36,802; coke, 2,304 and 3,711; 
forest products, 3,900 and 4,757; ore, 1,417 and 2,030; merchandise, L. 
Cc. L., 68,749 and 72,496; miscellaneous, 84,076 and 99,287; total, 1930, 
200,084; 1929, 226,886; 1928, 213,502. 

Allegheny district: Grain and grain products, 2,849 and 3,251; live 
stock, 1,695 and 1,705; coal, 34,531 and 40,045; coke, 4.981 and 6,123; 
forest products, 2,539 and 3,053; ore, 2,123 and 3,003; merchandise, 
L. C. L., 53,123 and 56,177; miscellaneous, 77,568 and 85,743; total, 
1930, 179,409; 1929, 199,100; 1928, 186,395. 

Pocahontas district: Grain and grain products, 252 and 226; live 
stock, 30 and 42; coal, 30,049 and 38,281; coke, 318 and 468; forest 
products, 1,438 and 1,529; ore, 127 and 128; merchandise, L. C. L, 
6,811 and 7,466; miscellaneous, 7,027 and 6,843; total, 1930, 46,052; 1929, 
54,983; 1928, 53,667. 

Southern district: Grain and grain products, 3,958 and 4,184; live 
stock, 1,373 and 1,600; coal, 16,704 and 21,619; coke, 505 and 667; for- 
est products, 17,462 and 18,329; ore, 1,011 and 1,344; merchandise, L. 
Cc. L., 41,098 and 40,795; miscellaneous, €0,225 and 61,154; total, 1930, 
142,336; 1929, 149,692; 1928, 158,713. 

Northwestern district: Grain and grain products, 9,791 and 10,338; 
live stock, 7,109 and 6,557; coal, 4,851 and 5,662; coke, 1,205 and 1,861; 
forest product, 17,640 and 20,307; ore, 348 and 596; merchandise, L. C. 
L., 31,809 and 31,889; miscellaneous, 35,367 and 35,148; total, 1930, 
108,120; 1929, 112,358; 1928, 119,595. 

Central Western district: Grain and grain product, 11,020 and 
13,529; live stock, 9,593 and 8,588; coal, 8,990 and 10,955; coke, 278 
and 325; forest products, 9,685 and 10,555; ore, 3,246 and 4,378; mer- 
chandise, L. C. L., 34,643 and 35,409; miscellaneous, 51,900 and_ 52,062; 
total, 1930, 129,355; 1929, 135,801; 1928, 136,286. 

Southwestern district: Grain and grain products, 5,313 and 5,716; 
live stock, 2,167 and 2,227; coal, 3,405 and 4,317; coke, 98 and 123; 
forest products, 7,551 and 8,075; ore, 652 and 446; merchandise. L 
C. L., 16,082 and 16,727; miscellaneous, 40,613 and 42,150; total, 1930, 
75,831; 1929, 79,781; 1928, 74,414. : 

Total, all roads, grain and grain products, 39,257 and 43,237; live 
stock, 23,861 and 22,529; coal, 130,200 and 157,681; coke, 9,689 and 
13,278; forest products, 60,215 and 66,605; ore, 8,924 and 11,925; mer- 
chandise, L. C. L., 252,265 and 260,959; miscellaneous, 356,776 and 
382,387; total, 1930, 881,187; 1929, 958,601; 1928, 942,572. 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 


1930 1929 1928 
Four weeks in January............ 3,349,424 3,571,455 3, 448,899 
Four weeks in February........... 3,505,962 3,766,136 3,590,742 
WOOK GF DEBTOR Ben cckceciccczecs 899,189 978,201 (59,494 
WHOSE OF MRI Bo6o cca cccccccccccs 873,548 947,539 651,556 
Week of March 15.............00008 881,187 958,601 £92,572 
ND ct saw dacsad ee eT Ee 9,509,310 10,221,952 9,893,259 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for Janl- 
ary, 1930, shows 16,702 cars held overtime——a percentage of 
87.64—as against 18,954 cars—a percentage of 87.45—for January, 
1929. 
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Current Topics in 
Washington 





Not always are the proceedings in 
the United States Senate dull, stale, and 
unprofitable, nor are they always dema- 
gogic and misleading. Two or three 
days after the coalition of sugar, lumber, oil, and other things 
failed to get a duty on petroleum and its products, Senator 
Thomas, of Oklahoma, a member of the “old coalition” until oil 
came up, sprung a surprise attack in behalf of oil. Thereupon, 
Senator Ashurst, of Arizona, made the proceedings interesting, 
as may be inferred from the following in the Congressional 
Record: 


Naughty Senate a 
House of Thieves? 


Mr. Ashurst. Mr. President, a parliamentary inquiry. 

The Vice-President. The senator from Arizona will state it. 

Mr. Ashurst. The Senate having defeated the amendment re- 
garding oil, gasoline, petroleum products, and so forth, I inquire if 
such items may be brought up again, or must senators deal at arm’s 
length with each other, as if we were a house of thieves? I inquire 
if this item may be brought up again? 

The Vice-President. Under the rule, the question of oil not having 
been embraced in a committee amendment, if the amendment referred 
to were changed in a substantial way it would then be considered, of 
course, aS 2 new amendment and hence could be offered in that form. 
The chair should admonish the senator, however, in regard to the 
language used by him. 

Mr. Ashurst. I thank the chair and announce that we shall all 
be on guard. 





It may be that the railroads won a great 
victory over the Commission when the Mis- 
souri Pacific broke down the Commission’s 
definition of short-hauling in what is known 
as the Subiaco case. Then, again, it may 
have been a victory described better by the 
omission of adjectives. The decision in I. and S. No. 3385, 
elsewhere in this issue, may provoke thoughts on that subject. 

Without saying a word as to whether, under the Subiaco 
decision, the Pennsylvania was being short-hauled by having 
grain and grain products from Buffalo destined to Pennsylvania 
stations in Pennsylvania and New Jersey delivered by the Erie 
at Croxton, N. J., instead of at Elmira, N. Y., the Commission 
said that the Erie and the Pennsylvania, the nominal respond- 
ents in that proceeding, had not justified the combinations of 
locals that would have come into play had the cancellation of 
the joint rates been allowed to become operative. It invited 
attention to the fact that the Erie and the Pennsylvania had 
left open the route via Croxton. Therefore, it said, they had 
not sustained the burden of proving that the combinations of 
locals via that junction would be reasonable and proper. In 
that way, for the time being, at least, the Commission holds, in 
effect, the joint rates that are satisfactory to the Erie, but not 
to the Pennsylvania, because that route gives it a shorter haul 
than the one via Elmira. 


_ As the Commission interpreted the law against short-haul- 
Ing, the Pennsylvania, never having had the traffic in question 
In its possession, could not claim that it was being short-hauled 
when the grain and grain products were turned over to it at 
Croxton. The Pennsylvania, having a line from Buffalo, could 
have hauled the grain to the destinations to which it went with- 
out help from the Erie. The shippers, however, preferred the 
Erie, in some instances, as the initial carrier. Shippers gen- 
erally, it is believed, in their own interest, preferred the inter- 
pretation in effect prior to the Subiaco decision. Railroads, it 
is believed, preferred the Subiaco rule—unless it hurt their 
bocketbooks. 

But now comes the Commission saying to the railroads that, 
when a route is open, they will not be allowed to cancel the 
joint rates that may be in effect except on proof that the com- 
binations that would otherwise be in effect will be reasonable. 
lt is the judge of the reasonableness, it thinks, regardless of 
the pleading of the Subiaco decision in justification of a can- 
cellation. 

There is a distinct threat, it is believed; in the decision 
that, if the carriers try to cancel joint rates on account of short- 
hauling, the Commission may deem it advisaable to compel them 
‘0 establish proportionals, as the law authorizes it to do. In 
the exercise of that power it might make the sum of the pro- 
Portionals equal to the joint rates, which, under the Subiaco 


a Commission could not compel the carriers to put into 
ect. 


Circumventing 
the Subiaco 
Case Decision 
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While transit was not an issue in this case, the fact that 
a transit mill at a point between Elmira and Croxton caused 
the suspension of the cancellation schedules, suggests one of 
the troubles with which the Commission is probably struggling 
in its writing of a report in the Hoch-Smith grain case. In 
that case, it is believed, there is no trouble for the Commission 


about transit on direct lines. But transit on the indirect lines! 
There’s the rub. If transit is allowed on the direct routes, say, 
between the Twin Cities and Chicago, is it to be denied on 
the indirect routes, say, through eastern Iowa points? If al- 
lowed in eastern Iowa on those indirect routes, are routes 
through those eastern Iowa points, not directly interested in 
Chicago, to be forbidden to meet the transit privilege at eastern 
Iowa points on their routes to other cities? 

In other words, how far is competition of the routes be- 
tween the Twin Cities and Chicago to be allowed to break down 
the rate structure on each side of them? Perhaps the Com- 
mission can find a way to keep the ripples started by transit 
on an indirect route between Chicago and the Twin Cities from 
spreading over the whole pond. 





The older generation of practitioners 
before the Commission since its rejuvena- 
tion in 1906, learned with much sorrow 
this week of the death of W. A. Glasgow, 
Glasgow, Jr. Jr. In the year teeth were put into the 

act to regulate commerce, Mr. Glasgow 
ceased to be a member of the firm of Dickson, Glasgow and 
McCouch, because he accepted employment from the Commis- 
sion in its investigation of the anthracite coal roads, while 
Samuel Dickson was retained by the other side. From that 
time forward he was employed in many prominent rate cases 
on the shipper side, notably the big anthracite case known as 
No. 4914. Only last January he joined the legal staff of the 
city of Philadelphia to have charge of litigation in which the 
city had an interest, notwithstanding that he was a Democrat 
and Philadelphia is not noted for its Democratic inclination. 
He took part’in politics, too, though he never subordinated his 
practice at the bar to political activities. 

In the war period he served as chief counsel, under Herbert 
Hoover, of the United States Food Administration, and in 1921 
he succeeded Chief Justice Charles E. Hughes as chief counsel 
for the United Mine Workers of America. Except the tem- 
porary chairmanship of the Democratic state convention of 
Pennsylvania in 1912 and his retention, as attorney for the Food 
Administration, the Commission, and the city of Philadelphia, he 
refused political honors. He refused to run for Congress in 
1912, when the split in the Republican ranks seemed to afford 
opportunity for a Democrat even in Philadelphia. Mr. Glasgow, 
soft spoken and courtly in manner, was born at Fincastle, Va., 
in 1865, educated at William and Mary, and buried in his native 
state, at Lexington. 


Passing of 
William Anderson 





It is considered not unlikely 
that, when the Senate takes up 
the nomination of Judge John J. 
Parker,, of North Carolina, to be 
an associate justice of the Supreme 
Court of the United States, the 
great law minds and economists of that body will erupt on the 
qualities of the decisions he wrote in Anchor Coal Company vs. 
United States (279 U. S. 812, 490 Ct. Rep. 262). That is the 
case in which the three-judge court enjoined the Commission’s 
last decision in the lake cargo coal case, largely, on the propo- 
sition that the Commission had decided that case on economic 
principles rather than transportation conditions. In its deci- 
sion, the Commission found that the southern railroads had 
not justified the rates they had reduced 20 cents a ton to match 
its reduction in the rates from western Pennsylvania and eastern 
Ohio. The Supreme Court refused to consider the case be- 
cause, it said, the matter had become moot. The railroads, by 
the time the case reached the Supreme Court, had put into 
effect a compromise whereby the difference between the con- 
tending northern and southern districts had become 35 cents 
a ton instead of the 45 cent difference the Commission had held 
would be proper. The Commission never disturbed that com- 
promise. 

It may be that the parties to the lake cargo case learned 
a lesson from the brawl they raised in Congress when they filled 
the mouths of congressmen with speeches about that case, and 
will not do anything to stir up the animals again or refuse to 
furnish food for them if the animals rouse up on their own 
volition. 

But Judge Parker also wrote an opinion in Atlantic Coast 
Line vs. Standard Oil Co. of New Jersey (12 Fed. (2d) 541), 
a case in which the courts held with the oil company on the 
question whether the oil it brought to Wilmington, N. C., to 


Judge Parker May Have 
a Hard Road to Travel 
to the Supreme Bench 
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its storage tanks there, was interstate or state commerce when 
it was shipped to North Carolina cities. The railroad contended, 
broadly speaking, that, because the oil had come from a point 
without North Carolina, it was in interstate commerce when 
it left the company’s tanks, as if the final destination of the 
oil were or could have been known when it was pumped into 
the tanks from the tank steamers. The courts said that North 
Carolina-made rates were applicable to it. 

Anything that brings into public view a big oil company, 
particularly of the Standard group, usually arouses the dema- 
gogic “progressives.” They can and do make political capital 
out of every case in which the big corporation seeks mainte- 
nance of rights that are as dear to the humblest citizen as 
to the company. But it is a sin to give a big corporation its 
due, in the eyes of many senators; hence, Judge Parker may 
expect to be spanked for having kept his judicial oath to do 
justice. 





A jury in the Supreme Court of the 
District of Columbia found Doheny, the 
oil man, not guilty of bribing Albert B. 
Fall, former Secretary of the Interior, 
with a loan of $100,000 before he gave a Doheny company a 
lease to take oil out of the Elk Hills navel oil reserve. About 
five months before, another jury found Fall guilty of accepting 
a bribe from Doheny. 

The matter, therefore, stands thus: Doheny is not guilty 
of having given Fall a bribe when he made him that loan of 
$100,000, but Fall is guilty of accepting a bribe from Doheny 
which Doheny did not give. 

Dogberry said: ‘The law is an ass.” That was a mistake. 
He should have said the law-makers were asses when they made 
it possible to have two juries instead of only one and two 
trials instead of only one when the accusation was that John 
Doe gave a bribe to Richard Roe and that Richard Roe accepted 
a bribe from John Doe. Fall, so far as now known, goes to 
the penitentiary for having accepted a bribe from Doheny which 
Doheny did not give. Doheny goes free of conspiring to give 
a bribe and of giving a bribe. Fall goes free of the charge of 
conspiring, but goes to jail for having taken a bribe he did not 
conspire to receive. 


Nice Morsel for 
Choppers of Logic 





When the unsuspecting mortal is invited 


No Regularly by a jocular friend to help himself to some 

‘ fine imported candy on April 1, the man who 
Imported April bites into a sawdust-filled bonbon or some- 
Fool Candy thing flavored with acetic acid may have the 


satisfaction of knowing one of two things. 
The first is that, if it is really imported April fool candy, it was 
smuggled in, or that it is not imported stuff at all. 

The Food, Drug, and Insecticide Administration of the De- 
partment of Agriculture, has ruled that such joke candies may 
not be brought into the country from abroad, not on the high 
ground that we have to protect home industry, but on the lower 
ground that such candies are dangerous to health and in viola- 
tion of the food and drugs label act, commonly called the pure 
food act, although it is merely a law forbidding false. and mis- 
leading labels.—A. E. H. 


RECIPROCAL BUYING 


The Federal Trade Commission (March 25, at Chicago) 
completed its case against the Mechanical Manufacturing Com- 
pany and R. O’Hara, manager, and W. A. Mayfield, assistant 
manager, of the traffic department of Swift and Company, in 
No. 1727, in which it is charged that unfair means were em- 
ployed by the defendants to dispose of draft gears, bumping 
posts, and other railroad equipment, product of the Mechanical 
Manufacturing Company. The Chicago hearing lasted two days 
and completed a series of a dozen hearings held at points 
widely scattered through the middle west and east. A further 
hearing for the presentation of testimony in behalf of the de- 
fendants is to be held, the date having been tentatively set as 
April 5, but, due to uncertainty as to whether it would be pos- 
sible to proceed at that time, it was stated that it would be 
subject to five days’ advance notice from John W. Addison, 
trial examiner. eae 

In the two days of testimony, John W. Haycraft, attorney 
for the Trade Commission, presented a series of carrier’ wit- 
nesses who were required to introduce correspondence and other 
papers relating to solicitation of draft gear ‘business by Mr. 
O’Hara and others, and to testify as to the circumstances. 
Their testimony was similar to that of other railroad witnesses. 
In addition, two representatives of other manufacturers of draft 
gears were placed on the stand by the prosecution, as were 
Mr. O’Hara and F. M. Beeson, president of the Mechanical 
Manufacturing Company. 

Mr. O’Hara was asked to produce correspondence and other 
material from his files relating to his efforts of “solicitation” 
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on behalf of the Mechanical Manufacturing Company. That ip. 
cluded correspondence between his office and executives ang 
traffic officials of the C. & O., Central of Georgia, Boston ¢ 
Maine, L. & N., Seaboard Air Line, Nickel Plate, D. L. & W. 
and others. 

Questioned as to when he first became interested in the 
Laughlin gear, which was manufactured by the Mechanical Map. 
ufacturing Company as the “Durable” draft gear, he said he 
was first approached by E. A. Laughlin, inventor of the gear, 
with a proposition that he provide financial backing. That diq 
not interest him, he said, but later the Mechanical Manufac. 
turing Company did become interested. Mr. Laughlin had ap. 
proached him, Mr. O’Hara said, in the absence of Mr. Beeson. 
Asked if he considered himself a salesman of the Mechanica] 
Manufacturing Company “in all of this solicitation and all the 
correspondence that you wrote,” he replied that the correspond. 
ence would speak for itself. He later stated that he made an 
effort to interest all the railroads—with the assistance of Mr. 
Mayfield—in giving the gear a “tryout.” 

He discontinued his efforts in that direction about October 
or November, 1929, he stated, on being informed by Mr. Beeson 
that the company was not going to continue the manufacture 
of the gear. Why the company was doing that, he did not know. 

Cross-examination by F. L. Horton, attorney for the defend- 
ants, brought out that the salutation and body of writing of the 
letters were of an intimate, personal nature, and that Mr. O’Hara 
had first approached individual representatives of the railroad 
companies with whom he was on friendly relations. That was 
presented as explanation of the fact that his “solicitation” was 
largely directed at traffic officials and high executives, rather 
than heads of mechanical departments or others more directly 
in charge of purchases. He categorically denied the charges 
of the complaint, when read to him by Mr. Horton, and said 
that he had never routed Swift and Company traffic “against” 
a railroad that refused to purchase the gears, nor had he on 
any occasion given traffic to a line that had made purchases 
because of that fact. His service was simply that of using his 
friendly offices to establish contact with the railroads so that 
the gear might receive laboratory or service tests and, he added 
at one point, “if found all right, would like to have them pur- 
chase some of them.” 

Questioned by Mr. Haycraft as to the reason for discontinv- 
ance of the draft gear business, Mr. Beeson declared it was 
because the “business had not been profitable” and on account 
of “persecution by the Federal Trade Commission.” Called on 
for an explanation of his meaning with respect to the latter, he 
said it was generally understood at the time that the company 
was being investigated by the commission and that hurt the 
business. “Anything that hurts your business is persecution,” 
he said. Other questions developed that the Mechanical Manv- 
facturing Company was still owner of the license of the gear, 
but that, since December, 1929, manufacture had been discon- 
tinued, except for a few “clean-up” orders. 

Testimony presented by W. E. Robertson, vice-president, 
W. H. Miner, Inc., a competing manufacturer of draft gears, was 
ostensibly in reply to testimony presented by William G. Bierd, 
receiver of the Chicago & Alton, at a former hearing. Mr. 
Bierd had said that the Miner company supplied between 88 and 
92 per cent of all draft gears used on freight equipment and 
that, through affiliations, it controlled a large steel tonnage; 
that its purchases of steel were probably second only to those 
of the Pullman Company. 

Mr. Robertson, under questioning, said his company had 
no affiliations with any users of steel and that it was not affili- 
ated in any way with the American Car and Foundry Company 
or with private tank car lines and other large companies that 
had been mentioned by Mr. Bierd. 

Testimony about the solicitation of the Mechanical Manu- 
facturing Company was presented by the following: E. J. Henry, 
western traffic manager, Lehigh Valley; S. h. Dare, general 
western freight agent, Atlantic Coast Line; W. C. Maxwell, 
vice-president, traffic, Wabash; J. E. Tausig, president, Wabash; 
George T. Atkins, vice-president, traffic, M.-K.-T., and Columbus 
Haile, president, M.-K.-T. 

Other witnesses were James R. Cardwell, president, Card- 
well-Westinghouse Company; K. F. Nystrom, superintendent of 
the car department, Milwaukee, and James A. Slater, National 
Malleable and Steel Castings Company. se 


DANGEROUS ARTICLES RULES 


- Director Bartel, of the ‘bureau of service, has added to his 
notice of March 12, proposed changes in the rules atid regula 
tions for the shipment of explosives and other dangerous articles 
to which objections may be filed within twenty days from Mar 
15. The items added to the notice of proposed changes relate 
to shipper container specification 5A, to ground, crushed, grant 
— or pulverized charcoal, and liquid hydrocyanic (prussi¢) 
acid. 
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Decisions of Interstate Commerce Commission 





CANADA-U. 8S. NEWSPRINT RATES 


An order dismissing No. 20356, Times Publishing Co. vs. 
Canadian Pacific et al., has been made, the Commission, by divi- 
sion 5, in a report written by Commissioner Brainerd, finding 
that the rates charged on newsprint paper, from Iroquois Falls 
and Sturgeon Falls, Ont., and Three Rivers, Que., Canada, to 
Detroit, Mich., were applicable and not unreasonable. In addi- 
tion the Commission found that prior to July 25, 1927, the rates 
to Detroit exceeded those to Martin’s Ferry, O., a farther distant 
point over the route of movement, and that the departure from 
the rule of the fourth section was not protected by the fourth 
section order cited in their support. 

Another finding was that the Michigan Central’s failure to 
publish rates from points on the international boundary on the 
commodity in question was in violation of section 6. Repara- 
tion was denied. 

The complaint was filed on behalf of a newspaper published 
at Detroit. Other Detroit newspapers intervened. The com- 
plainant alleged the rates were unreasonable, in violation of 
setcion 6 and of the long-and-short-haul part of the fourth sec- 
tion. Lawful rates for the future and reparation were sought. 
The complainant asked for oral argument, but the report said 
it did not appear at the argument. The examiner proposed dis- 
missal of the complaint on the findings hereinbefore set forth. 
The carriers expressed satisfaction with them. 

In behalf of the complainant it was contended that the 
lower specific rates to Martin’s Ferry, under the intermediate 
rule, were applicable at Detroit because there was no restriction 
as to the routes through Detroit leading to Martin’s Ferry, a 
point more than 300 miles southeast of Detroit. After this case 
was brought the routes through Detroit Were closed in so far 
as shipments to Martin’s Ferry were concerned. Commissioner 
Brainerd said that the record failed to show that a carload of 
newsprint was ever sent from the Canadian points to the Ohio 
point. He did not, however, agree that the Martin’s Ferry rates 
were applicable at Detroit. He pointed out that because Detroit 
had been given rate basis 78 in the tariff it was not an unnamed 
point, which was a condition precedent to the operation of the 
intermediate rule. But he said that the basis 78 rates were 
higher than those to Martin’s Ferry. Therefore, he said, they 
were in disregard of the fourth section. 

The finding that the Michigan Central had violated the 
sixth section was based upon the fact that that carrier had 
not published rates from the international boundary, in the mid- 
dle of the Detroit River, to th2 points in Detroit at which the 
newsprint was delivered, two or three miles from the boundary 
line. The Michigan Central admitted, said Mr. Brainerd, that 
failure to publish such a rate constituted a violation of section 
6. The evidence, showing rates, routes and distances, said he, 
without comparisons of average distances from and to the rate 
groups involved, did not establish the reasonableness or other- 
wise of either the rates to Detroit or the rate to Martin’s Ferry. 
_ As to the jurisdictional question of joint rates from Canada 
into the United States, the finding was, without any discussion 
or citation of authorities, that the Commission was without 
jurisdiction to prescribe rates from points in Canada to Detroit 
or other points in the United States. 


HORSES FOR SLAUGHTER 


Emergency intrastate rates on range horses and interstate 
tates from those states to Rockford, IIl., intended to rid Mon- 
tana and Wyoming of a pest of wild horses, attacked in No. 
21207, Chappel Brothers, Inc., vs. Burlington et al., will be con- 
tinued. The Commission, by division 3, has dismissed that com- 
Plaint. It has found the rates on horses for slaughtering pur- 
poses, from points in Montana, Wyoming, the Dakotas, Nebraska 
and Minnesota to Rockford not unreasonable or otherwise unlaw- 
ful except the rate on 51 carloads from Bitter Creek, Wyo., to 
Rockford. That rate of $190 per carload was found unreason- 
able to the extent it exceeded 63 cents, the rate on cattle, mini- 
mum 26,000 pounds. The rate of 63 cents was paid. Waiver of 
undercharges was authorized. 

While the complaint covered states other than Montana and 
Wyoming the issue was as to rates from those states to Rock- 
ford and intrastate to a point in Montana where a plant had been 
established to slaughter the wild horses that were alleged to be 
damaging the range to the extent of eating or destroying, in 
one year enough feed to sustain five sheep and two cows. The 


railroads, in aid of the state authorities and the stock growers’ 
associations, in 1926 began establishing rates a little higher than 
those on stock cattle, so as to cause the horses to be sent to the 
slaughtering plant. Later the rates, within Montana and Wyo- 
ming, were made almost one-half of the stock cattle rates. 

The complaint alleged unreasonableness and undue prejudice 
in the interstate rates and undue preference in the intrastate 
rates in violation of section 13. Montana stockmen protested, 
said the report, the grant of rates to Rockford as low as those 
in that state because, in their opinion, the complainant was fos- 
tering the raising of the type of horse that they were trying to 
get rid of. The railroads also desired to continue the emergency 
rates they said they had established in aid of the efforts of the 
state authorities and associations of stockmen. The wild horses 
multiplied after the raising of horses for war purposes came to 
an end, until in 1924 it was estimated that in Montana there were 
400,000 of them. The authorities and the railroads, the report 
said, desired to continue the low level of rates fostering their 
destruction, although the number had been reduced to about 
200,000. The Commission said that no evidence had been shown 
that the Montana rates operated to the undue preference of per- 
sons. It said that when it acted affirmatively under section 13 
it had to fix reasonable rates and that there were many elements 
which would preclude the use of the present interstate level of 
rates as a proper basis for the fixing of intrastate rates, the most 
important of which was the fact that the intrastate and inter- 
state rates were on an emergency basis. 


ERIE-P. R. R. GRAIN ROUTING 


Invocation of the principle laid down in the so-called Subiaco 
case, United States vs. Missouri Pacific (278 U. S. 269, 49 S. Ct. 
Rep. 133), will place upon the carrier demanding its long haul 
the burden of showing the reasonableness of the higher combina- 
tion rates resulting from the cancellation of the joint rates over 
the route short-hauling the carrier invoking the Subiaco rule. 
That, it is believed, is shown in the decision by division 3 of 
the Commission, in I. and S. No. 3385, grain and grain products 
from Erie railroad stations in New York, New Jersey and Penn- 
sylvania to stations on the Pennsylvania railroad and West 
Jersey & Seashore. 


In that case the Commission found not justified the pro- 
posed increased rates on the commodities specified, from points 
in Buffalo, N. Y., and the Buffalo rate district, to destinations on 
the Pennsylvania and its subsidiary, via Croxton, N. J. It found 
justified the proposed restriction of joint rates on such traffic 
from points on the Erie to specified destinations on the Pennsyl- 
vania in trunk line territory to apply only via Johnsonburg, Pa., 
or other specified junctions. Inasmuch as there were no pro- 
tests against that restriction the finding is not regarded ‘as of 
much, if any significance. 


The other part of the case, however, is regarded as of much 
meaning to those who have studied the Subiaco decision and its 
implications, real or fancied. In its essence the proposal, made 
by the Erie upon the insistence of the Pennsylvania, was to 
cancel the joint rates over the through route via Croxton, N. J., 
so that joint rates from the Buffalo rate area to the indicated 
areas of destination would apply only via Elmira, N. Y. Such 
restriction would shorten the haul of the Erie, the originating 
carrier and lengthen that of the Pennsylvania. The latter said 
that the rates in question were published by the Erie, without 
its consent, in August, 1923. Joint class rates via Croxton were 
also published at the same time but they were taken out in 1926, 
leaving only commodity rates. 

There are flour or feed-mixing establishments at Waverly, 
Deposit, Binghamton and Clifton, N. Y., on that part of the Erie 
between Elmira and Croxton, which was proposed for elimina- 
tion in the suspended tariffs. A flour milling company at Clifton 
procured the suspension of the schedules. Under the joint rates 
to which the Pennsylvania objected the millers and mixers at 
the four points mentioned enjoyed transit on the joint rates. 

Cancellation of the joint rates, the report pointed out, was 
not to be followed by the closing of the route. Combinations 
from 9.5 to 27 cents higher would still be in effect. The Penn- 
sylvania, the report said, contended that the application of the 
joint rates via Croxton resulted in short-hauling it and that 
except to the extent that it was unwilling to forego that privi- 
lege, it was entitled, under section 15 (4), to its long haul, citing 
the Subiaco case, before mentioned. Both railroads, according 
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to the report, testified that the route via Croxton would remain 
open and that combination rates would be available. 

In its discussion of the issue presented by the fact that the 
route would remain open, with combinations higher than the 
joint rates proposed for cancellation in effect, the Commission 
observed that a joint rate was not essential to a through route. 
It said that a through rate might as well be a combination of 
locals or proportionals, citing in support of that declaration, 
among other cases, Virginian vs. United States (272 U. S. 658, 
47 §. Ct. Rep. 222). From that pointt it went to the question 
of its power to test the reasonableness of rates, pointing out 
that in A. T. & S. F. vs. U. S. (279 U. S. 768, 49 S. Ct. Rep. 494), 
the Supreme Court, in a case where the defense of short-hauling 
was made by the Santa Fe, pointed out that the broad power to 
pass on the reasonableness of rates conferred upon the Com- 
mission in 1887 had not, in terms, been limited by any amend- 
atory act. It further observed that the special power to estab- 
lish through routes and joint rates was not conferred until 1906. 

“There is not in that act,” continued the court, “as amended 
.... or in any decision of this court construing it... . the 
slightest basis for the suggestion that in conferring the restricted 
power to establish through routes, Congress intended to limit 
the theretofore unrestricted power of the Commission to pass 
upon the reasonableness of the rates.” 

After pointing out that the present joint rates via Croxton to 
certain destinations on the New York, Trenton and Philadelphia 
divisions of the Pennsylvania were in disregard of the long and 
short haul part of the fourth section, the Commission said that 
the only real justification offered for the increase in the rates 
via the Croxton route was the desire of the Pennsylvania to 
obtain the long haul. It said that increases ranging from 9.5 
to 27 cents were not necessary for the removal of fourth section 
departures amounting to only half a cent. Under the conditions 
here presented the justification offered, the Commission said, 
was not sufficient. It said the respondents had not sustained 
the burden which rested upon them of showing that the increased 
rates over the Croxton route would be reasonable and otherwise 
lawful. Therefore, with the exception of the restrictions to the 
Johnsonburg route against which no protest had been made, 
the Commission found the proposed schedules not justified, 
ordered them canceled and discontinued the proceeding. 


STOCK UNLOADING CHARGES 


Reversing the decision of division 2 in No. 18490, Allied 
Packers, Inc., et al. vs. Santa Fe et al., 144 I. C. C. 377, the 
Commission on reargument, in a-report written by Commissioner 
Aitchison, now holds that charges for handling live stock at 
the Buffalo, N. Y., stock yards of the New York Central are 
subject to its jurisdiction, are illegal and unreasonable. Repara- 
tion has been awarded. 

In the former report the Commission held that the charges 
at the stock yards were not subject to its jurisdiction and dis- 
missed the complaint. Upon petition of complainants the case 
was reopened and further argued. The complainants, Allied 
Packers, Inc., and Klinck Packing Company, the latter the 
former owner of the property now operated by the title com- 
plainant, alleged that the unloading charges collected at the 
stock yards were unreasonable and inapplicable. 

The final issue in the case was as to whether the charges 
exacted by the stock yards, an organization without corporate 
identity, consisting of employes of the New York Central, were 
charges for storage within the meaning of the packers’ and 
stock yards’ act 1921 or charges by the railroad company for 
its service of unloading the animals in addition to the charges 
arising under the line-haul rates. In the original decision the 
Commission held that the charges were for storage in the stock 
yards and therefor not subject to its jurisdiction. The new 
decision is that the service rendered was part of the duty resting 
upon the railroad company to unload the animals where the 
consignee could take possession of them. 

Prior to the acquisition by the title complainant of the 
Klinck Company the New York Central built an overhead run- 
way whereby the animals were taken from the cars to the 
slaughtering plant without interfering with the animals sent to 
the yard for storage pending their sale. That overhead runway, 
the report said, was built with the understanding that the Klinck 
concern would buy a large proportion of the animals needed 
by it in the stock yard market. When the title complainants 
took possession of the Klinck plant it began receiving many 
direct shipments, and purchases from the stock yard market 
were relatively if not actually much smaller than when the 
runway, before mentioned, was built. 

After the acquisition of the Klinck plant by Allied Packers, 
Inc., the New York Central built a number of what Commissioner 
Aitchison called “so-called free delivery chutes.” No charge, 
he said, was made for unloading the stock into the chutes. The 
charges assailed labeled storage charges, said the report, covered 
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the services of furnishing the chutes, pens, driveways and run. 
ways necessary to receive the stock at the unloading point and 
take it from that point out of the stock yard. 

“They were assessed,” said Mr. Aitchison, “even when com. 
plainant’s employes were waiting and ready to receive the stock 
at the time of its arrival and unloading from the cars, and when 
the unloading and driving of the stock through the stock yards 
was, as far as practical, one continuous movement and trans- 
action.” 

Commissioner Aitchison said that the undertaking of the 
carrier to transport goods necessarily included the duty of 
delivering them to the consignee entitled to their possession, 
A carrier, he said, did not fulfill that obligation by merely pro. 
viding a place where goods might be taken out of the car, but 
that it had also to provide a convenient and adequate way for 
the consignee to come and get his goods and take them safely 
from the carrier’s property. That service, he said, inhered in 
every transportation. 

For years prior to December 3, 1922, the day on which 
imposition of so-called storage charges was begun, Commissioner 
Aitchison said the stock yards were clearly a terminal facility 
of the New York Central furnished under that carrier’s duty 
to provide suitable means for receiving live stock offered to it 
for shipment and for discharging live stock after it reached the 
place to which it was consigned. By custom or practice, the 
commissioner said, a place of delivery other than a regular 
station might become a station at which the full responsibility 
of the carrier attached. A carrier, he said, could not change 
into a special facility what had become by custom its regular 
station facility by merely going through the form of establishing 
its regular station at another point. No change, Mr. Aitchison 
said, had been made in the tariffs on file with the Commission. 
He added that it could not be said that the carrier had estab- 
lished the adequacy of the free delivery chutes in the face of the 
showing of complainants that such chutes could not have accom- 
modated the volume of complainant’s business and that delivery 
there would at least at times have been impracticable. The 
New York Central had claimed that it had furnished facility 
for unloading the direct consignments through the free loading 
chutes so that they would not need to be driven through the 
yards in which it held animals that had been consigned to the 
stock yards market for sale or to await further shipment. 

Specifically the Commission found that the charges. assailed 
in this case in so far as they were assessed for the use of the 
stock yards facilities in effecting delivery of interstate shipments 
were charges for transportation within the meaning of that term 
as defined in section 1 of the interstate commerce act and that 
the Commission had jurisdiction to pass upon the legality and 
reasonableness of such charges. It further found that the col- 
lection of such charges made without tariff authority was in 
violation of the sixth section. 

The Commission said that in cases where a service per- 
formed for which no charge was properly published it had juris- 
diction to determine a reasonable charge for such services, as 
held in Memphis Freight Bureau vs. Kansas City Southern, 17 
I. C. C. 90. But the Commission said that the defendants had 
not on this record justified any charge in addition to the line 
haul rates. 

Commissioner Brainerd, concurring, said that the majority 
included in its findings a determination that the rates charged 
were unreasonable. In his opinion he said there was no evidence 
on which to base such a finding. It was sufficient, he thought, 
that the rates charged were in excess of those named in the 
tariff. He said the additional charges exacted were technically 
overcharges and therefore in his opinion reparation properly 
was awarded. 

Chairman McManamy and Commissioners Woodlock and 
Porter noted dissents. Commissioners Lee and Tate did not 
participate in the disposition of this proceeding. 


IMPORTED FERTILIZER MATERIALS 


With exceptions, the Commission, in a report written by 
Commissioner Eastman, in I. and S. No. 3345, imported fertilizer 
materials from the south Atlantic and Gulf ports to southerD 
points, also to points in central territory, has found justified 
the proposed rates on the commodities mentioned, from and to 
the points of origin and points of destination designated. The 
general basis of the adjustment is the domestic rate from the 
rate-making port with rates from competing ports equal to 90 
and 85 per cent of the key rates, that is, the rates from the port 
nearest to the destination under consideration. The schedules 
have been ordered cancelled without prejudice to the filing of 
new ones in conformity with the findings and the proceeding dis 
continued. The report also covers No. 22208, Mobile Chamber 
of Commerce vs. Gulf & Ship Island et al. That complaint has 
been dismissed, the exceptions made in the report disposing of 
the issues tendered in it. 
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_ These schedules constituted the latest effort of the carriers 
to make a limited port equalization and to line up the rates on 
imported fertilizer materials with Fertilizers Between Southern 
Points, 113 I. C. C. 389, the adjustment in which was made in 
accordance with what the report in this case called the 16295 
scale. Import rates were not covered by that report, but the 
import rates were so closely connected with the domestic rates 
that they had to be dealt with so as to make them match the 
domestic rate structure. The matter has been in various stages 
of handling since July, 1926, when the decision in the southern 
fertilizer case, supra, was made. Their first effort was dis- 
posed of in import fertilizers to southern points, 147 I. C. C. 
274. 

Criticisms by the Commission in the last mentioned case 
caused the carriers to propose the schedules dealt with in this 
case. The instant schedules, Commissioner Eastman said, pro- 
posed to apply the rates proposed on imported fertilizer 
materials, but not on mixed fertilizers, imported from foreign 
countries other than Canada. Why Canada was excluded, the 
report said, was not explained. Nor, said Commissioner East- 
man, was it shown why the rates should not apply on mixed 
fertilizers, if any such were imported. They covered, he said, 
line-haul service only, applying from the wharf portals and not 
from shipside; that they were applicable through private as 
well as public wharves; and provided for aJimited port equaliza- 
tion. 

That equalization, he said, was on the basis previously pro- 
posed, namely, to destinations in Carolina and southeastern ter- 
ritories 150 miles or more distant, the rates were made on the 
scale from the nearest or key port, whereas from competing 
ports they were made 90 per cent of the scale, but not less 
than the rate from the key port. To destinations in Mississippi 
Valley territory, the same basis was applied except from com- 
peting ports in that territory 85 per cent of the scale was 
used as the limit instead of 90 per cent. Certain departures, 
Mr. Eastman said, were proposed because of conditions peculiar 
to the Mississippi Valley territory. 

To the Ohio River and beyond, on account of competition 
from the north Atlantic ports, the carriers proposed an ad 
interim adjustment to last until the Commission disposed of 
fourth section application No. 2040, in which the central territory 
lines, nominally, propose fourth section relief to enable the 
southern carriers to compete for business from central territory 
to the south Atlantic and Gulf ports for export and import. Some 
of the central territory lines, at the hearing, objected to pro- 
posals made in their names in that application. 

In the course of his discussion Commissioner Eastman re- 
viewed what the Commission did in Egyptian Powder Co. vs. 
Illinois Central, 126 I. C. C. 293, 132 I. C. C. 153, a case involv- 
ing fertilizer materials to points north of the Ohio, others having 
to do with the rates on fertilizers or fertilizer materials, and No. 
21341, State Docks Commission vs. L. & N. et al., the last men- 
tioned having to do with the situation at Mobile, Ala., growing 
out of the relations between the railroads and the state dock 
railroad. In view of the fact that export and import rates are 
in the nature of proportionals he discussed the bearing on the 
issues in hand of rates on bunker coal, 73 I. C. C. 62, Lake 
Cargo Coal Rates, 1925, 126 I. C. C. 309. On account of the 
port equalization feature covered by the case he brought in 
Galveston Commercial Association vs. G. H. & S. A., 128 I. C. C. 
349. In disposing of the matter he said: 


We find that respondents have justified the suspended schedules, 
except in those instances where 

(1) The suspended rates to southern destinations exceed the 
16295 scale; 

(2) The suspended rates to the Ohio River and points beyond 
exceed either the 16295 scale, the basis prescribed in Egyptian Powder 
Co. vs. I. C. R. R. Co., supra, or the basis prescribed in Fertilizer 
and Fertilizer Materials, 151 I. C. C. 613, whichever makes lower; 

(3) The suspended rates do not apply from the wharf portal of the 
Alabama State docks; and except to the extent that 

(4) The rate from the key port, Gulfport, to Jackson, Miss., is 
cra with the rate from the key port, Mobile, to Meridian, Miss., 


(5) The limit of equalization of ports competing with the key 
port is made 90 per cent of the scale from the Virginia, and south 
Atlantic ports and from Pensacola, and 85 per cent of the scale from 
New Orleans, Gulfport, and Mobile to destinations in Mississippi 
Valley territory, and 

_ (6) Materials imported from Canada are excepted from the ap- 
plication of the proposed rates to destinations in southern territory. 

These findings are without prejudice to any different conclusions 
that may be reached in No. 21341 or on Fourth Section Applications 
No. 2040 et al. 

Certain errors were also brought to light at the hearing, which 
respondents will be expected to correct. 


Commissioner Meyer, concurring generally with what was 
said in the report, disagreed with the exact percentage method 
of port equalization approved in this case, particularly in quoting 
the Galveston Commercial Association case as good ground for 
the finding in this case. He said that the carriers themselves 
had said that in their opinion it was best to apply varying per- 
centages of the key rate in order to establish to the other ports 
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that degree of equalization which they thought necessary to 
meet the practical situation, but that they submitted no evidence 
in support of that declaration. As against that declaration he 
said he desired to place the declaration of the Commission, 
“likewise without support in the evidence” that a limit of equal- 
ization in excess of 90 per cent of the scale has not been justified. 

He said he wished to associate with those declarations 
his own or a third declaration, in which Commissioner Brainerd 
concurred, “to the effect that my contact with rate matters has 
left me with the very definite impression that rigid mathematical 
formulas for making particular rates are generally neither pra- 
ticable nor lawful. In the absence of a showing of unlawfulness 
upon the record the carriers should be left free to equalize 
these ports by applying such a per cent of the key rate as in 
their judgment will result in the best rate adjustment This 
per cent may be 90 in one case, more than 90 in another, and 
less than 90 in a third, depending upon the practical situation 
which the carriers are called upon to meet. Then, if experience 
should show that certain or all of these percentages produce 
unlawful results, they should be condemned and percentages 
adopted which will be free from unlawfulness. If after full 
hearing a substantial preponderance of the evidence should 
show that unlawfulness can not be avoided unless a uniform 
percentage is adopted, then the time will have come for us to 
prescribe that uniform percentage. No such weight of evidence 
has been presented upon this record.” 


COTTONSEED OIL 

Using the distance scale prescribed in Oklahoma Corpora- 
tion Commission vs. A. & S., 98 I. C. C. 183, as a yardstick, the 
Commission, by division 3, in No. 22097, International Vegetable 
Oil Co. vs. Central of Georgia et al., has found unreasonable 
a combination rate of 42.5 cents on cottonseed oil, from Green- 
ville, Ga., to Chattanooga, Tenn., refined in transit at Lakewood 
Station, Ga., to the extent it exceeded a rate of 28 cents, the 
amount of the rate for 210 miles, a comparable distance, for 
hauls in southwestern territory, plus a 2-cent transit charge. 
Reparation was awarded. 

The Commission hastened, however, to say that the finding 
did not mean that the distance scale prescribed in the Okla- 
homa case mentioned, was the proper basis for rate purposes 
in southeastern territory. It also said the finding was without 
prejudice to any different conclusion that might be reached in 
No. 17000, part 8, Hoch-Smith cottonseed oil. 

Among the claims made by the Central of Georgia was one 
that it was short-hauled by the routing specified. The Commis- 
sion said that while it was true that the shipments were spe- 
cifically routed via Newman and West Point, Ga., thus entailing 
the services of a third line anti short-hauling the Central of 
Georgia, it nevertheless could not be denied that complainant 
was entitled to a reasonable rate over the route used. 


G. N.-N. P. SEATTLE SWITCHING 


Access by the Great Northern to the Lake Union-Terry Ave- 
nue waterfront and industrial district at Seattle, Wash., over 
Northern Pacific tracks, has been granted, the Commission, by 
division 6, in No. 18635, in the matter of the application of the 
Great Northern for an order requiring the Northern Pacific to 
grant the Great Northern the use of certain terminal facilities 
at Seattle, Wash., finding that the use of that part of the North- 
ern Pacific’s lines, within the switching limits of Seattle, ex- 
tending from Inter-bay Yard to a point near Fremont Avenue, 
by the Great Northern would be in the public interest and 
practicable without substantially impairing the Northern Pa- 
cific’s ability to handle its own business. The case arose out 
of a petition filed by the Great Northern for an order according 
to it the right to use a connecting track owned by the Northern 
Pacific. 

No order has been issued. The record is to be held open 
for 60 days to enable the two companies to agree upon the 
terms under which the Great Northern will use the connecting 
track, enabling it to get into the district mentioned more effec- 
tively than it now reaches the territory now served only by 
the Northern Pacific except when the Great Northern gets in 
on the basis of taking traffic from and to the terminals of an- 
other carrier. If the carriers cannot agree upon the compensa- 
tion the Great Northern is to pay for the joint use, the Com- 
mission said that its attention should be brought to the matter 
again before the expiration of that 60-day period. 

At present the Great Northern is the joint owner with the 
Northern Pacific of part of the tracks needed for serving the 
Lake Union-Terry Avenue district in accordance with the ordi- 
nance of Seattle whereby the Northern Pacific was granted the 
use of streets on condition that any other line reaching Seattle 
might have the joint ownership and use of the tracks laid in 
the ceded stréets. The Great Northern paid $224,138 for an 
undivided half interest in those tracks. 
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The Great Northern’s plans call for the construction of 
terminals in the Lake Union-Terry Avenue district estimated 
by it to cost $892,317, including the sum paid for the undivided 
half interest in the tracks before mentioned. The Northern 
Pacific, however, values the connecting track in issue and a 
passing track at $480,000 instead of $250,000, the value placed 
on such facilities by the Great Northern. On the Northern 
Pacific estimate of the value of the connecting and passing 
track, the cost of the proposed terminals would be $1,007,317. 

The Commission said that the record suggested that the 
development of the Lake Union-Terry Avenue district had been 
retarded by the fact that it was served by the rails of only one 
railroad. It further said that the record did not support the 
Northern Pacific’s contention that use of the connecting track 
by the Great Northern would substantially impair its ability to 
handle its own business. The Northern Pacific argued that 
grant of the use of the connecting track would result in an 
extension of the Great Northern’s line without a certificate of 
public convenience and necessity as required by section 1 (18). 
The Commission said that use of the connecting track would 
not constitute such an extension. The report was written by 
Chairman McManamy. 


COMMISSION REPORTS 


Scrap Copper 
No. 22301, G. Mathes Co. vs. K. C. S. et al. By division 3. 
Reparation of $70.57 awarded on finding rate, scrap copper, 
Houston, Tex., to St. Louis, Mo., applicable but unreasonable 
to extent it exceeded 59 cents. 


Rough Steel Castings 


No. 21069, Ohio Steel Foundry Co. vs. B. & O. et al. By 
division 3. Complaint dismissed. Rates, rough steel castings, 
Lima, O., to Gibson, Grasselli, Burnham, Hammond, East Chi- 
cago and Calumet, Ind., and Hegewisch and Chicago, IIl., and 
other points in the Chicago switching district, not unreasonable 
or unduly prejudicial in the past. No findings or order for 
the future necessary because of the conclusions and determina- 
tions in Iron and Steel Articles, 155 I. C. C. 517. 


Wooden Folding Chairs 


No. 22080, Louis Rastetter & Sons vs. Santa Fe et al. By 
division 4. Reparation of $428.70 awarded on finding rates, 
wooden folding chairs, upholstered only as to seats, and wooden 
folding tables, folded flat, in bundles, in mixed carloads, Fort 
Wayne, Ind., to Los Angeles and San Francisco, Calif., inap- 
plicable. Applicable rates were $1.78 prior to July 1, 1927, and 
$1.48 subsequent thereto, and were and are not unreasonable or 
otherwise unlawful. Commissioner Woodlock noted a dissent. 


Lumber 


No. 22036, Dempsey Lumber Co. et al. vs. A. C. L. et al. By 
division 3. Applicable rates, lumber, other than walnut, cedar or 
cherry, Calsaco, S. C., to destinations in North Carolina, unrea- 
sonable prior to October 8, 1929, and, in some instances unrea- 
sonable on and after that date. Applicable rates from Calsaco 
prior to the date mentioned, except those to Denton, Lexington, 
Lincolnton, Thomasville, High Point and Winston-Salem, N. C., 
unreasonable to the extent they exceeded those from Harley- 
ville, S. C.; that the applicable rates to the points in North 
Carolina named, were not unreasonable prior to October 8, 1929; 
and that on and after that day were not and are not unreason- 
able except to the extent they may exceed for the future, the 
following: 18.5 cents to Denton; 16.5 cents to Lexington; 17.5 
cents to Winston-Salem and Newton, N. C.; 18 cents to Hickory, 
N. C., and 19 cents to Marion and Valmead, N. C. New rates 
are to be established not later than June 10. 


Stock Cattle and Calves 
No. 21494, Kansas Live Stock Association et al. vs. A. & S. 
et al. and No. 22169, W. J. Wilson et al. vs. Same. By division 
3. Complaints dismissed. Rates, stock cattle and calves, points 
in Texas, Oklahoma and New Mexico to destinations in Kansas 
not unreasonable or otherwise unlawful. 
Absorption Oil 
No. 21258, Empire Oil & Refining Co. et al. vs. G. C. & S. 
F. et al. By division 4. Rate on absorption oil, Gainesville, Tex., 
to Gilliam, La., unreasonable to extent it exceeded 39.5 cents. 
Missouri, Kansas & Texas of Texas misrouted two cars and 
Gulf, Colorado & Santa Fe misrouted one car. Rate of 38.5 
cents applied over route cars misrouted should have moved. 
Reparation awarded. Commissioner Woodlock concurred as to 
finding of reasonableness, but not as to misrouting. 


Cabbage and Potatoes 


No. 17586, Leonard, Crosset & Riley vs. Santa Fe et al. Por- 
tions of Fourth Section Applications Nos. 792, 793, 794 and 795. 
Report of Commission on reconsideration. Upon reconsideration, 
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rates assailed from points in the lower Rio Grande Valley of 
Texas and from Corpus Christi and Robstown found unreagon- 
able to the extent they exceeded 95 cents on cabbage and 87 
cents on potatoes. Former statements and findings in this re. 
gard modified accordingly. Original report, 128 I. C. C. 295, 
Commission said situation with respect to fourth section was 
fully set forth in former report on reconsideration, 151 I. C. C, 1, 
and need not be considered here. Complainants and interveners 
should file rule V statements as to reparation claims. 


Woolen Clothing 


I. and S. No. 3374, woolen clothing from California and North 
Pacific coast points to eastern destination, transcontinental. By 
division 3. Proposed increased rates on woolen clothing, L. C. L., 
California and north Pacific coast points to eastern transcon- 
tinental destinations, not justified. Suspended schedules ordered 
cancelled without prejudice to the filing of new ones on the 
basis of equal rates both eastbound and westbound. 


Sash, Doors and Blinds 

I. and §S. No. 3391, sash, doors and blinds from Texas, 
Louisiana, and Arkansas to points in Alabama and Tennessee. 
By division 3. Proposed increased rates, sash, doors and blinds, 
carloads, Shreveport, La., and other points in Louisiana, Arkan- 
sas, and Texas to Birmingham, Ala., and points grouped there- 
with, and to other destinations in Alabama and Tennessee, not 
justified. Schedules ordered cancelled and proceedings dis- 
continued. 

Grain and Grain Products 

I. and S. No. 3389, grain and grain products from points in 
Kansas, etc., to points in New Mexico on the A. T. & S. F. Ry., 
formerly New Mexico Central Ry. By division 3. Proposed 
cancellation of joint rates on grain and grain products and rout- 
ing in connection therewith, points in Kansas on the Rock Island, 
to destinations on the Santa Fe between Torrance and Santa 
Fe, N. M., justified, the cancellation being made necessary by 
the abandonment of part of the New Mexico Central. 


Glove Reinforcement 


I. and S. No. 3358, official classification rating on glove-palm 
and glove-finger reinforcements made of split leather. By divi- 
sion 3. Proposed specific rating, official classification, glove-palm 
and glove-finger reinforcements made of split leather, found to 
make an increase in rates, and such increase not justified. Sus- 
pended schedules ordered cancelled. 


Bottles 


I. and S. No. 3343, bottles and other glassware from points 
in California to destinations in Arizona, New Mexico, and Texas. 
By division 3. Increased rates and reduced rates proposed, bottles 
and other glassware, carloads, San Francisco and Los Angeles, 
Calif., and points taking the same rate to points in Arizona, New 
Mexico, and El Paso, Texas, not justified. Suspended schedules 
ordered cancelled and proceedings discontinued. 


LONG ISLAND TERMINAL 


The Commission, by division 4, in Finance No. 7308, Long 
Island Railroad Co. trackage, has decided that the present 
arrangement among the Pennsylvania and its subsidiaries 
whereby the Long Island trains come into and go out of the 
Pennsylvania station on Manhattan Island should be continued 
but not on the terms suggested in the joint application of the 
parent and subsidiaries. It has denied that part of their joint 
application under section 1 (18) pertaining to terms on the 
ground that the terms are not just and reasonable. The denial 
is without prejudice to the applicants submitting a modified 
contract containing terms. 

In a summary of its report the Commission said that the 
proposed agreement imposed unreasonable terms upon the Long 
Island in respect of the inclusion of the entire station in the 
investment in property in zone 1, and the inclusion of all oper- 
ating expenses, maintenance, and taxes connected with the 
station, the indiscriminate application of the wheelage ratio 
both to basic values and to expenses, and the employment of 
6 per cent as the annual rate of interest on the value of the 
facilities. 

So as to apportion expenses among the various units of 
Pennsylvania property in Manhattan, in the tunnels leading to 
Long Island and the Long Island railroad, the property was 
divided into zones, the first zone covering the station building 
and the appurtenant tracks. An investment of $46,896,746 was 
stated for the property in that zone. The investment in all the 
zones involved was shown as $106,744,446. The Commission said 
that the final value of the terminal property, as found by it, for 
rate-making purposes, as of June 30, 1918, not, however, intro 
duced as evidence in this proceeding, was $120,885,852. The 
Pennsylvania, however, did not in this case choose to show its 
investment as being as high as the final value stated by the 
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Commission. The report in this case did not show how the 
Commission thought the investment and charges to the Long 
Island should be stated and calculated, except in the general 
terms of the summary hereinbefore set forth. 

Broadly stated, the Commission’s report said, all the lines 
and facilities considered in the application were those of the 
Pennsylvania. But the rental to be charged to the Long Island, 
it said, was not an inter-company affair when the public might 
be materially affected as a result of the amount paid and that 
it was that consideration which formed the basis of protests 
by interveners. 

Protesting interveners were the City of New York, Transit 
Commission of New York and Long Island Commuters, Inc. 
They protested because under the plan the Long Island would 
pay a larger compensation than now for the use of the property 
of the parent company and that of subsidiaries other than itself. 
The contentions of the interveners, the Commission summarized 
as follows: 

According to the contention stoutly advanced, the increase which 
is now proposed over the present rental will, by reason of its effect on 
the earnings of the Long Island, be used as a basis for an attempt 
to raise the commutation fares on that road by application to the 
transit commission. The interveners claim that the terms of the 
agreement presented with the application would impose an unfair 
burden upon the Long Island, and they further represent that the 
Commission is without jurisdiction in the premises but that the 


transit Commission has in the past exercised its authority as granted 
by the State and should continue to do so. 


The Commission said that motions to dismiss the matter 
for lack of jurisdiction on its part properly were denied. It said 
that it was true that the amount of rental to be paid by the 
Long Island was a matter that primarily concerned intrastate 
passenger traffic and that the public interest affected might 
appear to be entirely local. Those facts, however, it said, did 
not place the granting of authority covering these trackage 
rights, which it said should be continued, beyond the purview 
of section 1 (18). It added that there was no sound reason 
preventing the assumption of jurisdiction by it under that part 
of the act, even though joint operation began prior to the 
effective date of the transportation act, 1920, and had been con- 
tinuous. 

The application was also based on that part of section 3 (4) 
which provides for the compulsory opening of one carrier's 
terminal facilities to another carrier when the public interest 
required such use. The Commission, however, said there was 
nothing in the situation here presented which brought it within 
the terms of that paragraph. Therefore it dismissed that part 
of the application. 

The technical finding, as stated by the Commission, was that 
the present and future publi¢ convenience and necessity required 
the continued operation by the Long Island Railroad Co., under 
trackage rights, over the railroad of the Pennsylvania Tunnel 
& Terminal Railroad Co. between Harold Avenue, in Sunnyside 
Yard, and the Pennsylvania Station, New York, N. Y., including 
the partial use of said yard, station, and appurtenant facilities, 
“but the proposed terms covering such operation not found to 
be just and reasonable.” 


SUSPENDED TARIFFS 


The Commission, in I. and S. No. 3440, routing of petroleum 
products, has suspended, from March 24 for seven months, Jo- 
hanson and Boyd tariffs making the East St. Louis, Columbia 
& Waterloo, a short line in the East St. Louis district, a par- 
ticipant in through routes and joint rates on petroleum and its 
products, from points of origin on the Yazoo & Mississippi via 
that road and the Mobile & Ohio to central territory destinations. 
The suspended tariffs were filed on short notice. 

Protests began coming in by wire on March 21 because 
the protestants, chiefly central territory railroads and oil re- 
finers, said that they had not heard of the proposition until that 
day. Among the protestants were E. W. Sieboldt, traffic man- 
ager of the Shell Petroleum Corporation, Eugene Morris for 
the Central Freight Association, the Chicago & Alton, the Illinois 
Terminal system and the Wabash. 

The fact that a blending in transit privilege at Dupo, III., 
had been established by the short line on March 14 seemed to 
be the cause of the protest. Under that privilege casinghead 
gasoline could be brought from Louisiana and Arkansas points, 
blended with other petroleum products at Dupo and the blended 
Products sent on to destinations at the balance of the through 
rate. Mr. Sieboldt called attention to the fact that the rate 
from Shreveport, La., to Indianapolis, Ind., was 41 cents; that 
the rate from Shreveport to Dupo was 30 cents, and that the 
local from Dupo to Indianapolis was 22 cents. Therefore, he 
said, the shipper of castinghead gasoline from Shreveport could 
send motor fuel from Dupo to Indianapolis for 11 cents, while 
the refiner in the East St. Louis district had to pay the local 
rate of 22 cents. Many other examples were given. 

Mr. Morris said that none of the C. F. A. roads had been 
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consulted and that to allow the tariffs to become effective would 
force other C. F. A. roads to do likewise. The other protesting 
roads said that the tariffs, if allowed to become effective, would 
demoralize the central territory rate structure. 

In I. and S. No. 3441, the Commission has suspended from 
March 27, until October 27, schedules in supplement No. 29 to 
J. E. Johanson’s I. C. C. No. 2030. The suspended schedules 
propose to eliminate certain direct routes in connection with the 
movement of cotton and related articles from Panhandle and 
Santa Fe stations in Texas to Memphis, Tenn., and to other 
points in various southern states and establish in lieu thereof 
more or less indirect routes via the Atchison, Topeka and Santa 
Fe system lines and connections. 


D. & M. ABANDONMENT 


In a supplemental report in Finance No. 5558, the Commis- 
sion, by division 4, has issued a certificate permitting the Detroit 
& Mackinac Railway Company to abandon its Rose City branch 
in Iosco and Ogemaw counties, Mich., approximately 31 miles 
long. In this proceeding the Detroit & Mackinac was authorized 
to abandon other branches (131 I. C. C. 9, 131 I. C. C. 156), but 
was denied authority to abandon the Rose City branch without 
prejudice to the right of the applicant to resubmit the matter 
to the Commission after the expiration of 18 months with a 
showing that further operation of that branch could not be justi- 
fied. The present phase of the proceeding grew out of that 
finding by the Commission, the carrier having filed a supple- 
mental application asking authority to abandon the branch be- 
cause there has been no substantial increase in traffic and 
revenue accruing to the branch. Protest was made against 
the proposed abandonment. The Commission said the only pos- 
sible source of increased traffic appeared to be pulpwood, “which 
is an uncertain factor.” 


CHICAGO SWITCHING RATES 


If the intimations in a story that appeared in the “Indiana 
Final Edition” of the Chicago Herald and Examiner of March 25 
are correct, the proposed report of the examiners in docket 
19610, switching rates in the Chicago district, and the cases 
joined with it, is in the hands of the Illinois and Indiana com- 
missions for approval and suggestions, and the report proposes 
establishment of rates on the basis contended for by the carriers. 
That is a charge of 3 cents a hundred pounds for a single-line 
haul, 3.5 cents for a double-line haul, and 4 cents for a three- 
or-more line haul. In addition, the report eliminates exceptions 
to that general basis on such commodities as grain, slag, ashes, 
crushed stone and other commodities now excepted from the 
general Lowry basis of rates. 

Under a two-column caption, “Indiana Joins in Battle to 
Block High Freight Rates,” it was stated that “proposed changes 
in carrier rates which would cost shippers approximately $3,000,- 
000 annually and possibly $4,000,000, will be fought with all the 
resources at the command of the Indiana commission, some of 
its members said today.” The story appeared under an Indian- 
apolis date line of March 24. 

Its wording was ambiguous, but apparently intended to con- 
vey the idea that it was based on the proposed report of the 
Commission, involving the increases referred to. No mention, 
either of publication of the story or of the facts it dealt with 
appeared in any of the later Chicago papers, so far as known, 
and no information was forthcoming from the offices of the 
Illinois commission. 

That there had been a “leak” was the opinion of several 
Chicago men who saw the story. “It has been an open secret 
for some time that the report is in the hands of the two state 
commissions,” said one railroad traffic executive. “Someone 
saw that report.” 

In part, the story, as it appeared in the newspaper, follows: 


Indiana will join with Illinois in fighting, to the last ditch, an 
effort to increase freight rates in the Calumet and Chicago areas. 

This pronouncement was made by the Indiana Public Service Com- 
mission today when it decided to send Commissioner Calvin McIntosh 
and O. L. Livinghouse, chief of the tariff bureau, to meet with the 
Illinois Public Utilities Commission, Wednesday, in Chicago. 

Proposed changes in carriers’ rates which would cost the shippers 
approximately $3,000,000 annually and possibly $4,000,000, will be fought 
with all the resources at the command of the Indiana commission, 
some of its members said today. 

Proposed changes in rates affecting Chicago and the Calumet area 
have been forwarded to both the Indiana and Illinois commissions by 
the Interstate Commerce Commission. 

Class and nature of the commodity would go into the discard under 
the tentative schedule. 

Seen at a glance the change contemplated, which the utility com- 
missions of both states will unquestionably resent, looks as follows: 


Present Rate Prop. Rate 

per 100-wt. per 100-wt. 
NR sre. alah doa. in wi dri. 6 icese ps © oak cee $2.50 $3.00 
EE ca SOS adie <b tn wah phere obeae oeemaete 2.50 3.50 
FS: Se SE Bio sink od. dees ee 00 scan tiwin seeds 3.00 4.00 


Special commodity prices on distinct service would all be wiped 
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out if the Interstate Commission adopts the figures which are to be 
considered Wednesday at the joint conference. 

As an example of the difference which the change would make it 
is only necessary to cite the item of slag from mills in the Calumet. 

At present under the commodity rate tariff the mills pay $8.10 
to switch a car of slag to some dumping point within the area. 

If the price is made to conform to what the railroads want the 
slag would come under the regular rate and on the two-line haul would 
cost exactly $21.60 a car. 


There followed a few paragraphs of comment as to the his- 
tory and importance of the switching case and additional state- 
ments that: 

“Working hand in hand the two state commissions expect 
to devise ways and means of combating the changes sought by 
the carriers.” ... And “figures which will form the basis of 
Wednesday’s conference have been submitted by the Interstate 
Commerce Commission and have not been made public... .” 

Inquiry at the offices of the Illinois commission on two differ- 
ent occasions elicited the information that the conference be- 
tween the two commissions, which the story said was to be held 
Wednesday (March 26), was set for Thursday, March 27. A still 
later inquiry, however, was met with the reply that there was 
no conference and that there was nothing behind the news- 
paper story. 


PIG IRON FROM THE SOUTH 


Eastern trunk line railroads and operators of eastern blast 
furnaces have asked the Commission to prevent the continuance 
of low rates on merchant pig iron from southern blast furnaces 
via south Atlantic and Gulf ports into eastern trunk line and 
New England territories beyond March 31 to September 30. 
Such a proposal is made in Speiden’s I. C. C. 1333, effective 
April 1 in so far as rates on pig iron are concerned and April 16 
as to other items. The rates against which eastern interests 
named made protests were put into operation last June. They 
expire by limitation on March 31. They apply from blast fur- 
nace points in Alabama, Tennessee, Kentucky and Virginia by 
rail, rail-and-water, or rail-water-and-rail. 

Dumping rates, as they were called by the protestants, were 
made last June by the southern carriers on the plea of the 
southern furnaces that they had on hand more pig iron than 
they could sell under ordinary conditions and that it was nec- 
essary for them to get rid of it in the northern and eastern 
markets. Their concerted plan, according to the trunk lines 
and the furnace men, succeeded in so far as rates via the south- 
ern ports were concerned, because, as was said in behalf of 
some of the northern furnaces, the fact that such a proposal 
was embodied in tariffs on file with the Commission was not 
discovered in time to enable the objecting furnaces to protest 
northern furnaces, it being asserted, seldom having occasion 
to consult the tariffs of southern carriers. 

To show the low level of the rates the southern carriers 
proposed to continue, Harry Wilson, author of the protest in 
behalf of the trunk lines said that while the rate from Buffalo, 
N. Y., to Philadelphia, Pa., a distance of 400 miles was 490 cents, 
the proposed rates from Birmingham, Ala., to Norfolk, Va., was 
only 390 cents for a 744-mile haul. He further pointed out that 
while the rate from Bethlehem, Pa., to Providence, R. I., for a 
haul of 285 miles, was 365 cents, the proposed rate from Birming- 
ham to Mobile, Ala., for a haul of 258 miles was only 225 cents. 
Further he said the rate from Catasauqua, Pa., to Boston, Mass., 
for.a haul of 320 miles was 365 cents while the proposed rate 
from Johnson City, Tenn., to Savannah, Ga., a 393-mile haul, 
was only 270 cents, all per ton. 

While the concerted dumping effort, the terms used by the 
eastern railroads and furnaces to describe the matter, was suc- 
cessful as to the trunk line and New England territories, the 
Commission, in I. and S. No. 3311, suspended the effort to reduce 
rates from the southern furnaces to St. Louis, Mo., and inter- 
mediate points and condemned it in 159 I. C. C. 671, the title 
in that case being Pig Iron from Southern Points to Indiana, 
Illinois and Missouri. 

In one group of protesting eastern furnace companies were 
included Colonial Iron Co., Riddlesburg, Pa., E. & G. Brooke Iron 
Co., Birdsboro, Pa., Delaware River Steel Co., Chester, Pa., Mys- 
tic Iron Works, Boston, Mass., Reading Iron Co., Reading 
Pa., Thomas Iron Co., Chester, Pa., Witherbee, Sherman & Co., 
Port Henry, N. Y., and Alan Wood Steel Co., Conshohocken, Pa. 
In another group were the Hanna Furnace Corporation, Donner 
Steel Co., Inc., and Wickwire Spencer Steel Corporation, Buf- 
falo, N. Y., Adrian Furnace Co., Du Bois, Pa., Punxsutawney 
Furnace Co., Punxsutawney, Pa.,and Perry Furnace Co., Erie, Pa. 

The eastern railroads pointed out that in the first six months 
of 1929 the pig iron production in Alabama was 1,407,224 tons 
as compared with 1,252,229 tons for the corresponding period in 
1928, notwithstanding the fact as they said that the reduced 
rates were established on the theory that it was necessary to 
move an accumulation of pig iron which had been produced by 
a slackening in the demand for that commodity. 
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“It is apparent that this attempt at dumping production is 
still going on,” says the protest of the eastern railroads. “If the 
southern producers are not willing to do their share in curtail. 
ment when curtailment is generally necessary, the southern car. 
riers should not be allowed to further the mal-adjustment to the 
detriment of the northern producers and carriers. Not only 
does this put the northern operators at further disadvantage but 
it brings about a misalignment of rates which may eventually 
result to the detriment of all.” 


The northern railroads said that they had received informa- 
tion that the northern furnaces felt that they had to demand a 
rate adjustment which would afford them better opportunity to 
sell in their own territory and that they intended to ask not 
only for a revision of the rates on pig iron but of the rates on 
raw materials to their furnaces, so as to offset advantages now 
held by southern furnaces that were located near their sources 
of iron ore, coal and limestone. 


W. B. Lewis, chairman of the pig iron committee of the 
Alabama Iron and Steel Shippers’ Conference, painted a picture 
differing considerably from that limned by Mr. Wilson. He 
pointed out that in a five-year period, 1905 to 1909, the southern 
furnaces shipped pig iron to eastern trunk line and New England 
territories at an annual average of 207,790 tons and that in the 
five years from 1924 to 1929 the total shipments were only 55,369 
gross tons or a yearly average of 11,074 gross tons. 


“It is significant to note that during the last mentioned 
period a yearly average of 225,520 tons were imported through 
the north Atlantic ports,” said Mr. Lewis. “We respectfully 
submit that the facts show that protestants have, by the aid of 
freight rates, succeeded in taking from the southern furnaces 
a market in which they are in fairness entitled to participate.” 

J. E. Tilford, chairman of the Southern Freight Association, 
said that it was proposed to continue the rates because the con- 
ditions which justified their establishment ‘in their first instance 
had not materially changed and that the reduced rates had to be 
continued if the pig iron producers in southern territory were 
to be allowed to ship any appreciable quantity of their products 
to eastern markets. In addition, he said, certain of the present 
rates from southern producing points to Virginia ports for trans- 
shipment via barge to points along the north Atlantic ports 
were publishel without an expiration date and would con- 
tinue in effect beyond March 31. It was necessary, therefore, 
he said, for carriers interested in routes through south Atlantic 
and Gulf ports and in rail and water routes through the south 
Atlantic and Virginia ports to continue their rates which had 
been made with relation to the rates to Virginia ports for trans- 
shipment via barge. 


ARCATA & MAD RIVER DEFICIT 


In a proposed report in Finance No. 5045, Examiner J. C. 
Freeland has recommended that the Commission find that the 
provisions of section 204 of the transportation act, 1920, were 
not applicable to the Arcata & Mad River Railroad Company 
and that its claim under that section must be dismissed. The 
company is seeking reimbursement of $72,401.84 for its claimed 
deficit in the period from January 1, 1918, to February 29, 1920. 

The examiner said the applicant was controlled by the 
Northern Redwood Lumber Company and in the test and fed- 
eral control periods operated a narrow-gauge line from Arcata, 
Calif., to Korbel, Calif., a distance of about 13 miles. In the 
federal control period the applicant was engaged very largely 
in the transportation of traffic for the proprietary company, 
according to the report. After discussing evidence relating to 
the relations between the applicant and the Railroad Admin- 
istration, the examiner said the Commission should find that 
the applicant was not engaged in general transportation within 
the meaning of section 204 during the federal control period 
and that a proper adjustment of net railway operating income 
under the provisions of that section would exclude it from the 
benefits thereunder. 


CHANGES IN DOCKET 

Hearing in I. and S. 3431 (and first supplemental order), 
rules governing reconsignment and diversion of carload freight, 
assigned for March 28, at Chicago, Ill., before Examiner Cas- 
sidy, was postponed to a date to be hereafter fixed. 

Hearing in Fourth Section Application No. 457 of Lake 
Shore & Mich. Sou. Ry. and Mich. Cent. R. R., assigned for March 
25, at Washington, PD. C., before Examiner Glover, was canceled. 

Argument in No. 21456, Independent Paper Stock Co. VS. 
C. & A. R. R., et al., assigned for March 24, at Washington, 
D. C., was canceled. 

Argument in Finance No. 5897, Deficit Status of Miss. & 
Western R. R., assinged for March 27, at Washington, D. C., 
was canceled. 
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Proposed Reports in I. C. C. Cases 





U. S-CANADA PULPWOOD 


Examiner Robert S. Simons has recommended the dismissal 
of No. 22611, J. Fred Amsden vs. Canadian National et al., and 
No. 20630, Same vs. Same, on a finding that the rates on pulp- 
wood from points in Canada to destinations in New York are 
not unreasonable. Rates to Lockport, N. Y., from points in 
the provinces of Quebec and Ontario were challenged as un- 
reasonable to the extent they exceeded those to North Tona- 
wanda, N. Y. Rates from those provinces to Brownville, Car- 
thage, Fulton, Boonville, Port Leyden, Lyons Falls and Potsdam, 
N. Y., were alleged to be unreasonable to the extent they ex- 
ceeded the joint rate scale prescribed in West Virginia Pulp & 
Paper Co. vs. B. & O., 104 I. C. C. 495. Reparation amounting 
to $10,000 on past shipments and pendente lite and rates for 
the future were sought. 


Questions as to jurisdiction were raised by both the Cana- 
dian and United States carriers of the usual character. The 
Canadian lines denied jurisdictfon for the parts of the hauls 
in Canada. The United States lines contended that the Com- 
mission was without jurisdiction as to rates for the future and 
contended that the jurisdiction attached only as to awards of 
damage for the service from the international line to the des- 
tinations in the United States. Each group of lines made mo- 
tions to dismiss. Simons said they should be granted as to the 
prescription of rates for the future from the Canadian points 
of origin, but not as to the question of reparation, in accordance 
with the decision in Cyanamid and Cyanide from Niagara Falls, 
155 I. C. C. 488. 


Each complaint was treated separately and in each the con- 
clusion was the same, namely, that the rates were not unrea- 
sonable. 


COAL TO §S. E. MISSOURI 


Examiner Myron Witters, in No. 22321, F. A. Bradley vs. 
C. & E. I. et al., has recommended that the Commission find 
unreasonable the rates on bituminous coal from mines in 
southern Illinois and western Kentucky to points in southeastern 
Missouri and award reparation. The report covers seven sub- 
numbers under the title complaint, Energy Coal & Supply Co. 
vs. C. & E. I. et al.; McGee-Hetlage Co. vs. Same; A. W. 
Robertson and H. J. Ellis, operating as Energy Coal Co. and as 
A. W. Robertson Coal Co. vs. Same; John Cunningham vs. Big 
Four et al.; East Prairie Milling Co. vs. C. & E. I. et al.; B. H. 
Sims vs. Big Four et al.; and Blodgett Elevator & Grain Co. vs. 
Illinois Central; No. 22271, Hayti Ice & Storage Co. vs. C. & 
E. I. et al.; and No. 22429, Jewell’s Coal Yard vs. C. & E. I. et al. 


Witters used Scott County Milling Co. vs. B. C. R. R. Co., 
113 I. C. C. 675, and 146 I. C. C. 559, as the starting point of his 
report and as the principal foundation therefor. He said that 
from a consideration of the record in the instant cases as well 
as from its findings in cases referred to in its report the Com- 
mission should find that the complainants’ prayer for lower 
rates than those found reasonable in the Scott County Milling 
Co. case and St. Louis Cotton Oil Co. vs. B. & O., 156 I. C. C. 
644, had not been sustained and that the defendants had failed 
in their counter attempt to show that the Commission’s findings 
in respect to the rates assailed were erroneous. 


Further, Witters said,, the Commission should find that 
the rates on the shipments covered by the complaints from 
mines in the various southern Illinois and western Kentucky 
groups as described in the complaint, except those applicable 
through East St. Louis, Ill., were unreasonable prior to October 
15, 1928, to the extent that they exceeded the following in sums 
per net ton: 


—From— 

Southern Western 

To Illinois Kentucky 

i EE ae Le eee ey eee) eer eee $1.57 $1.82 
Charleston, Sikeston, Diehlstadt, Bertrand and 

SS ME, knne ss bah Wcnatal ouSeorseeses scours 1.63 1.88 

Sk Sy ee ee irre eres re eee 1.93 2.18 

TE SN, BN Ria sinc eKewie 64 mos wT REN Goole 1.99 2.24 


Further, Witters said, the rates assailed, except those 
through East St. Louis on the shipments covered by the com- 
plaints, were unreasonable prior to October 15, 1929, to the ex- 
tent that they exceeded the following: from southern Illinois 
to Blodgett, $1.57, and from western Kentucky, $1.82; from 





southern Illinois to Poplar Bluff and Hayti, Mo., $1.99, and from 
western Kentucky, $2.24. 


OLD COVER MATERIAL, ETC. 


A basis for the making of rates on old cotton-bale covering 
material and on mixed shipments of such material and old 
cotton ties, in carloads, from points in southern, official and 
western classification territories to Tuscumbia, Ala., based on a 
finding of unreasonableness, has been proposed by Examiner 
E. H. Kerwin, in No. 20945, Ware Brothers Agency vs. Chicago 
& Alton et al. and the cases joined with it. The other cases 
embraced in this report are No. 21684, Same vs. A. B. & C. et al. 
and twenty-four sub numbers thereunder. Same against various 
carriers. 

Kerwin said the Commission should find the carload rates 
on used bags, burlap or gunny, having value only for conversion 
into fibre or into reconditioned cotton-bale covering or into 
patches for cotton-bale covering, on mixed shipments of such 
bags and cotton ties and on used cotton-bale covering, all in bags, 
barrels, boxes, crates, bales, bundles, or rolls, from and to the 
origins and destinations covered by the complaints were, and 
would be for the future, unreasonable to the extent they exceeded 
or might exceed rates on the bases outlined below with a 
minimum of 30,000 pounds: 

To Tuscumbia from the origins covered by 21684 and Sub-Nos. 
1, 2, 3, 5, 6, 7, 18, 15, 16, 18, 21, 22 and 24, rates based on 27.5 per cent 
of the first-class rates under the K-2 scale prescribed in Southern 
Class Rate Investigation, as shown in Appendix K-2 of the second 
supplemental report, at 113 I. C. C. 200. 

To Tuscumbia from the origins covered by Sub-Nos. 4, 9, 10, 12, 
14, 17, 19 and 20, rates based on 27.5 per cent of the present through 
first-class rates in effect from and to the same points. 

To Tuscumbia from the origins covered by Sub-Nos. 8, 11, 23 and 
by docket No. 20945, rates based on 27.5 per cent of the present first- 
class rates from origins to Cairo, Ill., when from Mooar, Ia., Asburn, 
Mo., or Barksdale, Wis., and on 27.5 per cent of the present first- 
class rate from origin to St. Louis, o., from Louviers, Colo.; the 
rates from Cairo and St. Louis to Tuscumbia to be based on 27.5 per 
cent zt the first-class rates under the K-2 scale, as previously men- 
tioned. 


Kerwin said that the complainants should be awarded rep- 
aration in the amount of the difference between the charges paid 
and those which would have accrued at rates on the 27.5 per 
cent basis recommended except as to shipments from Dunn, N. C., 
to Tuscumbia, on which penalty rates were charged because of 
the manner of loading. On such shipments, Kerwin said that 
reparation should be made down to a basis of a rate of 89 cents. 
He said that in the making of rates under the proposed findings 
fractions less than a half cent should be dropped, while frac- 
tions more than half a cent should be counted as the next 
higher cent. 


BARGE LINE SERVICE 


Examiner Albert E. Stephan, in No. 21740, tariffs of the 
Warrior River Terminal Co., has recommended that the Com- 
mission find that the service performed by the terminal com- 
pany, the Inland Waterways Corporation and the Birmingham 
Southern Railroad Co., respondents in this proceeding, between 
Birmingport, Ala., and Ensley, Ala., is a road haul and not a 
switching service. He has also recommended that the Com- 
mission find that the respondents’ practice of naming switching 
rates for such service is unlawful in violation of the interstate 
commerce act, and that an order be issued requiring the dis- 
continuance of that practice. 

This proceeding arose out of a petition filed by the terminal 
company, which is owned by the government barge line, and 
which operates the railroad between Birmingport and Ensley, 
formerly owned by the Ensley Southern, for an inquiry to deter- 
mine the merits of a dispute between itself and the Commission’s 
section of tariffs as to the lawfulness of tariffs filed by it pub- 
lishing what it called local and joint switching rates. 

Tariffs of the barge line provided for the absorption of 
switching charges on traffic originating at, or destined to points 
in the “Birmingport district” which was defined in one of the 
barge line tariffs as comprising ten points, including Birmingport 
and Ensley, on the terminal railroad and a group of points in 
and about Birmingham on the Birmingham Southern. 

The examiner said it was the position of the barge line 
that it had the right to absorb out of its port-to-port rates the 
charges for transporting traffic between Birmingport to which 
its barges operated and points named in its tariff constituting 
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the Birmingport district. The Commission’s section of tariffs 
in correspondence between itself and the terminal company said 
that to “permit the filing of rates for line haul transportation 
under the guise of switching charges” would defeat the purposes 
of certain provisions of the interstate commerce act. The 
examiner said that the dispute turned on whether or not the 
character of the service fell within or without section 1, para- 
graph 2 (c), which provided that the provisions of this act 
should not apply to the transportation of passengers or property 
by a carrier by water where such transportation would not be 
subject to the provisions of this act, except for the fact that such 
carrier absorbed out of its port-to-port water rates or out of its 
proportional through rates any switching,terminal, lighterage, car 
rental, trackage, handling, or other charges by a rail carrier 
for services within the switching, drayage, lighterage, or cor- 
porate limits of a port terminal or district. 

The examiner said that the question finally was as to 
whether the service performed by the terminal railroad might 
probably be denominated switching service. He said that the 
Commission in U. S. War Department vs. A. & S., 83 I. C. C. 
742, said that it could not agree with the barge line’s contention 
that the service performed by the defendant between Birming- 
port and the Birmingham district had to be considered a switch- 
ing movement, as the evidence clearly showed that it had the 
characteristics of a line haul. Further, he said that it was true 
that the determination of the limits of the switching district 
was normally vested in the sound discretion of the carriers, but 
where a purported exercise of such discretion amounted to an arti- 
fice or fraud on the Commission’s jurisdiction, the Commission 
should not countenance such a device for evading the provisions 
of the act. In support of those propositions the examiner quoted 
Absorption of Switching at Racine, 101 I. C. C. 60, and Rates of 
Peoria & Pekin Union, 115 I. C. C. 469. 


ICE CREAM IN CONTAINERS 


On further hearing, Examiner J. P. McGrath has recom- 
mended the dismissal of No. 11948, Glacifer Co. vs. American 
Railway Express, thereby reversing in part the findings in prior 
reports, 63 I. C. C. 153 and 81 I. C. C. 223. The examiner said 
that the rates on five-gallon shipments of ice cream in dry re- 
frigerating containers should be found not unreasonable; that 
the practice of the defendant in assessing charges on that com- 
modity in certain types or makes of dry refrigerating containers 
based on actual weights should be found not unreasonable or 
unjustly discriminatory; and that the application of charges 
on five-gallon shipments of ice cream in tubs packed with ice 
based on a billing weight of 115 pounds and of charges on the 
same quantity of ice cream in dry refrigerating containers based 
on actual weight should be found not unduly prejudicial to traffic 
shipped in the latter containers or to shippers thereof. 

In the original report in this case, 63 I. C. C. 153, by division 
2, affirmed on further hearing in 81 I. C. C. 223, the Commission 
found that the rates on ice cream packed in the complainant’s 
dry refrigerating container based on actual weight were not 
unreasonable, but that the practice of the defendant in assessing 
charges on five-gallon shipments of ice cream in tubs packed 
in the manner hereinbefore shown while contemporaneously 
assessing charges on the same quantity of ice cream in a dry 
refrigerating container on actual weight was unduly prejudicial 
to traffic shipped in the dry refrigerating container and to ship- 
pers thereof. 


KAW VALLEY RATES 


Examiner R. G. Taylor, in No. 13535, Consolidated South- 
western Cases, on further hearing, has recommended that the 
Commission deny the petition of the Kansas City, Kaw Valley 
and Western for authority to establish and maintain for applica- 
tion to the first four classes from Kansas City, Mo., to stations 
on its line in Kansas, class rates which would be relatively 
lower, distance considered, than its corresponding rates estab- 
lished and maintained for application to the other classes and 
commodities pursuant to the findings in prior reports in these 
proceedings. The substance of the Kaw Valley’s petition, the 
examiner said, was that because of the increase in rates in the 
southwestern revision it was unable to meet the competition of 
motor truck lines on L. C. L. business carried on the rates on 
the first four classes. 


COAL TO WARRENSBURG, N. Y. 


Examiner J. P. McGrath, in No. 22820, Schroon River Pulp 
& Paper Co. vs. Delaware & Hudson et al., has recommended 
that the Commission find unreasonable the rates on soft coal 
from mines in Pennsylvania and West Virginia to Warrens- 
burgh, N. Y., prescribe new ones and award reparation. The 
examiner said that it should find unreasonable the rate from 
the Clearfield district in Pennsylvania to the extent that it 
was and for the future would be in excess of $3.76 per long 
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ton. He said that it should further find that the rates assailed 
from origin districts other than the Clearfield district were 
and for the future would be unreasonable to the extent that 
they exceeded or might exceed the rate herein propossd as 
reasonable from the Clearfield district plus the present differ- 
entials, if any, over the Clearfield district from the respective 
districts of origin. 


PROPOSED REPORTS 


Lumber 
No. 22439, R. H. Etheredge Lumber Co. vs. Augusta Northern 
et al. By Examiner E. L. Glenn. Dismissal proposed. Rates, 
lumber, Saluda, S. C., to points in southern and official terri- 
tories, not unreasonable or otherwise unlawful. 


Wrought Iron Pipe 


No. 22410, Alaska Junk Co., Inc., vs. G. N. et al. By Ex- 
aminer Edgar Snider. Rates, wrought iron pipe, Seattle, Wash., 
and Portland, Ore., to Spokane and Hillyard, Wash., unreason- 
able to the extent they exceeded or may exceed 42.5 cents. New 
rate and reparation proposed. 


Coal 


No. 22516, Federal Compress & Warehouse Co. et al. vs. 
C. & E. I. et al. By Examiner Edgar Snider. Rates, bituminous 
coal, western Kentucky to Malden, Mo., and Blythesville, Ark., 
unreasonable to the extent they exceeded $2.18 to Malden and 
$2.58 to Blythesville. Reparation recommended. 


Soda 


No. 21552, Procter & Gamble Manufacturing Co. vs. Santa 
Fe et al. By Examiner Edgar Snider. Dismissal proposed. 
Rates, soda ash and caustic soda, origin points in Michigan, Ohio, 
West Virginia and Wisconsin to Kansas City, Mo., not unrea- 
sonable. By stipulation of parties disposition of the Procter & 
Gamble case will control No. 21957, Colgate, Palmolive-Peet 
Co. vs. Santa Fe et al.; No. 22224, Armour & Co. vs. A. C. & Y. 
et al., and No. 22490, Philadelphia Quartz Co. vs. Chicago Great 
Western et al. 

Switching Limits 

No. 22512, D. H. Willey Lumber Co. et al. vs. C. & O. et al. 
By Examiner Horace W. Johnson. Dismissal proposed. Failure 
of defendants to include Cheviot station within the switching 
limits of Cincinnati, O., neither unjustly discriminatory nor 
unduly prejudicial. This case was heard jointly with the Public 
Utilities Commission of Ohio. 

Pipe and Fittings 

No. 22161, City and County of Denver vs. Burlington et al. 
By Examiner Kenneth J. McAuliffe. Rates charged, cast iron 
pipe and fittings, Birmingham, North Birmingham, Bessemer, 
Dolcito and Anniston, Ala., to Denver, Colo., between November 
15, 1927, and September 4, 1929, unreasonable to the extent they 
exceeded $19.32 per net ton. Rates prior to and after that period 
not unreasonable or unduly prejudicial. Rate of $19.32 per net 
ton, minimum 36,000 pounds, made effective September 5, 1929. 
Reparation recommended. 


Tariff Interpretation 

No. 22146, Charles Lewis Lockwood vs. Santa Fe et al. By 
Examiner W. J. Harris. Dismissal proposed. Class_ rates 
charged, various unspecified commodities, between St. Louis 
eand Kansas City, Mo., on the one hand, and points in Okla- 
homa, on the other, applicable and not unreasonable or other- 
wise unlawful. The question was one of tariff interpretation, 
item 8100 of Leland’s I. C. C. 1782 being used as illustrative. 

Common Brick 

No. 22806, L. N. Grant vs. A. C. L. et al. By Examiner C. J. 
Peterson. Rates, common brick, Weldon, N. C., to points in 
Virginia, unreasonable and unduly prejudicial to the extent they 
exceed or may exceed 80 per cent of the uniform brick list 
scale prescribed in Brick and Clay Products in the South, 88 
I. C. C. 548. New rates and reparation recommended. 

Bridge Builder’s Outfit 

No. 22672, Atlantic Bridge Co., Inc., vs. L. & N. et al. By 
Examiner Paul A. Colvin. Dismissal proposed. Rate, bridge 
builder’s outfit, Marianna, Fla., to Greensboro, N. C., applicable. 

Farm Wagons 

No. 22734, Springfield Wagon & Trailer Co. vs. Mo. Pac. 
et al. By Examiner Paul A. Colvin. Dismissal proposed. Rates, 
farm wagons, Springfield, Mo., to Memphis, Tenn., applicable. 


Cream 


No. 22797, Bridgeman Russell Co. vs. American Railway Ex- 
press Co. et al. By Examiner Paul A. Colvin. Proposes repara- 
tioon on finding unreasonable second class express rates, cream 
in 5, 8 and 10 gallon cans, points in Kansas and Nebraska te 
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Sioux Falls, S. D., to extent they exceeded those under scale of 
rates prescribed in North American Creamery Co. vs. American 
Railway Express Co., 136 I. C. C. 359, 160 I. C. C. 222. 


Cement 


No. 22553, Higginson Construction Co. vs. A. G. S. et al. 
By Examiner G. O. Basham. Dismissal proposed. Claim cover- 
ing shipments of cement, Boyles and Phoenixville, Ala., to 
Aucilla, Fla., barred by statute. Present rates not unreasonable 
or otherwise unlawful. 


Sawmill Machinery 


No. 22460, Pacific Lumber Co. vs. B. & O. et al. By Examiner 
Roy E. McKee. Reparation of $3,732.43 proposed on finding 
inapplicable rates, sawmill machinery, Painesville, O., to Scotia, 
Calif. Applicable rates, $2.12, minimum 30,000 pounds, and 
$1.78, minimum 40,000 pounds. Applicable rates not unreason- 
able. 


Steel Pipes 
No. 22728, Hope Engineering Co. vs. C. M. St. P. & P. et al. 
By Examiner Herbert P. Haley. Proposes reparation on finding 
rate, steel pipes, North Milwaukee, Wis., to various points in 
Texas, inapplicable. Applicable rate, 50 cents, not unreasonable. 


Blinds, Doors, Sash, Etc. 


No. 22371, McPhillips Manufacturing Co. et al. vs. G. M. & 
N. et al. By Examiner Paul A. Colvin. Recommends reparation 
on finding rate, wooden blinds, doors, sash, shutters, and mould- 
ing, in straight or mixed carloads, or in mixed carloads with 
lumber, Mobile, Ala., to New Orleans, La., for export, between 
January 15, 1928, and December 20, 1929, unreasonable to extent 
it exceeded 25 cents. Otherwise Commission should find rates 
assailed were not and are not unduly prejudicial and that the 
present rate and the rate charged on shipments made prior to 
January 15, 1928, were not and are not unreasonable. 


Old Wooden Crates 


No. 22551, Berney-Bond Glass Co. vs. D. L. & W. et al. 
By Examiner T. Naftalin. Proposed reparation of $277.69 on 
finding rate, old wooden crates, Newark, N. J., to Clarion, Pa., 
unreasonable to extent it exceeded 45 cents. 


Petroleum Gas Oil 


No. 22737, Texas Louisiana Power Co. vs. Santa Fe et al. 
By Examiner Lawrence B. Dunn. Rates, petroleum gas oil, 
Borger, Tex., over interstate route to Perryton, Tex., unreason- 
able, past, present and future, to extent they exceeded, exceed 
or may exceed 21 cents. Reparation proposed. 


iPig Iron 
No. 22777, Harrisburg Foundry & Machine Co. et al. vs. 
Pennsylvania. By Examiner Carl A. Schlager. Dismissal pro- 
posed. Rates, pig iron, common, Buffalo, N. Y., and points taking 
Buffalo rate base to Harrisburg, Columbia, Littlestown, Williams- 
port, York and Wrightsville, Pa., not unreasonable, unduly 
prejudicial, or unjustly discriminatory. 
Glass Bottles 


No. 22681, Hart Glass Manufacturing Co. vs. Pennsylvania. 
By Examiner Paul A. Colvin. Rate, glass bottles, Dunkirk, Ind., 
to Louisville, Ky., not unreasonable or otherwise unlawful. Dis- 
missal proposed. 


Iron and Steel Articles 


No. 22217, Concrete Engineering Co. vs. Santa Fe et al. By 
Examiner J. O. Cassidy. Recommends reparation on finding 
rates, iron and steel articles, Kansas City, Mo., and Wichita, 
Kan., to Edmond, Oklahoma City, Ponca City, Tulsa and We- 
woka, Okla., unreasonable to extent they exceeded 38 per cent 
of the first class (column 100) rates, as set forth in appendix 
18 of Consolidated Southwestern Cases. Rates not in violation 
of section 4 of act nor unjustly discriminatory. Establishment 
of rates in conformity with the findings in Consolidated South- 
western Cases removes any undue preference or undue prejudice 
that may have existed and provides reasonable rates for future. 


Rough Bending Oak 


No. 22922, S. J. Peabody Lumber Co. vs. Pennsylvania et al. 
By Examiner Harold M. Brown. Proposes dismissal. Rates, 
rough bending oak (hoop plank), Bourbon and Columbia City, 
Ind., to Delphos, O., not unreasonable. 


Cyanamid 


No. 22041, American Cyanamid Co. vs. Ann Arbor et al., 
embracing also No. 22042, Same vs. A. C. & Y. et al. By Exam- 
iner L. H. Dishman. Recommends reparation on finding rates, 
U19qjNOS pUB [BI}UGD UT S}uOd 0} “IUO ‘SI[B7 B1VseIN ‘prureuBsd 
territories, were and are unreasonable and that reasonable rates 
on shipments covered in 22041 would be the Ohio Farm Bureau 
scale of rates (Ohio Farm Bureau Federation vs. A. & W., 146 
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I. C. C. 419), and in 22042 the reasonable rates would be those 
constructed by the method used in I. and S. 3151, 151 I. C. C. 
613. Order for future and cease and desist order recommended. 


Bituminous Coal 


No. 22788, Crab Orchard Improvement Co. et al. vs. Vir- 
ginian et al. By Examiner Jesse V. Harraman. Proposes dis- 
missal on finding not unreasonable or otherwise unlawful rates, 
bituminous coal, Eccles, W. Va., to St. Benedict, Pa. 


Anthracite Coal 


No. 22666, Schroon River Pulp & Paper Co. vs. D. & H. 
By Examiner A. J. Sullivan. Recommends finding that rate, 
Buckwheat Nos. 2 and 3 and smaller sizes of anthracite coal, 
origins on the D. & H. in Pennsylvania to Warrensburgh, N. Y., 
is not unduly prejudicial, but is and for the future will be 
unreasonable to the extent it exceeds $2.66 per ton of 2,240 
pounds. 

Brick 


No. 22633, G. H. Shartzer vs. C. C. C. & St. L. et al. By 
Examiner W. R. Brennan. Recommends reparation on finding 
rate, brick, Bedford, Ind., to Springfield, O., unreasonable to ex- 
tent it exceeded 12 cents. 


Crude Phosphate Rock 


No. 22121, South Georgia Traffic Bureau for and on behalf 
of Pelham Phosphate Co. vs. A. C. L. et al. By Examiner F. 
D. Binkley. Recommends dismissal on finding rate, crude phos- 
phate rock, Brewster, Fla., to Pelham, Ga., not unreasonable. 


COTTON BELT MEMPHIS LINE 


Permission to construct and abandon railway lines in Arkan- 
sas that will enable the St. Louis Southwestern, commonly 
known as the Cotton Belt, to bring its plans for constructing 
a short line for itself between St. Louis, Mo., and Memphis, 
Tenn., has been recommended by Examiner Thomas F. Sullivan 
in Finance No. 7683, St. Louis Southwestern acquisition and 
operation; Finance No. 7684, St. Louis Southwestern acquisi- 
tion; Finance No. 7828, St. Louis Southwestern acquisition; 
Finance No. 7829, Cairo, Truman & Southern abandonment; and 
Finance No. 7880, Manila & Southwestern abandonment. The 
plan for that short line, however, is not the one set forth in 
the original report in the title proceeding, 158 I. C. C. 206, this 
report being proposed in a supplemental proceeding. 

Instead of constructing an extension of the Blytheville & 
Arkansas Southern from Riverdale, as originally proposed, the 
Cotton Belt now proposes to construct an etxension of that line 
from Caraway to Truman, acquire the Arkansas Short Line, ex- 
tending from Truman to McDonald, and to operate between 
McDonald and Memphis over the rails of the Missouri Pacific. 
This, declares Sullivan, will result in a route about 65 miles 
shorter than the present route through Brinkley, although the 
latter route will also be continued in use. 

In the original report in the title case, the Commission 
authorized the Cotton Belt to acquire and operate the prop- 
erties of the Gideon & North Island, the Deering Southwestern 
and the Blytheville, Leachville & Arkansas Southern. In that 
report the Commission said that the principal benefit to be 
derived by the Cotton Belt from the acquisition of the short 
lines and the construction of connecting lines was the assem- 
bling of a nucleus for a short line between St. Louis and Mem- 
phis. But it said that its action in that proceeding should not 
be construed as tacit approval of any application which might 
subsequently be submitted for the extension of the Blytheville, 
Leachville & Arkansas Southern from Riverdale to Memphis. 

Sullivan said that the Commission should permit the Cotton 
Belt to construct an extension of its road from Caraway to a 
connection with the Arkansas Short Line at Truman; to acquire 
the Arkansas Short Line from Truman, McDonald and operate, 
under trackage rights, over the Missouri Pacific between Fair 
Oaks and Bridge Junction, all in Craighead, Poinsett, Cross and 
Crittenden counties, Arkansas, as described in Finance No. 
7684; that the application of the Cotton Belt to acquire a part 
of the land owned by the Cairo, Truman & Southern, as de- 
scribed in Finance No. 7828, should be dismissed for lack of 
jurisdiction because the application was not for the acquisition 
of the line of that railroad, but only for some of the land owned 
by it, without regard to the railroad materials thereon; that 
the Cairo, Truman & Southern should be allowed to abandon 
parts of its railroad in Poinsett and Cross counties, as described 
in Finance No. 7829; and that the Manila & Southwestern should 
be permitted to abandon its line in Craighead county, as de- 
scribed in Finance No. 7880. 

Abandonment of the Manila & Southwestern was condi- 
tioned upon grant of the application of the Cotton Belt in Finance 
No. 7684. The applications in Finance Nos. 7828, 7829 and 7880 
were consolidated at the prior hearing with that part of Finance 
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No. 7684, consideration of which was deferred from the first 
proceeding and set over for consideration in this supplemental 
proceeding. 

The Manila & Southwestern objected to the construction 
by the Cotton Belt on the ground that that would make is line 
useless. The Cotton Belt and that carrier reached an agree- 
ment whereby the Cotton Belt is to use a part of the Manila & 
Southwestern. 

A part of the plan proposed to be approved in the Sullivan 
report calls for the acquisition of the Arkansas Short Line, an 
intrastate carrier, construction and operation of which as an 
interstate carrier was disapproved by the Commission in Con- 
struction and Operation of Line by A. S. L., 82 I. C. C. 651, the 
proposal being to unite two logging roads by new construction, 
the lumber companies owning them being affiliated with the 
Singer Sewing Machine Company. 

The cost of the work around that Manila & Southwestern 
was estimated at $611,580 and the acquisition of the Arkansas 
Short Line called for the expenditure of $600,000. The lumber 
interests said they were willing to sacrifice a property that cost 
them about $885,000 because of the benefit operation of a through 
interstate line through their lands would bring to them. The 
Cotton Belt estimated that it would have to spend about $256,000 
for rehabilitation, maintenance and construction on that prop- 
ery. 

Objection to the plans were made by the St. Louis-San 
Francisco on the ground that new construction in that part of 
Arkansas was not needed and that it furnished the service 
needed; and by Walter E. Meyer, in his own behalf and in 
behalf of other Cotton Belt stockholders, who asserted that the 
proposed extensions would not have revenue adequate to support 
the project. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 8082, authorizing the Nash- 
ville, Chattanooga & St. Louis Railway to abandon the portion of 
its Swan Creek branch between Rochelle and Bond in Hickman county, 
Tenn., approved. 

Report and order in F. D. No. 7118, authorizing the Mississippi 
River Western Railway Company to issue not exceeding $500 of capital 
stock, consisting of five shares of the par value of $100 each, said 
stock to be sold at par and the proceeds used in connection with the 
acquisition of certain railroad property, approved. 

Report and certificate in F. D. No. 8107, authorizing the acquisi- 
tion by the New England Telephone & Telegraph Company of con- 
trol of the White River Valley Telephone Co., approved. 

Report and order in F. D. No. 7728, authorizing the Murfreesboro- 
Nashville Southwestern Ry. Co. to issue not exceeding $16,000 of 
common stock, consisting of 160 shares of the par value of $100 each, 
and $30,000 of first-mortgage gold bonds, to be sold or otherwise dis- 
posed of at not less than par for the stock and at not less than 90 
per cent of par and accrued interest for the bonds, the stock to be 
delivered to the subscribers, or to their successors or assigns, the 
bonds, or the proceeds thereof, to be used to pay certain indebtedness 
and for proposed expenditures, all or any part of said bonds pending 
the disposal thereof, to be pledged and repledged from time to time, 
to and including December 31, 1931, as collateral security for short- 
term notes, conditions prescribed, approved. 

Supplemental report and order in F. D. No. 6342, authorizing 
the Alton & Eastern Ry. Co. to issue 5,926 shares of common capital 
stock of the par value of $100 a share in lieu of a like number of 
shares issued contrary to previous authority, approved. 


FINANCE APPLICATIONS 


Finance No. 8156. Joint application Upper Coos Railroad to issue 
and Maine Central Railroad Co. to guarantee, assume payment of, and 
sell $566,000 of 444 per cent extension mortgage gold bonds, to refund 
in part an issue of $693,000 of 444 per cent extension mortgage bonds 
due May 1, 1930. It is proposed to sell the securities at not less than 
SO per cent of their face value. 

Finance No. 8157. Virginian Railway Co. asks authority to issue 
$5,795,500 of first mortgage 50 year 4% per cent series B, gold bonds 
and to sell $5,000,000 thereof, subject to approval of Commission, at 
94% per cent and accrued interest, to National City Co. and Lee, 
Higginson and Co. Applicant proposes to cancel $5,795,500 of its first 
mortgage 50 year 5 per cent series A gold bonds, and issue in lieu 
thereof the 4% per cent bonds referred to above. 

FfYmance No. 8158. New York, Chicago & St. Louis Railroad Co. 
asks authority to issue and sell $12,000,000 of 4% per cent refunding 
mortgage bonds, series C, for reimbursement of money expended from 
income or from other moneys from treasury of applicant not yet cap- 
italized. It is proposed to sell the bonds to the Guaranty Trust Co. 
of New York at not less than 9414 per cent par and accrued interest. 

Finance No. 8160. Bell Telephone Co. of Nevada and the Moun- 
tain States Telephone & Telegraph Co. asks approval of acquisition 
je on ag the property of the White Pine Telephone Co. in Nevada 
an ah. 

Finance No. 8161. Western Pacific Railroad Co. asks authority to 
construct a new line of railroad in San Joaquin county, Calif., from 
a point in Stockton to and across ‘‘Rough and Ready”’ Island, 4.7 miles, 
to reach deep water channel to be constructed for ocean going vessels 
to San Francisco. 

Finance No. 8154. Southern Railway Co. asks authority to issue 
and sell $3,106,000 of first consolidated mortgage 5 per cent gold bonds 
payable July 1, 1994, for the purpose of providing funds for the re- 
demption of a like amount of similar bonds of the East Tennessee, 
Virginia & Georgia Railroad Co. maturing July 1, 1930. 

Finance No. 8155. Gulf, Beaumont & Great Northern Railway 
Co. asks authority to issue one general mortgage gold bond for 
$1,132,000 and deliver it to the Atchison, Topeka & Santa Fe to re- 
fund first meena bonds of applicant owned by the A. T. & S. F. 

Finance No. 8113. Amended application of Erie Railroad Co. for 
authority to sell $50,000,000 of 5 per cent refunding and improvement 
mortgage gold bonds at not less than 93% per cent of the principal 
amount and accrued interest. 
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Finance No. 8162, Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co, asks authority to issue and sell $15,000,000 of general mort- 
gage 4% per cent gold bonds, series F, at 98 and accrued interest, to 
Kuhn, Loen & Co. and the National City Co. The proceeds will be used 
to reimburse the company’s treasury for expenditures, Janua 14, 
1928, to December 31, 1929, for additions and betterments to road and 
equipment in the amount of $12,400,962.56; to provide additions and 
betterments in the amount of $993,561.42, and to provide in part for 
cost of new equipment to the extent of $1,305,476.02. 


PETITIONS FOR REHEARING, ETC. 


No. 16321, State Corporation Commission of Virginia vs. 
A. & R. et al. North Carolina Corporation Commission asks for 
modification of findings and suspension of order. 

No. 23130, intrastate rates on bituminous coal between 
points in Illinois. The A. T. & S. F. Ry. and about fifty other 
carriers in a supplemental petition further pray that the Com- 
mission may take such further action in the premises, and that 
there may be entered all such further orders, as may be neces- 
sary to remove and/or prevent the advantage, preference, 
prejudice and discrimination as is shown and as may be shown 
as the result of such investigation. 

No. 19970, Owosso Manufacturing Co. and Rockwell Manu- 
facturing Co. vs. A. & G. et al. Owosso Manufacturing Co. and 
Rockwell Manufacturing Co. ask for rehearing. 

No. 21381, Hill, Hubbell & Co. vs. A. & S. et al. Complain- 
ant, Hill, Hubbell & Co., asks for rehearing herein. 

No. 21846, Day & Night Water Heater Co. vs. Southern 
Pacific et al. Complainant asks for reconsideration of this case 
on record as made. 

No. 22585, Kaw Valley Potato Growers’ & Shippers’ Asso- 
ciation vs. A. T. & S. F. Ry. Northern Potato Traffic Association 
asks for hearing in this case at Minneapolis, to permit petitioner 
being heard. 

No. 8182, Western Cement Rates, and No. 11829, Nebraska 
Rates, Fares and Charges. Lehigh Portland Cement Co., Penn- 
sylvania-Dixie Cement Co., Universal Atlas Cement Co. and 
Dewey Portland Cement Co. ask the Commission to reopen 
proceedings for further hearing in relation to cement rates 
within Nebraska, from interstate producing points to Nebraska, 
and such other matters as may be territorially and necessarily 
connected therewith. 

No. 20672, Interstate Commerce Commission vs. Kansas City 
Southern. Walter E. Meyer, intervening in behalf of himself 
and other stockholders of St. Louis Southwestern, asks the 
Commission for reargument and to reopen proceedings. 

No. 20300, California Fruit & Produce Co. et al. vs. Santa 
Fe et al. Complainants and San Diego Chamber of Commerce, 
intervener, ask for reconsideration and modification of order, or 
for further hearing. 

No. 22279, Moore Dry Kiln Co. vs. S. A. L. et al. Defend- 
ants ask that this case be reopened and reconsidered upon 
record as made. 

No. 19514, Simms Oil Co. vs. Texas & Pacific et al. De- 
fendants ask for reopening and reconsideration. 

No. 21394, Little Rock Tent & Awning Co. vs. B. & O. et al. 
Defendants ask for reconsideration and modification, or reopen- 
ing and rehearing, and for a postponement of the effective date 
of the order herein. 

No. 21346, W. J. Foye Lumber Co. et al. vs. Alabama & 
Northwestern et al. Complainants ask for rehearing, reargu- 
ment and reconsideration. 

No. 20315, Peninsula Exchange, Inc., vs. Aroostook Valley 
et al. Complainant asks for reargument. 

No. 22028, American Mineral Spirits Co. et al. vs. C. I. & L. 
Ry. et al. Complainants ask for rehearing. 

No. 20418, Spikes Bros. et al. vs. Santa Fe et al. Complain- 
ants ask for modification of order of Commission entered on 
third day of February, 1930. 

No. 18715, Baltimore Chamber of Commerce vs. Ann Arbor 
et al. Mayor and city council of Baltimore, interverer, ask for 
reopening, rehearing and/or reargument and reconsideration. 

No. 21123, Capital City Monument Works et al. vs. B. & O. 
et al. Complainants ask for reconsideration and /or reargument. 


THEFTS FROM INTERSTATE SHIPMENTS 


“As a result of an investigation conducted by field officials 
of the Department of Justice, the fact was brought out that in 
December, 1929, Richard N. Neel, and his wife, burglarized seven 
freight cars at Addison Switch, Tex., and removed therefrom 42 
quantity of goods, which was part of an interstate shipment,” 
says the department. “Several days later a part of the ship- 
ment was found in their possession. An indictment was re- 
turned against them by the grand jury at Dallas, Tex., and at 
the trial the jury returned a verdict of guilty and Richard Neel 
was sentenced to three years in the Leavenworth penitentiary, 
and Mrs. Neel to 90 days in the Dallas county jail. The evidence 
adduced at the trial indicated that Neel had compelled his wife 
to accompany him when the cars were burglarized.” 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

(Supreme Court of North Carolina.) Corporation Commis- 
sion held to have full and plenary power to see to it that bus 
lines provide separate accommodations for white and negro 
passengers, and separate bus station facilities under Pub. Laws 
1927, c. 186, sec. 7, and Pub. Laws 1929, c. 216, amending C. S., 
secs. 3494 and 3497.—Corporation Commission vs. Transporta- 
tion Committee of North Carolina Commission on Interracia 
Cooperation, 151 S. E. Rep. 648. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Municipal Court of City of New York, Borough of Man- 
hattan, First District.) Delivery by carrier to person other than 
one named as consignee in a straight bill of lading constituted 
a breach of contract of carriage—Koscherak Siphon Bottle 
Works vs. North & East River S. S. Co., 239 N. Y. Supp. 351. 

Shipper only could recover damages for breach of contract 
of carriage by delivery to one other than person named as 
consignee in straight bill of lading, in that contract of carriage 
was made with him.—Ibid. 

Consignee, when he is owner of goods shipped, has action 
for breach of contract of carriage by failure of delivery, which 
action is laid in conversion.—Ibid. 

Carrier, in action of conversion by consignee as owner for 
breach of contract to deliver goods, may show as excuse that 
person to whom delivery was made was really entitled to pos- 
session of goods in accordance with provisions of Personal Prop- 
erty Law, sec. 198 (a).—Ibid. 

Carrier was not excused for breach of contract by delivery 
to person other than one named as consignee, where bill of 
lading at time of delivery was taken straight to seller, indicating 
that right to possession was retained, as provided in Personal 
Property Law, sec. 226.—Ibid. 





(Supreme Court of Mississippi, Division B.) Where a ship- 
per ships cotton to a named consignee at a named city, and 
such consignee had previously notified the carrier to deliver 
cotton shipped to it at a named compress, and where the com- 
press tracks were loaded with cotton, and the compress notified 
the carrier not to deliver further cotton on its tracks until 
further notice, it was the duty of the carrier to notify the ship- 
per, or the consignee, of its inability to deliver cotton on com- 
press tracks, and for failure so to do the carrier is liable for 
damages resulting from failure to promptly carry and deliver 
the cotton.—Yazoo & M. V. R. Co. vs. Ussery, 126 So. Rep. 16. 

A carrier cannot rely upon third persons to accept notice 
for the shipper, or the consignee of goods over its lines 
and notice to a third person is not notice to the shipper or to 
the consignee, in the absence of contract to that effect.—Ibid. 





(Supreme Court of Arkansas.) Where carrier of interstate 
shipment issued open bill of lading consigning shipment to des- 
tination subject to shipper’s order and without notice to it, 
shipper procured other railroad company 35 hours after ship- 
ment reached destination to make reconsignment or diversion 
order by taking up first bill of lading and issuing new bill of 
lading, and thereafter shipper procured a second reconsignment 
or diversion order, first carrier was not liable for loss or damages 
to shipment by fault of subsequent carrier as initial carrier 
under Carmack amendment to interstate commerce act.—Chi- 
cago, R. I. & P. Ry. Co. et al. vs. S. L. Robinson & Co., 23 S. W. 
Rep. (2d) 976. 

Under Carmack amendment to the interstate commerce act 
(49 USCA, sec. 20 (11)), prior to the 1926 amendment (act July 
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3, 1926, c. 761, 44 Stat. 835), initial carrier’s liability was de- 
pendent on its own bill of lading and after transportation had 
been completed by delivery of shipment to destination, there 
was nothing in law which makes subsequent carrier agent of 
initial carrier so as to render it liable for their acts.—Ibid. 

Evidence held insufficient to warrant recovery of damages 
for delaying shipment of sweet potatoes on line of initial carrier. 
—Ibid. 

Carrier which made diversion or reconsignment order on 
open bill of lading after shipment had reached destination named 
in first bill of lading, and two days before shipment reached 
destination named in second bill of lading made further re- 
consignment or diversion order, was liable as initial carrier for 
negligence of subsequent carrier resulting in damage or delay 
of shipment.—lIbid. 

In an action against initial carrier for damages by delay 
of shipment of sweet potatoes, a verdict finding that the damage 
was caused on the lines of the initial carrier was erroneous, 
where the sole testimony as to the delay showed that there 
was no delay on lines of such initial carrier.—Ibid. 





hi « D ¢ @ 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





(District Court, S. D., New York.) Motion to dismiss is 
modern equivalent of demurrer, and involves, as demurrer did, 
implication that allegations of complaint are true.—Koninklijke 
Nederlandsche Stoomboot Maatschappij vs. Yglesias & Co., Inc., 
37 Fed. Rep. (2) 1038. 

In suit for reformation of contract of carriage, motion to 
dismiss complaint on ground that there is adequate remedy in 
admiralty must be overruled, since admiralty has no jurisdiction 
to reform contract.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Where plaintiffs 
admitted no part of answer, Circuit Court of Appeals will look 
only to complaint, accepting its allegations as true, in dealing 
with motion to dismiss it, in view of civil practice act N. Y., 
sec. 243.—Mather et al. vs. Clyde S. S. Co., 37 Fed. Rep. (2d) 49. 

Court will take judicial notice of President’s proclamation 
of December 26, 1917, and laws of United States, pursuant to 
which steamship was in possession and control of Director- 
General of Railroads.—Ibid. 

Owner, from which steamship was requisitioned by Director- 
General of Railroads, pursuant to presidential proclamation of 
December 26, 1917, had at least a reversionary interest therein. 
—Ibid. 

Rights, of steamship and cargo owners on August 22, 1918, 
when general average bond was executed by former, held not 
so well settled as to preclude latter from taking action to de- 
termine its right to security of vessel for payment of claim for 
loss by stranding, though federal control act, sec. 10 (40 Stat. 
456) would have prevented arrest of vessel, which was then 
in possession and control of Director-General of Railroads.— 
Ibid. 

Steamship company’s reversionary interest in vessel requi- 
sitioned by Director-General of Railroads, held sufficient to 
negative its claim that general average bond, apparently exe- 
cuted by it as principal, must be construed as having been exe 
cuted by it only as agent for Director-General; company being 
still in existence as corporate entity, with power to act for itself 
in matters not exclusively within Director-General’s control.— 
Ibid. 


COMMISSION ORDERS 


No. 22845, American Oil & Supply Co. vs. Pennsylvania 
et al. Calco Chemical Co. permitted to intervene. 

No. 22939, Swift & Co. vs. C. & N. W. et al. Red River 
Valley Produce Co. and Grand Forks Creamery Co. permitted 
to intervene. 

No. 22948, Alex Getz Co. et al. vs. C. & N. W. et al: Rail- 
road and Warehouse Commission of State of Minnesota per- 
mitted to intervene. 

No. 23093, A. D. West et al. vs. A. T. & S. F. et al. Shell 
Petroleum Corp. permitted to intervene. 

No. 23164, Independent Oil and Gas Co. vs. A. & W. et al. 
Shell Petroleum Corp. permitted to intervene. 

Finance No. 8098, application of Southern Pacific and South- 
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ern Pacific Co., its lessees, for certificate to construct a track 
at Stockton, Calif. Western Pacific permitted to intervene. 

No. 23109, Lake Charles Rice Milling Co. of Louisiana, Inc., 
vs. A. & S. et al. The New Orleans Joint Traffic Bureau of 
New Orleans Board of Trade, Ltd., New Orleans Association 
of Commerce, Board of Commissioners of Port of New Orleans 
and Louisiana Sugar and Rice Exchange permitted to intervene. 

No. 17006, Upson Co. vs. A. A. et al. The order of October 
23, 1929, as modified, has been further modified so as to become 
effective on or before May 25, 1930. 

No. 18482, Jackson Traffic Bureau vs. A. & V. et al. This 
proceeding is reopened for further hearing in connection with 
No. 17000, part 13, salt, rate structure investigation. 


No. 22733, Public Service Commission of Wyoming vs. C. & 
N. W. et al., and No. 22714, Standard Oil Co. (Indiana) vs. C. & 
N. W. et al. The A. T. & S. F. Ry., M.-K.-T. and St. L.-S. F. 
permitted to intervene. 

No. 19727, Rio Grande Oil Co. et al. vs. A. T. & S. F. et al., 
and No. 19773, Rio Grande Oil Co. et al. vs. A. T. & S. F. et al. 
Proceeding reopened for reconsideration on record as made, and 
complainants’ petition for reconsideration on record as made 
in so far as it affects rates and reparation from southern Cali- 
fornia to points on the Globe branch of the Southern Pacific Co., 
denied, in view of division 4, reopening the cases. 

No. 22823, F. S. Royster Guano Co. vs. B. & O. et al. Pro- 
ceeding reopéned for further hearing at such time and place 
as Commission may hereafter direct. 


No. 22824, State of New Jersey vs. N. Y. C. R. R. et al. 
United States Pipe & Foundry Co. permitted to intervene. 

No. 23040, New Jersey Traffic Advisory Committee vs. 
N. Y. C. et al. Maritime Association of Port of New York per- 
mitted to intervene. 

No. 22824, State of New Jersey vs. N. Y. C. et al. and No. 
23040, New Jersey Traffic Advisory Committee vs. N. Y. C. et al. 
West Virginia Pulp & Paper Co., Publishers’ Association of 
New York, Boston, Port Authority, Baltimore Association of 
Commerce and Baltimore Chamber of Commerce permitted to 
intervene. 

Finance No. 7957, joint application of New Mexico & Ari- 
zona and Southern Pacific Co. for certificate to abandon a line 
of railroad in Santa Cruz county, Ariz. Arizona Cattle Growers’ 
Association permitted to intervene. 

No. 13535, Corporation Commission of Oklahoma vs. A. & 
R. et al. and cases grouped therewith. National Canners’ Asso- 
ciation permitted to intervene. 

I. & S. 3345, imported fertilizer materials from South Atlantic 
and gulf ports to southern points, also to points in Central ter- 
ritory, and 22208, Mobile Chamber of Commerce vs. G. & S. I. 
et al. That portion of said brief beginning with the seventh line 
of page 4 and extending to and including the tenth line on 
page 6, and that further portion of said brief beginning with the 
last paragraph on page 8 and extending to and including the 
twenty-third line on page 9, has been stricken from the record. 

No. 23108 (and Sub. 1), Allied Oil Co., Inc., vs. A. C. & Y. 
et al. Detroit Board of Commerce permitted to intervene. 

Finance No. 6486, application of P. & W. V. for authority 
to acquire control of W. & L. E. and L. & W. V. The Wheeling 
& Lake Erie permitted to intervene. 


HOCH-SMITH SALT PROGRAM 


The Commission, in a notice signed by Secretary McGinty, in 
No. 17000, part 13, Hoch-Smith salt, has laid out a program of 
hearings and further hearings in that matter generally in accord 
with the general understanding reached at the conference on 
the subject at Chicago on February 10. There has been no 
change in the general understanding reached in that conference 
except as to the order of the hearings. Changes in the order 
of hearings have been made more expeditiously to complete 
the hearings. The notice sets forth the general agreements, 
the substance of which are repeated in the reading matter issued 
in connection with the dates of hearings. 

Evidence concerning any fourth section departures in rates 
under investigation in the proceeding, the notice says, should 
be presented at the hearing in the territory in which the de- 
partures occur. The notice also says that a proposed report 
will be issued. As to the hearing days, places where the hear- 
ings are to be held, and the evidence to be submitted the notice 
says: 





These proceedings are assigned for hearing or further hearing 
before Commissioner Meyer and Examiner Hoy at 10 a. m., standard 
time, on the dates and at the points named: 

September 22, 1930, Chicago, Ill., Hotel Sherman. 

For the introduction of the carriers’ general case, as outlined 
above, including their proposals, if any, for readjustment of the 
present rates. The general case of the carriers in the territory west 
of the southwestern and western trunk line territories may be intro- 
duced at this hearing or at the hearing of January 12, 1931. Joint 
exhibits prepared by the carriers and other parties may be introduced 
at this hearing. Cross examination of the witnesses testifying at 
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this pearing will be deferred until the hearing commencing January 
22, 1931. i 

October 6, 1930, Buffalo, N. Y., Hotel Buffalo; October 13, 1939 
Kansas City, Mod., Chamber of Commerce Room; October 20, 1930; 
—— Tex., Hotel Adolphus; October 27, 1930, Atlanta, Ga., Hote] 

iltmore. 

At these hearings evidence will be received with respect to the 
rates within and to official, western trunk line, southwestern and 
southern territory, respectively. The various complaint cases assigned 
for hearing or further hearing with the general investigation also 
will be heard or further heard at any of these hearings. Any of the 
parties, other than the carriers may introduce in evidence their gen- 
eral case, including proposals for readjustment of the present rates, 
at these hearings. At each of these hearings only evidence relating 
to the rates within and to the territory in which the hearing is held 
will be received, except that where a particular complaint involves the 
rates to or within two or more of the territories, any of the parties 
thereto may introduce all of their evidence in such complaint case at 
the hearing in any of the destination territories covered by the com- 
plaint. Evidence as to the paying and bearing of freight charges 
will be received at the above hearings. Witnesses appearing at these 
hearings will be subject to cross examination before leaving the wit- 
ness stand. 

December 10, 1930, Chicago, Ill., Hotel Sherman. 

: For the introduction of evidence, including proposals for read- 
justment of the present rates, by all parties, other than the carriers, 
who did not introduce their evidence at the Buffalo, Kansas City, 
Dallas, and Atlanta hearings. Cross examination of the witnesses 
oe at this hearing will be deferred until the January 22, 1931, 
nearing. 

January 12, 1931, San Francisco, Calif., 273 Merchants’ Exchange. 

At this hearing evidence will be received with respect to the rates 
within and to the territory west of southwestern and western trunk- 
line territories. At this hearing the various complaint cases assigend 
for hearing or further hearing with the general investigation will 
be heard or further heard. All parties may introduce their entire 
case with respect to the rates within and to this territory at this 
hearing, if they so desire. Evidence as to the paying and bearing of 
freight charges will be received at this hearing. Witnesses appear- 
ing at this hearing will be subject to cross examination before leaving 
the witness stand. 

January 22, 1931, Chicago, Ill., Hotel Sherman. 

e At this, the final hearing, cross examination of witnesses appear- 
ing at the September 22nd and December Ist hearings will take place. 
Each party desiring to cross examine any witness appearing at these 
hearings shall notify the witness, or his attorney, and this commis- 
sion on or before January 1, 1931. Following such cross examination 
all parties may introduce rebuttal evidence. Witnesses on rebuttal 
will be subject to cross examination before leaving the witness stand. 


CONSOLIDATION OF RAILROADS 


The question as to whether or not the Reading and the 
Central of New Jersey should be made the basis of an inde- 
pendent system or should be included in the Baltimore and Ohio 
system was considered by the Commission when it adopted 
both its tentative and final consolidation plans in which those 
two roads were placed in the Baltimore and Ohio system, it is 
asserted in a reply to the petition of the Philadelphia trade 
bodies for reopening of No. 12964, consolidation of railroads, to 
the end that an independent system may be formed out of the 
Reading and the Central of New Jersey. 

The reply, submitted by R. Marsden Smith, general attorney 
of the Baltimore and Ohio, asks that the Commission deny the 
petition of the Philadelphia trade bodies. It is asserted that 
prior to the adoption of the tentative plan in 1921, the Commis- 
sion had employed Professor William Z. Ripley to recommend a 
plan and that he had recommended grouping of the three roads 
“after full consideration of the alternative treatment of the 
Reading and Central of New Jersey as is requested by the Phil- 
adelphia trade bodies, i. e., as a independent system.” After the 
adoption of the tentative plan hearings were held on the plan 
and the Philadelphia trade body viewpoint was developed therein, 
it was pointed out, and thereafter the Commission adopted its 
complete plan and grouped the three roads together. 

As to important changes having occurred in the last six 
years that affect the allocation of the Reading and the Central 
of New Jersey, the Baltimore and Ohio says it is not aware of 
them, but that on the contrary reasons for grouping of the three 
roads “exist today with greater force” because of railroad align- 
ments in the eastern part of the country that have taken place 
in the last six years. 

While the Philadelphia trade bodies have had ample oppor- 
tunity provided by the statute to submit their views upon the 
question raised by their petition and have availed themselves of 
that opportunity, says the reply, the Baltimore and Ohio never- 
theless does not desire to prevent the Commission from obtain- 
ing any substantial facts and considerations it may wish hearing 
upon the question whether the Reading and Central of New 
Jersey should be included in the Baltimore and Ohio group as 
found by the Commission or as again suggested by the Phil- 
adelphia trade bodies be made the basis of an independent 
system. 

“It believes, however,” says the Baltimore and Ohio, “that 
further opportunity will later present itself for that purpose not 
requiring the reopening of the complete plan and when pertinent 
facts may be presented which may not only be informative to 
the Commission but perhaps to the Philadelphia trade bodies 
as well.” 

It is contended that the petition of the Philadelphia bodies 
discloses nothing supporting the contention that public interest 
requires what the petition asks for. 
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SENATORS AND SAND RATES 
The Trafic World Washington Bureau 


Arguments in letters written to the Commission or com- 
missioners by senators and representatives in Congress here- 
after will be made a part of the record to which the subject 
matter pertains, if the Commission follows the course it has 
taken in respect to a letter written to each commissioner by 
Senator McKellar, of Tennessee, in respect to rates on sand, 
gravel and other construction materials involved in I. and S. 
No. 3250, pertaining to such materials in the Mississippi Valley 
territory. (See Traffic World, March 22, p. 804.) The Commis- 
sion considered the letter an argument on the matters in issue. 
It had theretofore told him that he would be allowed time for 
making an argument, but he did not ask for an allotment. It 
asked the senator about inserting his letter in the record and 
inferred from his answer that he did not object to that manner 
of handling the matter. 

In the letter he said that, under the circumstances related 
by him, “it cannot be wondered that I was astounded to hear 
three members of the Commission solemnly aver that they did 
not understand how the municipalities got into the case and 
that they could not understand how any question of national 
or public policy should be considered in fixing these rates.” He 
said that those intimations were given voice to by Commis- 
sioners Woodlock, Aitchison and Meyer. 

Senator McKellar did not point out where those commis- 
sioners gave voice to such intimations. It was assumed, how- 
ever, that he referred to questions asked by them while John 
S. Burchmore, appéaring for Tennessee communities, was argu- 
ing. Mr. Burchmore suggested that, in the public interest, the 
rates in question should be kept at the lowest level and that 
he would like to participate in conferences on that point. The 
commissioners wanted to know whether Mr. Burchmore intended 
to say that in view of the fact that the Commission had often 
said that it was bound by the statute to make rates based on 
transportation conditions. Commissioner Eastman called atten- 
tion to the fact that the Supreme Court had said in the Owallon 
case that the Commission had set itself up as an economic 
arbitrator and that it was wrong. Commissioner Aitchison 
called attention to the fact that only conferences between the 
states and the Commission were contemplated in thirteenth sec- 
tion proceedings, and Mr. Burchmore, representing Tennessee 
communities, would not be entitled to enter such conferences. 
It was also brought out that the Tennessee commission had not 
asked for a conference. 

The notice the Commission gave to parties in I. and S. No. 
3250 about the inclusion of Senator McKellar’s letter and the 
letter, the latter addressed to Chairman McManamy, follow: 


The Commission has decided to accept as part of the record in 
the above-entitled proceeding as a written argument, a letter of 
the Honorable Kenneth McKellar, dated March 13, 1930, addressed 
to the chairman of the Commission, copy of which is hereto attached. 
All parties who desire to file answers to the attached argument are 
hereby granted ten days from the date of service of same in which 
to do so. One copy of each answer filed should be sent to the Hon- 
orable Kenneth McKellar, United States Senate, Washington, D. C. 
Hon. Frank McManamy, Chairman, Mar. 13, 1930 
Interstate Commerce Commission, 
Washington, D. C. 

My Dear Mr. Commissioner: 

On March 5th I appeared at a hearing of the Commission in the 
case of Investigation Suspension Docket No. 3250 on sand, gravel, 
slag, stone and chert from and to points in the Mississi; pi Valley 
territory, composed of a part of Tennessee, Mississippi and Louisiana. 

It seems that on May 8th to 1ith, 1929, a hearing was held in 
Memphis, Tenn., by E. H. Waters, examiner. Since that time Mr. 
Waters has filed a report in which he holds that the railroads in 
that territory are entitled to an average of about sixty per cent 
increase in rates on these materials. 

The Tennessee Public Utility Commission asked me to protest 
against these increased rates. The Tennessee Legislature passed a 
resolution against their increase, and the cities and towns and counties 
of west Tennessee all protested against them, and I have heretofore 
filed many such protests with the Commission. It is believed that, 
if the rates are increased, it will cost the people of Tennessee in 
freight rates on road building materials something like a million 
dollars a year. 

I first asked and received permission from your Commission to 
appear and make an argument on behalf of the people of Tennessee 
against this increase of rates, but finding that so many counsel for 
the shippers and taxpayers were already in the case, I notified the 
chairman that I would not make an argument. However, I did ap- 
_ at the hearing, which took place in the morning hour on March 
5th. 


Hearing 


I was greatly interested in the hearing. It was the first Inter- 
state Commerce Commission hearing I had ever attended. It is 
needless to say that I received quite a jar from what I heard. I 
was familiar with the act of 1887, known as the act to regulate com- 
merce, in which, among other things, it is said: “An unjust and 
unreasonable charge for such service is prohibited and declared to 
be unlawful.’”’ Here were charges proposed which constituted fifty 
to sixty per cent and possibly one hundred per cent of the value 
of the product conveyed, and yet apparently this was in no way con- 
sidered. Again, I recall that, by the very terms of the act, it was 
provided that not only every shipper but any body politic or mu- 
Nicipality was specifically permitted to be heard in the matter of 
Such rates by the act of 1887, and under those circumstances it can- 
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not be wondered that I was astounded to hear three members of the 
Commission solemnly aver that they did not understand how the 
municipalities got into the case and that they could not understand 
how any question of national or public policy should be considered 
in fixing these rates. These intimations were given voice to by 
Commissioners Woodlock, Aitchison and Meyer. Indeed, as I under- 
stood these commissioners, they said if a case on this record was 
made for an increase of rates, public policy did not enter into the 
matter. 

In 1887, when the act was first passed, its purpose was to regulate 
the railroads and prohibit unfair practices and charges on their part, 
and to make charges reasonable, and the primary purpose was the 
protection of the public. 

In the consideration of this case, while the public and public 
bodies were mentioned frequently, they seemed to be regarded by 
these three commissioners as having no rights at all. Indeed, as I 
caught the views of these commissioners, they seemed to be two: 
First, that these particular railroads were now making but 3.91 per 
cent on their investment, and were entitled to have the rates raised, 
and that inasmuch as rates had been raised in what is known as 
the southeastern territory, composed of Georgia, Alabama and part 
of Tennessee and perhaps other southeastern states, the rates in 
the Mississippi Valley should be raised to accord with those already 
put in force in the southeastern territory, whether a lower level 
of rates on such materials was in force on the other side of the 
river or not. The fact that the Mississippi Valley had been over- 
flowed, the fact that we have a period of the greatest economic de- 
pression, the fact that these railroads are paying spléndid dividends 
on their stock, the fact that they are very prosperous even in the 
present hard times, the fact that the states are taxing themselves 
to the last limit to build roads, the fact that the counties are taxing 
themselves to the last limit to build roads, the fact that the cities 
are taxing themselves to the last limit to build roads, were all ap- 
parently utterly disregarded by the Commission and examiner in 
the consideration of the case. It was even stated, with how much 
accuracy I do not know, that some of the railroads had applied and 
received a large reduction in taxes because of the floods in this ter- 
ritory. All of these things were apparently regarded by the Com- 
mission as having no connection with the case. To my mind, Mr. 
Commissioner, this is a dangerous doctrine to be put into force by 
the Commission. If I had not been present at this hearing I would 
not have believed what I heard. I hope I received a wrong impres- 
sion from what the three commissioners said; but I certainly received 
the impression that the Commission intended to uphold the examiner. 

Mr. Commissioner, if there ever was a time when railroad rates 
should not be increased, that time is now. They are doing splendidly. 
They are paying dividends regularly. Their business is good. Their 
rates are tremendously high, higher than they have ever been before 
in the history of the country. On the other hand, the shippers prob- 
ably never were harder up. The states are tremendously taxed, the 
counties and cities in this territory are tremendously taxed. one 
of them are in good financial condition. There is a period of national 
depression on. There is a period almost of panic on. And it seems 
to me that certainly it is no time to tax the people of my state, 
Tennessee, an additional million dollars on road building materials 
for the benefit of the railroads, who are in no financial trouble. And 
yet three of the commissioners, Mr. Meyer, Mr. Aitchison and Mr. 
Woodlock, apparently were of the opinion, by their questions, that 
these matters were not to be considered. 

The original act creating the Interstate Commerce Commission 
and every amendment that has ever been made thereto, provides 
for just and reasonable rates and every unjust and unreasonable 
charge is declared by law to be unlawful. Now, to say that a rate 
which charges from fifty to sixty per cent or perhaps 100 per cent 
of the cost of the material for hauling that material something 
like seventy-five or a hundred miles average haul is a fair or rea- 
sonable charge, is just not correct, that’s all. 

I remember, though I am not an old man, that the Southern 
Railway at one time hauled gravel from gravel beds at Iuka, I 
believe, near Corinth, Miss., to Memphis at 25 cents a ton, and 
as I understand the proposal of these rates that that road is now 
allowed to charge 79 cents a ton, and the application is to raise that 
to $1.10 a ton. It is an unreasonable and unjust charge and it should 
be held by the Commission to be unlawful. A 300 per cent increase 
is bad enough, but the increase of more than 500 per cent is in- 
defensible. : 

Uniformity 


Great stress seems to have been laid by certain members of the 
Commission on uniformity of rates. In other words, it was argued 
that, inasmuch as uniform rates had been established in the south- 
eastern territory on a higher basis, that they should be likewise 
established for the Mississippi Valley territory on a similarly high 
basis, in order to establish uniformity. In the while discussion, while 
much was said about raising rates in order to make them uniform, 
not one word was said that I heard about lowering rates in order 
to be uniform. Inequality of some of these rates seems to have been 
admitted by the lawyers on both sides, but I never heard a sug- 
gestion that it was just as easy to have uniform lower rates as it 
was to have uniform higher rates. Every one knows that road ma- 
terials are exceedingly heavy in their nature. The cars in which they 
are carried are the cheapest and most ordinary cars that railroads 
use. They can be loaded and unloadsd more easily and more cheaply 
than other cars. The transportation of these materials is largely a 
pickup on the part of the railroads. The old cars can be used, they 
can be hauled when other business is not good, they don’t have to 
be hauled instantly, the tonnage is very great, and there is no rea- 
son in the world why these rates should be raised in the way that 
they have been in the last generation. I have urged officials of the 
railroads to withdraw this petition for increased rates at this time. 
They ought not to have filed such a petition at such a time, when 
they are doing well and when the rest of the country is not doing 
well. The President of the United States has recently called upon 
the railroads to help tide over the period of depression in which 
we unfortunately find ourselves, and instead of doing that, we see 
the railroads of West Tennessee seeking to put a burden of a mil- 
lion dollars additional taxation upon our people. Mr. Commissioner, 
it cannot be justified. It ought not to be thought of for a moment. 
ba Fe of the examiner should not be concurred in by the Com- 
mission. 

Now, I am no technical rate man. I am a layman pure and 
simple. I am an interloper in this case in one sense, and yet at 
the same time I want to say that I shall send each member of the 
Commission a copy of this letter, and if I did not do my utmost to 
prevent this wholly unjustifiable and unconscionable increase of 
rates I would feel that I was unfaithful to my duty as a senator 
in the Congress. You gentlemen are our agents. We passed the law 
that turned over to you the powers that you have over rates, and 
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when it comes to my attention that these powers are seemingly 
about to be abused, it is not only my right, but my duty, to protest. 

I have nothing but the kindliest feeling toward the railroads. 
Two of my brothers are connected with one of these roads. I would 
not do the railroads an injury for anything in the world, but Mr. 
Commissioner, it is not right or just to change these rates so as 
to increase them 60 per cent for the benefit of these particular 
railroads at this time. 

Mr. Commissioner, there are constantly being made loose charges, 
as you know, that the Interstate Commerce Commission, composed 
of several who have been connected with railroads, have been and 
are exceedingly friendly to the railroads. I do not believe that this 
is true. 

I want again to say that rates can be reasonable and just, as 
required by the law, by reducing them, just as well as by raising them. 

I pray heaven that the other members of this Commission do 
not agree with Commissioners Aitchison, Woodlock and Meyer in 
their statements that questions of public policy and public condi- 
tions and the rights of cities and counties and states are to have 
no weight in considering the reasonableness and justness of the rates 
passed upon by an examiner of the Interstate Commerce Commis- 
sioner. If we have reached that point in the history of rate making, 
it is indeed a sad day for the plain people, who work and really 
create wealth and pay taxes. 


Specific Cases 


Take the cases of three hauls to Memphis. 

The distance from Oldham, Miss., is 118 miles and the present 
rate is 79 cents per ton. 

The distance from Camden, Tenn., is 152 miles and the rate is 
79 cents per ton. 

The distance from Gravel Switch, Ky., is 197 miles and the rate 
is 90 cents per ton. 

The railroads are asking that these rates be increased from 79 
cents per ton Oldham to Memphis to $1.10 per ton; from 79 cents per 
ton Camden to Memphis to $1.30 per ton; from 90 cents per ton Gravel 
Switch to Memphis to $1.35 per ton. 

The railroads themselves put in the old rates and I venture 
to say that taking everything into consideration they are just as 
uniform and very much more fair than the proposed new rates. 
But, if it is desired to make them absolutely uniform as to mileage, 
why adopt the tremendous increase? Why raise the rate from 90 
cents to $1.35? 

Reasons for Increase : 

I quote from sheet 32 of the examiner’s report: 

“The present rates which move most of the traffic within the 
Valley show little regard for distance and the rate level considered 
as a whole is low, no doubt the lowest found anywhere in the country. 
Whatever reasons there may have been in the past for the mainte- 
nance of such a system of rates, it is apparent that there is now 
insufficient justification to warrant its continuance.”’ 

This is not evidence. This is an ipse dixit of the examiner. The 
reason why rates were made low in the Valley because there is little 
sand, gravel and other road material in the Valley. The railroads 
desired the business of carrying these road materials to the Valley 
and when there was competition, they had to put in low rates in 
order to get the business. There are, indeed, inequalities in the 
rates, but there will be inequalities if the new rates are put in. If 
there are not inequalities, there will be injustices. 

The first and main reason given by the examiner for increasing 
the level of the rates was because a witness from Birmingham said 
that he had been endeavoring ‘‘for nearly twelve years to break down 
the barrier or rate wall that we found against us west bound.” 

The reason of that was the raising of the rate by the Commission 
in the southeastern territory. It ought not to have been done. It 
was unfair. The railroads could well afford to raise the rate in 
the southeastern territory rather than increase it in the Valley. 


The Memphis Situation 


The rates on gravel into Memphis are illustrative of this whole 
case. Memphis gets her gravel from the places heretofore designated. 
The gravel costs, loaded on the cars at the gravel pits, 50 cents a 
ton. In other words, the producer mines it himself, takes it to the 
cars and loads it on the cars at 50 cents per ton. The railroads 
simply haul it into Memphis, the distances heretofore stated, and 
for the hauls from two of the pits the railroad gets 79 cents a ton 
and 90 cents a ton, respectively, and it is now proposed to make those 
rates $1.10, $1.30 and $1.35. 

Why, Mr. Commissioner, the present rates are confiscatory of 
the shippers rights. The idea of the railroads being permitted to 
charge more than double the price of the materials themselves loaded 
on the cars, shows an utter disregard of the law, which required 
rates to be fair and reasonable and just. 

If you gentlemen will read the testimony of Mr. W. B. Fowler, 
found on page 553 and following of the record, I am convinced that 
you will see the utter unreasonableness of this higher level of rates. 

This letter would have been in your hands before, but I was 
called to Memphis by an illness and death in my family and just 
returned Wednesday morning. KENNETH McKELLAR. 


The Commission, March 26, made public the following notice 
to all parties of record in I. and S. No. 3250: 


Uren his request the Commission has anted leave to the Hon- 
orable Kenneth McKellar to file, within 15 days from the date hereof, 
a supplemental brief in the above-entitied proceeding. All parties 
who desire to file replies to said brief are hereby granted 15 days 
from the date of service thereof in which to do so. 


ALLOCATION OF F. E. C. 


Exception to the assignment of the Florida East Coast to 
the system of which the Southern is to be the main stem, No. 
9, has been taken by the Atlantic Coast Line, the system that, 
in the Commission’s complete plan of the consolidation of rail- 
roads, is to be the backbone of system No. 8. The Atlantic 
Coast Line, in a letter to the Commission, points out that the 
competition between itself and the Seaboard Air Line is direct 
and keen, while the Southern system is not at present a com- 
petitor in the part of Florida served by the Florida East Coast. 
Assignment of the Florida East Coast to the Southern, the 
Atlantic Coast Line says, would not be in accordance with 
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the policy set up in the consolidation part of the law. It asserts 
that it feels keenly that to sever the connection between the 
Atlantic Coast Line and the Florida East Coast would unfairly 
deprive it of the results of thirty-odd years of joint effort to 
build up an efficient through route. 

In answer to that the Southern expressed the belief that 
the Florida East Coast would best serve the public interest in 
its present individual status. The Southern pointed out that the 
Florida East Coast was allotted to the Southern system without 
any claim to it by the Southern. That expression of opinion 
did not mean that the Southern was not interested in the ulti- 
mate disposition of the Florida East Coast. The Southern ex. 
pressed an intention to maintain a claim to a legitimate share of 
the Florida East Coast traffic and resist any attempt to shut it 
out of Florida traffic. 


SOUTHERN PINE RATES 


That producers of southern pine “will find it increasingly 
necessary” to resist increases in their rates and to fight for de- 
creases “by negotiation with the carriers and by formal pro- 
cedure before the state and interstate commissions,” was the 
declaration of A. G. T. Moore, traffic manager of the Southern 
Pine Association, at that organization’s fifteenth annual meeting 
at the Roosevelt Hotel, New Orleans, March 25. 

The industry’s interest in freight rates has gone through a 
cycle of three different stages, he said, and has now arrived at 
a time when “your (the industry’s) freight rate is the last ele- 
ment of cost which controls the extent of your markets. You 
have found it necessary to pitch your advertising and trade ex- 
tension work on your traffic program. You have concentrated 
your advertising and trade promotion work on the markets 
where your freight rates enable you to sell. You may expand 
them only when freight rate reductions have been secured, push- 
ing back the boundary line. No amount of money expended in 
advertising and trade extension beyond the line which your 
freight rate defines as the limit, will yield any returns what- 
soever,” he told the assembled manufacturers and producers of 
southern pine. 

The three periods marking the degree of interest with 
which the industry had viewed freight rate matters were enum- 
erated by him as: 


(1) The influence of railroad rates on the introduction in the major 
markets of our lumber and our necessitous interest in rate levels. 

(2) The relation of railroad rates to the movement of our product 
when it had gained mastery of the major markets, and our tem- 
porary passivity toward rate increases. 

(3) The influence of railroad rates on the loss of such markets, 
when in turn our lumber is subjected to an identical struggle on 
the part of another specie to secure control of the major markets 
and the necessitous resumption of our interest in rate levels. 


In the first of those periods, producers of yellow pine were 
primarily interested in the level of their rates, in meeting com- 
petition of the producers of white pine, but in the second period, 
yellow pine dominated the market and so the chief interest of 
the producers was that of relationship among themselves. “Very 
naturally,” he said, “the carriers grasped the opportunity to 
foster and profit from the internal conflicting interests.’’ There 
was nothing reprehensible about this, he said. The level of the 
rates was no longer a matter of primary concern to the pro- 
ducers of yellow pine, and good business on the part of the rail- 
roads dictated that they get what they could for their services. 
The industry was passive in its attitude. 

But Pacific northwest lumber operations were growing at 
this time, and proponants of producers in that area were actively 
engaged in getting reductions in the rates, he said, at the same 
time the yellow pine rates were going up. And with the reces- 
sion of the yellow pine industry, the transportation cost was 
becoming more and more vital as a factor of competition. 

A general upheaval of the “entire lumber list” is a pos- 
sibility of the immediate future, he said. And as another item 
in the current situation requiring attenton on the part of the 
industry was the attitude that should be taken by the associa- 
tion, in its traffic and rate work, with respect to the small mill. 
In the past the interests of that type of producer had been 
largely overlooked, according to his statement. 


G. N.-N. P. UNIFICATION 

Representative Maas, of Minnesota, in extension of remarks 
in the Congressional Record of March 20, objected to unification 
of the Great Northern and Northern Pacific railroad systems. 
He said his principal objection was that two competing roads 
would be merged and that this would be detrimental to St. Paul, 
Minn. He feared that a number of railroad employes whose 
homes were in that city would be thrown out of work if the 
merger were effected. He said St. Paul and the northwest, 
rather than benefitting by such a merger, would suffer doubly; 
first, by poorer service resulting from lack of competition, and, 
second, from a substantial increase in unemployment. 
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RATES AND VALUATION 


The Trafic World Washington Bureau 


A solution of the problem involved in administration of the 
valuation, rate-making, and recapture provisions of the inter- 
state commerce act has been offered in the Senate by Senator 
Howell, of Nebraska, a member of the interstate commerce com- 
mittee. He has introduced a bill (S. 4005) to amend sections 
15a, 19a, and 5, of the act, in which he gives effect to his pro- 
posals. 

With respect to valuation the bill provides for the applica- 
tion of the methods outlined by the Commission in the letter 
sent to Chairman Couzens, of the Senate interstate commerce 
committee, by Commissioner Eastman dealing with the Howell 
resolution that called for adoption of the Commission’s so-called 
O’Fallon method for valuing the railroads. (See Traffic World, 
Feb. 1, p. 298, “Proposed Valuation Rule.’) , 

Excess income, under the bill, instead of being recaptured 
by the government, would be held by the carrier as trustee and 
expended with the approval of the Commission in providing 
designated improvements on the property of the carrier that 
earned the income. Such expenditures, together with accretions 
at the rate of 4 per cent annually, would not be capitalized. 
Excess income not now recaptured but held by the carrier would 
be used under certain conditions for retirement of bonds of the 
carrier. 

The bill would amend section 5 by striking out sub-para- 
graph (B) of paragraph (6) thereof. This relates to valuation 
of properties for consolidation purposes. 

‘It is generally agreed that railroad rate regulation under 
section 15a of the interstate commerce act, on the basis of 
valuations made under section 19a, is a failure,” said Senator 
Howell in explaining the major provisions of his bill. 

“The Interstate Commerce Commission declared officially 
and candidly in the O’Fallon case that if its construction of the 
law could not be sustained, the law would be found unworkable. 
Since the Supreme Court, by its opinion in the O’Fallon case, 
required the Commission to follow a construction of the law 
which did make it unworkable, in the judgment of that well- 
informed body, there is a clear duty imposed on Congress to 
amend the law. 

“In S. J. Resolution 104, recently introduced by me, it was 
proposed to write into the law the principles and methods ap- 
proved by the Commission in its report in the O’Fallon case. 
This resolution having been referred to the Commission, all 
the commissioners except one joined in recommendations for 
new legislation set forth in the letter of January 21, 1930, from 
Commissioner Eastman, chairman of the legislative committee 
of the Commission, to Senator Couzens, chairman of the Senate 
committee on interstate commerce. 

“Since the receipt of this letter it has been sought to draft 
an amendment to section 15a which would provide for a basis 
and method of regulating railroad rates, conforming to the 
practical necessities of adequately protecting the public interest 
and providing a practical, economical method of administration 
of the law by the Interstate Commerce Commission so as to 
utilize the results of the extensive investigations carried on 
by the Commission in the valuation of the railroads under sec- 
tion 19a. The bill now presented for the consideration of Con- 
gress should not be regarded as an expression of my individual 
views, but as an effort to combine and harmonize the recom- 
mendations of the Interstate Commerce Commission and the 
views of many other well-informed students of this problem, 
including, of course, a reflection of my own experiences and 
conclusions in connection with public utility operation. My 
individual opinion is that the bill as drafted provides for per- 
haps unduly generous treatment of the private interests in the 
public business of furnishing interstate transportation. How- 
ever, as I have found it clearly evident that there is a prevailing 
opinion that such legislation should err upon the side of lib- 
erality rather than otherwise, I have, in a measure, waived my 
personal views in deference to other disinterested and seriously 
held convictions. 

Rates and Rate Base 


“The bill provides for a complete rewriting of section 15a 
and for fixing rates upon a prescribed rate base which can be 
accurately determined instead of upon the indefinite, fluctuating, 
uncertain and impractical basis of a valuation of individual rail- 
road properties. ‘ 

“The rate base is to be computed, as recommended by the 
Interstate Commerce Commission, by adding to the original 
valuation of a carrier property made by the Commission under 
section 19a (at 1914 unit prices) the original valuation of the 
land of the carrier and by then adding or deducting the sub- 
sequent net increase or decrease in investment and by deducting 
the proper amount of the depreciation reserve of the carrier 
and then adding a reasonable allowance for working capital. 
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“The major items in such a rate base have already been 
determined and such a rate base can be determined from time 
to time as often as may be necessary without undue expense or 
delay. The Commission, the railroads and the public can tell 
at any time with substantial accuracy just what the amount 
of such a rate base is for an individual railroad or for a group 
of railroads. 

“The Commission is then authorized and directed to pre- 
scribe rates which will provide for the carriers as a whole in 
a designated rate group or territory a fair return upon the 
aggregate rate base, computed from the individual rate bases 
of the carriers concerned. Recognizing, however, as is recog- 
nized in the present law, that rates so determined in order to 
be uniform will enable some of the carriers to receive a net 
railway operating income unreasonably in excess of a fair re- 
turn, the bill provides that half of the excess income, in excess 
of six per cent upon the rate base, shall be held as trustee for 
the United States and held as trustee for the investors in the 
securities of the carrier. This provision for trusteeship of the 
excess income has been written on an entirely different principle 
from that utilized in the present law, which provides for the 
recapture of one-half of the excess income by the United States 
and for its use in a general railroad contingent fund in aid of 
the weaker railroads. 

Excess Income 


“The present bill provides that the one-half of excess in- 
come held as trustee for the United States shall be expended 
with the approval of the Interstate Commerce Commission in 
providing designated extensions or additions to or betterments 
of the railroad property which earned the income. But such 
expenditures are to be charged to a separate capital account 
entitled ‘Public Investment Account’ and this public investment, 
together with accretions at the rate of 4 per centum, will not 
earn any return for the private investors in the railroad. In 
other words, as a result of this re-investment of surplus earn- 
ings in a railroad property, the public service will be improved 
without capitalizing the public contribution against the public 
for the benefit of private investors. This provision gives to the 
management and to the private investors in a railroad a distinct 
benefit out of operations which produce surplus earnings, thereby 
retaining the incentives of efficient operation, but, on the other 
hand, the public served by the railroad likewise will ultimately 
receive substantial benefits. 

“The remaining one-half of excess income is to be held as 
trustee for investors in a reserve fund similar to that provided 
in the present law—a reserve fund to secure the payment of 
dividends, interest or rent to be accumulated until it equals 5 
per cent of the rate base. Under the present law, after the 
5 per cent limit is reached, the remainder of this one-half ex-. 
cess income can be used by the carrier for any purpose. The 
proposed amendment provides that after the five per cent limit 
is reached, the remainder of the excess income shall be used 
for the purpose of reducing the fixed obligations of the railroad, 
either by retiring bonds or by their purchase in the open market. 

“The amended provision, therefore, provides a benefit to be 
shared by investors and the public by the retirement of bonds. 
The security of the stockholders is improved, and the credit 
of the railroad is improved, while at the same time the fixed 
charges which must be met out of revenues are reduced. As 
railroad credit improves, funds can be obtained at a lower rate 
of interest, thereby reducing the amount of return which the 
public may be required to pay as a fair return upon the capital 
invested. 

Recourse to Courts 


“It should be understood that the provisions in the proposed 
bill for fixing rates on the basis of a certain and readily ascer- 
tainable rate base do not involve an attempt by legislation to 
annul the doctrine of the Supreme Court as to the final test of 
the validity of rates fixed by public authority. The Supreme 
Court has held that a public utility is entitled as a matter of 
constitutional right to just compensation for the use of private 
property which is devoted to public use. The proposed amend- 
ment to section 15a provides that if any carrier shall claim that 
as a result of rates fixed in the manner provided, the carrier 
is not receiving an adequate return to provide just compensa- 
tion for private property used in public service, the carrier can 
petition the Commission for a revision of rates, which petition 
shall present a schedule of proposed substtute rates and its 
estimate of the net railway operating income to be obtained 
therefrom and a detailed statement showing the basis of the 
carrier’s claim. It is made the duty of the Commission to pro- 
ceed with all possible expedition and after considering any 
possible revision of existing divisons of joint rates, if the Com- 
mission finds the carrier is entitled to relief, it is required to 
make such a revision of rates as will, so far as possible, enable 
the carrier to earn just compensation. Thus the protection 
of the constitutional rights of the carriers is specifically en- 
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AT BUFFALO, N. ¥Y.— 


KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets 


Strictly modern warehouses located at the hub of the wholesale and 
retail districts. They are served by all railroads, the Great Lake steamers, 
New York Barge Canal lines and all suburban trucking companies. 
General warehousing with pool-car distribution and cartage facilities. 
Fifty cars per day capacity insures rapid handling. All freight is loaded 
and delivered under cover, which guarantees against damage from the 
elements. 
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AT PHILADELPHIA— 
MERCHANTS’ WAREHOUSE COMPANY 


Snowden Henry, Superintendent 
10 Chestnut Street 

Eleven mammoth warehouses strategically located in the principal 
tributing sections throughout the city, with a floor space of 1,300 
square feet. All are served by Pennsylvania Railroad sidings. We 4f 
foremost operators of public warehouses and are equipped to fu 
any kind of service incident to the handling of package freight. 
insurance rates—liberal allowances on stored goods. 
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Photo by Dallin Aerial Surveys 


Three ocean going cargo carriers unloading lumber from the Pacific Coast 
at Philadelphia Tidewater Terminals. 
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NORFOLK, VA.— AT PHILADELPHIA— 


NORFOLK TIDEWATER TERMINALS PHILADELPHIA TIDEWATER TERMINAL 
J. A. Moore, Manager G. M. Richardson, General Manager and Treasurer, 10 Chestnut St. 


te are three piers, each 1,300 feet long, four open bulkhead berths The largest terminal on the Atlantic seaboard. Here fifteen of the 


tight warehouses served by depressed tracks and concrete drives largest ocean-going cargo carriers can be worked and berthed simul- 
taneously. Two reinforced concrete and steel fireproof warehouses pro- 


de 2,200,000 square feet of floor space. The receiving, delivering a : 
dusification ee 3 have a capacity of over 4,000 cars. The terminal — over ge square 4" of ——s emg wen aa a 
as : ian tee the sank end. cscnenslell owest possible insurance rates. Exceptional facilities for the handling 
upped with every modern device = — : of both general and bulk cargoes. The railroad storage yard adjacent to 
dling of all classes of cargoes. There is no lighterage—property is the pier has capacity for 500 cars. There is also a 25-acre lot joining 
«d by Norfolk’s eight trunk-line railroads. the pier for the storage and distribution of lumber. 
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TIC TIDEWATER TERMINALS \ 7. 
n, Vice-President and General Manager <tr data 
17 State Street 
double-decked piers located within the free lighter- 
nents via all railroads. Slips 250 feet wide afford 
undocking, faster arrival and departure. There is 
Ntions—no piling—maximum dispatch—fire- 
tom ship. There is no trucking or transfer cost §W—<_| 
ing charges are exceedingly low. 


‘tern Traffic Manager, 1646 Transportation Bldg. 
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trusted to the Commission and of course, if the Commission fails 
in its duty, then recourse may be had to the courts. But, on 
the other hand, a practical method for fixing and revising rates 
in general upon a stable and easily ascertained rate basis has 
been substituted for the methods heretofore provided, which 
have been proved to be unworkable. The Commission is not 
required to attempt the impossible task, first of finding an 
original valuation for every railroad in the country and then 
revaluing every individual railroad again each year, in order to 
obtain a basis for general rate making and a rate basis for 
recapturing from an individual carrier a part of its excess 
income to be used for the benefit of other carriers. 

“The revised treatment of excess income in itself should 
encourage a ready cooperation between the Commission and 
the carriers in determining the amounts of such excess income 
instead of the hostility inevitable under the present law. There 
is a vast difference between regulating the use of surplus earn- 
ings for the benefit of the railroad earning the surplus, and 
for the benefit of the public served by that railroad, and requir- 
ing a railroad to pay out one-half of such surplus earnings for 
the ultimate benefit of other railroads and that part of the public 
served by such railroads. 


“In order to provide for a speedy and economical termina- 
tion of the interminable proceedings now required under the 
present law for the valuation of railroad properties, provision 
is made in the proposed amendment, first, that any carrier may 
elect to accept the application of the provisions of the new law 
to the period from 1920 to 1930—that is, its excess income may 
be determined according to the revised law and held under 
the trusteeships provided therein, instead of following the former 
provision for recapture of one-half of such excess by the govern- 
ment. In case a carrier does not elect to have the new law 
applied to the period prior to 1930, the Commission is authorized 
to make agreements with carriers concerning the amount of 
excess income to be recovered under the old law. Or if such 
agreements are found to be impossible, the Commission is 
directed to proceed to enforce compliance with the original 
law and to recover the excess income payable to the Commission 
thereunder, together with interest upon the same. 

“In the interests of administrative efficiency and in order to 
balance fairly the results of good and bad years, the proposed 
amendment also provides for the determination of excess income 
in periods of two years, instead of annually as provided in the 
present law. 

“The foregoing is merely an outline and not a complete 
statement of the provisions of the proposed amendment of sec- 
tion 15a. The bill is offered not with the idea that it provides 
a complete or final solution of the problems presented through 
the demonstrated inadequacy of present legislation. It is, how- 
ever, highly important that Congress should proceed at once to 
deal with this vital problem. Large appropriations are required 
each year to carry on the work of the Interstate Commerce 
Commission under the present law. The money expended in the 
past has produced results which may be utilized profitably in 
future regulation of interstate commerce. But to continue the 
present expensive investigations and proceedings for the hope- 
less purpose of trying to regulate transportation rates in accord- 
ance with the requirements of the present law is simply to 
provide deliberately for an unnecessary waste of public and 
private funds. There is, in my judgment, little justification for 
the passage of another appropriation for the work of the Inter- 
state Commerce Commission prior to a revision of the law 
necessary to determine what the Commission ought to do and 
what methods should be utilized in order to fix just and rea- 
sonable rates promptly, practically and effectively. Congress 
has not yet conferred upon the Commission power so to act. 
Congress has imposed upon the Commission an impossible task 
—at least as the law has been interpreted by the courts. It 
is, therefore, the immediate duty of Congress to revise the law. 
It is the purpose of the proposed bill to point the way to such 
a. revision in a manner promoting the vast public interest in 
these properties, while at the same time providing ample pro- 
tection for all private interests also involved.” 


BUSINESS AND TRANSPORTATION 


In a summary of business conditions issued March 23 by 
Julius H. Barnes, chairman of the National Business Survey 
Conference, appeared the following with respect to railroads 
and shipping: 


The railroads, on March 1, had on order 35,400 new cars, as 
against 37,820 last year and 21,700 two years ago, and locomotives 
on order were 450, against 291 last year and 171 two years ago. Steel 
rails ordered since January 1 were 198,000 tons, against 189,000 tons 
last year and 125,000 two years ago. The program contemplated total 
expenditures in 1930 for equipment and improvement of $1,050,000,000 
is obviously well under way. This means $140,000,000 more in the 
first six months of 1930 than for the first six months last year. Total 
employes January 15 in class I railroads were 1,561,000 against 1,594,- 
000 last year and 1,614,000 two years ago. The payroll total for 


February, 1930, was higher than for February last year and 4 per 
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cent larger than February two years ago. Carloadings, so far this 
year, are about 6 per cent off as compared with last year, but the 
loadings of package freight—so-called less-than-carload freight—rep- 
resenting merchandise moving into consumption, show about only 3 
per cent under last year, with the seasonal increase since the first 
of the year in the same ratio as the seasonal increase last year, 

Shipping trades report falling off in tonnage carried. 

Ship building yards this February were employing 28 per cent 
more men than in February a year ago. They were employing 10 
per cent more than in November when a survey showed the yards 
had contracts for $95,000,000 in merchant vessels and $32,000,000 in 
naval vessels. Recently new ocean mail contracts have been advertised 
and contracts for four such routes awarded, meaning in time more 
new construction. 


BILL OF LADING AMENDMENT 
The Trafic World Washington Bureay 


The House committee on interstate and foreign commerce 
has favorably reported to the House for passage H. R. 3141, to 
amend section 20, paragraph 11, of the interstate commerce act, 
with respect to notice of claims and for the filing of claims 
and related matters. ; 

The bill has the approval of the Commission and it is also 
approved generally by the shippers’ organizations of the coun- 
try, including the National Industrial Traffic League, according 
to the report which was submitted by Representative Burtness, 
of North Dakota. 

The measure is identical with H. R. 12773, introduced by 
former Representative Newton in the Seventieth Congress, first 
session. A report on that measure was submitted to the com- 
mittee by former Commissioner Esch, on behalf of the Com- 
mission. When Chairman McManamy, of the Commission, was 
chairman of the legislative committee of the Commission, he 
advised Chairman Parker, of the House committee, that the 
report of Mr. Esch still represented the views of the Commis- 
sion. In his report, Mr. Esch said: 


The fifth proviso to paragraph (11) of section 20 of the interstate 
commerce act relating to loss and damage claims makes it unlawful 
for a carrier to provide for a shorter period for giving notice of claims 
than 90 days or for the filing of claims than 4 months. Under the 
terms of the above bill.this proviso would be modified by eliminating 
the provision with respeet to notice of claims and by providing that 
the carriers shall fix no shorter period than nine months for the filing 
of claims. ; 

It is not now the practice of the carriers to require notice of 

claims which are to be subsequently filed, so that there is apparently 
no good reason why that portion of the proviso should not be 
eliminated. 
' Under the terms of the uniform bill of lading the filing of claims 
is required to be made within six months on domestic traffic and nine 
months on export traffic. The obvious purpose of the carriers in 
fixing a period within which claims must be filed is to facilitate 
prompt investigation of such claims and to permit the development 
of facts which might be difficult of ascertainment where the claim 
was not presented until long after the transaction on. which it was 
based had occurred. A period of six months for the filing of 
claims on domestic shipments was approved by the commission as 
reasonable in Bills of Lading (52 I. C. C. 671, 740). Under the terms 
of the present act, which merely fixes the minimum period which 
the carriers must allow for the filing of claims, the carriers are not 
estopped from providing for a 9-month period on domestic traffic as 
well as on export or import traffic if they desire to do so. The ship- 
pers’ position is understood to be that goods are sometimes sold on as 
long as six months’ credit and that as the consignee may not call the 
consignor’s attention to a shortage until the bill is paid, the 6-month 
limitation operates to prevent filing a claim in some instances. As 
this is.a commercial situation for which the carriers are not respon- 
sible and as the parties to the commercial transaction are apparently 
in a position to make appropriate arrangements which would enable 
the consignor to receive prompt advice with respect to such shortages, 
there is some question whether the commercial considerations are 
sufficient to warrant forbidding the carriers from providing for any 
shorter period than nine months for filing claims. However, if the 
carriers are willing to provide for the 9-month period of limitation 
the commission has no objection to offer, as such a period would be 
more liberal, so far as domestic shipments are concerned, than the 
6-month period which was approved by the commission as reasonable 
in the case above cited. ; 

The bill also provides for the elimination of the sixth proviso to 
paragraph (11) which reads as follows: 

“Provided, however, That if the loss, damage, or injury com- 
plained of was due to carelessness or negligence while the property 
was in transit or while the property was being loaded or unloaded, or 
was due to unreasonable delay in transit or in loading or unloading, 
then no notice of claim or filing of claim shall be required as a condi- 
tion precedent to recovery, but in no case under this proviso shall suit 
be ——— after three years from the time such cause of action 
accrued.” 4 

Practically every claim against a carrier for loss or damage 1S 
based on alleged negligence and therefore the above proviso operates 
to nullify in a very substantial measure the other proviisons of 
paragraph (11) purporting to establish limitations for the filing of 
claims and the institution of suits. There appears to be no good 
reason why claims based on the alleged negligence of the carrier 
should not be subject to the same periods of limitation as are claims 
of any other character. The fact that loss or damage has occurred 
is ascertainable by the shipper oy as quickly in the one instance 4s 
in the other. We are of opinion that this proviso, because of its 
ambiguity, and inconsistency when read in connection with the other 
—- of paragraph (11), should be eliminated as proposed in 
the a 
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Grooming the Iron Horse 


Work of Mechanical Division of American Railway Association and That of Its Predecessors, the 
Master Car Builders’ Association and Master Mechanics’ Association, Play Important Part 
in Efficient Operation of Railroads—Standarization of Cars and Independent Research 
of Laboratory Maintained at Purdue University Contributed Largely to Elimina- 
tion of Car Shortages and Intelligent Use of Money Received from Shippers 


By HoMER H. SHANNON 


UCH has been heard in recent 
M years about improved rela- 

tions between the railroads 
and the shipping public, with par- 
ticular emphasis on benefits that 
have resulted from such co-operative 
enterprises as the shippers’ advisory 
boards. But efficient transportation 
on a national scale depends no less 
on a high degree of co-operation and 
unity of effort among the railroads 
themselves. The extent to which 





generally agree that the extent of 
that charge is not nearly of such 
great consequence as would be the 
inability to get the service it repre- 
sents. Transportation charges may 
be an evil, but not the greatest of 
evils. 

All of which leads to a consid- 
eration of some of the activities and 
accomplishments of the mechanical 
division of the American Railway 
Association, the members of which 


that exists is well illustrated by the 
activities of the American Railway 
Association, concentrating and di- 
recting the energy of the far-flung 


Exterior of building constructed by Amer- 

ican Railway Association at Purdue Uni- 

versity to house draft gear testing ma- 
chinery. 


are responsible for direct annual 
expenditures of something like a 
billion and a quarter dollars of the 


systems of the country into a har- 

monious and relentless assault on problems of handling 
explosives, signal devices, engineering problems, claim 
problems, car service problems, and mechanical problems 
—all of which vitally affect the economy of operation of 
the individual lines. 

The vast transportation organism made up of the 
individual steam railroads, perhaps 
more than any other industry, has 
learned to solve common problems 
in a collective fashion. By the 
nature of the railroad services, in- 
volving nation-wide interchange of 
traffic and equipment, and because 
of close federal regulation, and for 
other reasons, railroad problems are 
common to all lines—except as to 
whether particular shipments are 
carried over one line rather than 
another and the rate or charge ap- 
plied to that particular shipment. 

Competition exists, of course, 
and particularly where the railroads 
have contact with shippers. It may 
be for that reason that co-operation 
between carriers and shippers has 
been more a matter for public dis- 
cussion than co-operation between 
carrier and carrier. Also, the fact 
that there is nothing new in present 
methods employed by the railroads 
to solve common problems, unless it 
be a matter of degree, and that a 
certain attitude was characteristic 
of the past, has served to make the one a matter for dis- 
cussion to the neglect of the other. 

When a shipper pays transportation charges, that 
takes something out of his pocket and so is something 
to talk about and, he may feel, it would be good if the 
amount could be reduced. But, within limits, he will 





American Railway Association draft gear 
testing machine in laboratory at Purdue 
University. 


shippers’ money, in addition to their 
responsibility for economical expen- 
diture of other large sums, such as the railroad bill for 
fuel. 

The notable operating economies of the railroads in 
recent years are not all to be credited to the efficiency 
with which cars and equipment have been used, or other 
like managerial functions, but to a considerable extent 
to improvement of a mechanical 
nature and technique having to do 
both with standardization and with 
more highly perfected mechanisms. 

Just what that record of eco- 
nomical operation is in some degree 
is familiar, but it can be briefly sum- 
marized in some of its aspects by 
the statement that revenue ton-miles 
of traffic in 1928 showed an increase 
of 73 per cent over 1911 and the 
number of freight cars employed in 
1928 an increase over the 1911 fig- 
ure of only 9 per cent. Locomotives 
in operation on Class I railroads in 
1928 represented an increase of only 
2 per cent over the number in use 
in 1911, but total tractive power 
had increased 59 per cent. Between 
1920 and 1928 there was a decrease 
of 27 per cent in the amount of 
fuel required to move a thousand 
tons of freight and cars one mile. 
In 1920 it required 197 pounds of 
coal to accomplish that. Only 143 
pounds were needed in 1928. It has 
been estimated that increased effi- 
ciency in the use of fuel alone has saved the railroads 
nearly half a billion dollars since 1920. The annual sav- 
ing at present, based on performance in 1928, amounts 
to about 75%4 million dollars. 

Perhaps such economies are more to be expected than 
marveled at. The point here is that all such savings, to 
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a substantial degree, have been possible only because of work 
done by the mechanical officers, individually and collectively. 
Elimination of car shortages has been possible not only because 
cars in use are efficiently handled, but because cars are kept 
in use. And an important factor influencing that has been 
standardization of car parts so that repairs can be made on the 
Ford principle rather than that applying to Swiss watches. 


Car Standardization Begun 
in 1866 


“In the early days of 
the American railroads, 
cars were confined to the 
roads for which they were 
built and to which they be- 
longed,” explained V. R. 
Hawthorne, secretary of the 
mechanical division, A. R. 
A., in talking about the his- 
tory and work of the organ- 
ization. “Each railroad was 
a law unto itself, but the 
inconvenience of trans-ship- 
ping freight, when carried 
long distances, soon made it 
necessary to run cars over 
more than one road and, 
as the demand for carrying 
freight further without 
breaking bulk _ increased, 
some change was necessary 
in order to do that without 
unloading, and as rapidly 
as possible.” 

“Difficulties of repair, 
when cars were off the 
home road, were almost in- 
surmountable, when each 
line had its own peculiar notions about construction, he said. 
Long delays because of obsence of the right kind of material 
for repairing broken parts were the rule, when a car was out of 
its own territory. The first general action taken to remedy the 
situation came in the form of a resolution adopted at a meeting 
of master car builders in 1866. That was a year before the 
formation of the Master Car Builders’ Association, one of the 
two organizations that were consolidated into the mechanical 
division of the American Railway Association, in 1919, at the 
time of the reor- 
ganization of the 
latter. The other 
was the Master 
Mechanics’ Asso- 
ciation — the two 
bringing together 
the motive power 
and car depart- 
ment officials of 
the railroads into 
a single organiza- 
tion. The Master 
Car Builders’ Asso- 
ciation, at the time 
it became a part 
of the present me- 
chanical division 
of the A. R. A,, 
was the oldest of 
all railroads tech- 
nical organizations. 


a 6, Be wm 


Since it was 
formed, there has 
been a_ gradual 


paring away of the 
striking individual- 
ities exhibited by 
cars of the large 
number of small 
lines that were in 
existence at that 
time and have 
sinee come _ into 
existence. At 
present, the various parts of cars are so well standardized that 
the same wheels, axles, couplers, journal bearings, brake shoes, 
brake heads, and the multitude of other parts that, together, 
make the standard car, are common to all freight cars. Delay 
in getting damaged cars back into service due to waiting on 
arrival of proper materials and parts has been reduced to a 
negligible quantity. The injured freight car finds no more 


The Traffic World 


pe ees be 4 ~ 
more: 





Interior view of the airbrake testing machinery laboratory at Purdue 
University—Air brake equipment for 100 cars can be tested at one time 
with equipment provided. 





Laboratories are maintained on the lines of the railroads as well as at universities and 
other points—Instruments in dynamometer car on Santa Fe for road tests of air brake 
equipment. 
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difficulty in obtaining first aid treatment than does the ubiqui- 
tious Ford. 

As a concrete indication of what has been accomplished 
along this line, in 1882 there were 56 different kinds or types of 
axles in use, 58 different journal boxes, 26 couplers, 20 brake 
shoes, and 27 different brake heads. Today there is only one 
type of each of those parts in use on all the roads of the 
country; it is still neces. 
sary, however, to make the 
axles and journal boxes in 
six different sizes and the 
couplers in two sizes. But 
the enormous simplification 
in repairs brough about by 
that standardization is well 
illustrated by the list. 

Some of the important 
accomplishments marking 
the progress toward uni- 
versal uniformity in rail- 
road equipment include 
adoption, in 1877, of the 
automatic car coupler and, 
in 1888, of the automatic air 
brake. 


Wooden Box Car Doomed 


As a natural evolution, 
out of the standardization 
of parts has come standard- 
ization of the complete car, 
which, it is predicted, will 
find its culmination in the 
near future in the complete 
disappearance of the old, 
familiar, wooden box car. 
Along with the standardiza- 
tion of parts and other ac- 
tivities of the division has grown up a system of rules of inter- 
change that prohibit passage, from the line of one road to an- 
other, of a car not conforming to those rules. January 1, 1931, 
has been set as a limit date on the interchange of wooden 
underframe box cars. The American Railway Association has 
had committees on standard cars for about twelve years. The 
work of these committees was utilized in designing the 100,000 
cars built by the railroad administration, at the time the roads 
were under federal control. Contnuing that work, the asso- 
ciation has adopted 
a standard box car 
of single sheathed, 
steel frame design, 
many thousands of 
which have al- 
ready been built 
and placed in 
service. Practically 
all cars being con- 
structed on or or- 
der at present are 
of this type, 
though more _ re- 
cently an all steel 
ear of slightly dif- 
ferent design has 
been introduced, of 
which there are 
about 40,000 in use. 
Designs have also 
been adopted cov- 
ering 50 and 70 
ton hopper cars of 
all steel construc- 
tion and standard 
steel-frame stock 
cars. 

Each of these 
designs and others 
in preparation util- 
ize to the utmost 
the same parts and 
details of construc- 
tion. Normal re- 
tirement and purchases of new equipment will, in the course of 
a few years, bring about complete standardization of car equiP 
ment, according to current expectations. “It is this high degreé 
of standardization reached by the railroads in equipment that, 
in large measure, is making possible the present splendid per 
formance and the expeditious handling of freight for the Amer- 
ican public,” said an official of the association. Whatever 
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virtue there may be in individuality among people, industry has 
learned that it has little value as applied to equipment and 
methods of manufacture, whether the ultimate product be a 
unit of transportation or a pearl button. 

Besides the standardization work of the mechanical division 
and its predecessors, another major division of its activities 
has had to do with the perfection of more efficient equipment. 
Since 1896, one of the important agencies for that has been 
the laboratory of Purdue University, at La Fayette, Ind. Through 
the pioneering work of Professor W. F. M. Goss, a working 
relationship between the railroads and the university has been 
puilt up that provides an independent agency for investigation 
of important mechanical problems and the carrying on of re- 
search. Early results of that were the development, in 1898, 
of the present draught arrangement for engines, whereby ex- 
haust steam is employed, and the development of brake shoe 
specifications which were completed there in 1913. In recent 
years elaborate and comprehensive tests have been conducted 
on power brake equipment and draft gears at the university, in 
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addition to a wide variety of other tests and projects that have 
contributed materially to the vast labor involved in the per- 
fection of the machinery of transportation. Hundreds of 
thousands of dollars have been spent by the railroads at the 
university in the power brake and draft gear tests alone. 


Draft Gear Tests 


The subject of draft gears has been active with the rail- 
roads for fifteen years, said Mr. Hawthorne, but it was not 
until the tests at Purdue were begun that the product of the 
large number of manufacturers was on a comparable basis. 
Before that, it was possible to insist on certain specifications as 
to materials that went into them, the manufacturers themselves 
submitted the gears to tests which they reported to railroad 
purchases, and, of course, the railroads had service data to 
guide them; but that still left them without some of the informa- 
tion they desired. Few mechanical appliances are called on 
to perform the strenuous labor of the draft gear, which absorbs 
the shocks transmitted between cars. The draft gear’s function 








Moscow Bill and His Family 


Moscow Bill, of Buncombe County! That might be the 
title of a movie thriller. However, it is not. It is a combina- 
tion of words telling the familiar political appellation of Com- 
missioner William E. Lee, the place where he holds his legal 
residence, and the county of his origin. It might be the title 
of a story of the success of a lanky Nordic who came 
out of the mountains of North Carolina to the mountains of 
Idaho, thence to the national capital to get a job while he 
studied law, thence back to Idaho to practice that law, with 
eminent success, and thence into a commissionership, a place 
of honor and much work, for which, it is suspected, many a 
practitioner of traffic law would give his eye teeth. 

Son of Reuben Lee, sheriff of Buncombe County, N. C., the 
new commissioner “went west,” in the old and not the new 
sense, when he was about sixteen years old. He went to 
Moscow, Ida.—hence one reason for the folks calling him Mos- 
cow Bill. They did not do that because he lacked dignity. 
Nor did they call him that because he had any sympathy with 
the perverted political ideas in the ascendant in the old capital 
of Muscovy. The nick-name was born of necessity. When 
Idahoans take a liking to a family name, such as Lee, for 
instance, they seem to like it a lot. They elected the man from 
Buncombe County, N. C., to the bench of the Supreme Court. 
Then they elected another William Lee to the same bench. 
Long before the election it was necessary to keep the Lees 
defined so there would be no confusion. The other William Lee 
was from Blackfoot. Therefore, the man from Moscow became 
“Moscow Bill’ and the other “Blackfoot Bill.” The latter was 
also a son of North Carolina. Another Lee also cut across the 
pages of Idaho’s judicial history but, in the language of North 
Carolina Lees, he was a Yankee, from Ohio or some other 
northern state—a good man, of course, but, nevertheless, a 


Yankee, even a Yankee with the adjectival attachment that 
was so freely given south of the Mason and Dixon line, in good, 
hard earnest, not so many years ago. 

Three months ago, Commissioner Lee knew no more about 
the phase of the law with which he is now dealing than the 
average American knows about Labrador. 


The aforesaid aver- 





age American knows there is such a land, a land of flat stones 
on its coast line, and a place to which the Norse discoverers 
of North America probably came in their voyages beyond 
Iceland and Greenland. Of course, he knew there was such a 
phase of the law. He probably had to read considerable about 
it before he completed his education in the law, in 1908, at the 
National University Law School, in Washington, D. C., even as 
the men a few years older than he had to wade through Black- 
stone’s Commentaries and be prepared to answer questions 
about feudal land titles, the like of which they would never 
encounter in their practice of the law. 

But the new man on the bench has a_ background 
like this: His father was in politics in North Carolina. He had 
been graduated from the University of Idaho in 1903 and the 
National University Law School. While he was a law student 
he performed clerical work for members of Congress, one of 
whom was Senator Bacon, of Georgia, a fine gentleman and a 
fine lawyer, who was so anxious to be precise in his statements 
that he became tautological at times. Going back to Idaho in 
1909, he practiced the law that he had learned until 1923, when 
he took his seat as Chief Justice of Idaho. In the fourteen years 
of his practice before he became chief justice, he was rolled 
in the dust by other lawyers and did his share of rolling his 
colleagues, in courts not so pressed for time that the prac- 
titioners did not have opportunity to show their mettle. 

A family of five children, it might be suggested, testifies to 
the belief of the new commissioner that it is the duty of the 
early American strains to keep alive those strains. While it 
is not, perhaps, up to the Rooseveltian idea as to the number 
of children a family should have, it is larger than many other 
public officers have undertaken to rear. It might be suggested 
that a young lawyer with a family of three or four would have 
to be keen, not only in getting business but in winning a large 
enough percentage of cases to assure himself of an income com- 
mensurate with the necessities of his family. When elected to 
the bench in 1922—he took his seat in 1923—he had been keen 
enough to persuade a majority of his fellow citizens 
to vote for him. Seven years on the highest bench undoubt- 

edly, it has been suggested, gave him the type of mind 
needed, frequently, on the bench of the Commission when the 
call is for the mind of a judge to dispose of the matters 
at issue. 

Having never served as a trial or intermediate appellate 
court judge, Commissioner Lee, it might be suggested, is 
not likely to be of the type of mind that will go out of its 
way to sustain the lower court—examiners, in the case of the 
commissioners—if the thing can possibly be done by tor- 
tuous application of precedents when a decision on new 
ground is plainly indicated. 

Many practitioners before the Commission are inclined 
to the thought that there should be more lawyers on the 
bench of the Commission. Naturally, they are inclined to 
believe that a lawyer who has had both general practice and 
practice before the Commission would be an ideal member. 
But, if the President is not disposed to appoint such members 
of the bar, then their thought is that a man who has had 
general practice and has also been on the judicial bench is 
next best. In that way of looking at the work to be done 
by a commissioner, probably a big majority of the lawyer- 
practitioners believe President Hoover is to be commended 
for increasing the number of men on the Commission bench 
who have been practicing before the courts or sitting on the 
benches thereof. 





PAGE 846 


is not only to protect the cars and the lading from excessive 
shocks, but is also essential to starting a train. Elasticity 
along the coupling line enables the engine to get away with 
part of the load while the remainder is at rest. Were it not 
for that, no engine built could start a hundred-car train on 
level track. 

The object of the Purdue tests, as stated in the report of the 
committee in charge, was “to develop, on a uniform and com- 
parable basis, information as to the laboratory performance of 
draft gears on the market, from which specifications could be 
prepared, and, if approved, followed by the railroads. when 
purchasing draft gears for freight service.” 

To that end, the American Railway Association had built a 
special “drop-testing” machine at a cost of $40,000 capable of 
delivering blows to the gears tested approaching what they 
would receive in actual service. The association also con- 
structed its own building to house the machine. The machine 
is provided with two tups, or falling weights, one of which 
weights 27,000 pounds and the other 9,000 pounds. Manufac- 
turers had previously tested their equipment with machines 
equipped to deliver blows to the gears from a 9,000 pound weight 
but, before construction of the Purdue machine, there was no 
means of approximating the enormous force, estimated at be- 
tween 350,000 and 450,000 pounds, to which gears in operation 
on trains are subjected. 

The base of the machine on which the gears rest when 
tested is a solid piece of steel weighing 50,000 pounds, 27 inches 
thick, and measuring approximately 6 feet by 8 feet in its other 
dimensions. That, in turn, rests on a concrete foundation 18 
feet deep, the bottom of which is 12 by 16 feet. The weight of 
the concrete foundation is about 500,000 pounds—at least a 
moderately firm foundation—so that the poor little draft gear 
has practically no chance to shrink away when it sees the 27,000 
pounds of steel coming at it from above. Various instruments 
are provided for measuring the performance of the gears; the 
height of the fall of the tup is checked on a steel scale gradu- 
ated to hundredths of an inch and other devices essential to 
a thorough “going over” of the gears are provided. 

The actual testing was under the supervision of Dean A. 
A. Potter, of the school of engineering, W. E. Gray, engineer of 
draft gear tests, and C. W. Messersmith, assistant engineer. A 
report, some three hundred pages long, not including elaborate 
graphs and charts that accompanied it, was presented at the 
annual meeting of the mechanical division last year. The 
specifications are to be presented to the membership of the 
association for acceptance by a mail vote. There will later be 
road tests and probably, under the rules of interchange, it will 
become mandatory that gears complying with the specifications 
be used on all cars interchanged between the railroads. 


Work Vital to Progress 


“The mechanical division has been second to no division 
in the American Railway Association in its effort to carry out 
what was the determned policy of the railroads—to give the 
public of the United States the very best railroad service which 
it was possible to give,” said R. H. Aishton, president of the 
association, at the last annual meeting of the division. How 
vital that work is, at present, was recently emphasized by 
him in a magazine article in which he discussed new problems 
of competition that confront the railroads in the form of motor 
trucks and busses, the airplane, and the waterways. As the 
“backbone” of transportation, carrying more than 80 per cent 
of all the internal traffic of the country, of whatever description, 
the railroads increasingly feel the necessity to modernize equip- 
ment and methods. 

It is a commonplace to say that any particular level of 
freight rates is adequate only in terms of the cost of the trans- 
portation service, from the railroad point of view. If the rail- 
roads, as we know them, do not serve, something will appear 
that will. The intelligence and effort directed by the mechan- 
ical division, supplemented by work of the equipment manufac- 
turers and individual railroad laboratories, will go a long way 
toward determining the degree to which the steam railroads 
remain the “backbone” of the transportation used by shippers of 
the future. 


WATER CARRIER APPLICATIONS 


The Commission has made an addition to its Rules of Prac- 
tice by adding provisions to Rule XVIII-A to govern those desir- 
ing to make application for a certificate of convenience and 
necessity for operation as a common carrier upon the Warrior 
or Mississippi River or their tributaries and for joint rates and 
through rates with rail carriers under section 3 of the Inland 
Waterways Corporation act, as amended. It has also prescribed 
the procedure to be followed in the submission of such an appli- 
cation, the forms of questionnaire and the return of question- 
naire. The application, the addition to the rule mentioned, shall 
show the following information: 
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(a) Exact corporate name of the applicant, if a corporation. 

(b) Date of incorporation, and government, state or territory 
under the laws of which the applicant was organized. If incorporateq 
under the laws of, or authorized to operate in, several states, give the 
facts in regard thereto. 

(c) Amount of paid-up and authorized capital stock and list of 
principal stockholders, if a corporation. 

(d) Names of partners, if applicant is a partnership. 

(e) Names of waterways on which applicant will operate and the 
names of applicant’s terminal ports and ports of call, and names of 
joint carriers serving such terminal ports of call with which joint 
rates and through routes are desired, and the names of the water 
carriers with which —— will compete. 

(t) Each state through, within, or along which applicant wil] 
operate. 

(g) The reasons, briefly stated, why the present or future public 
convenience and necessity require or will require the proposed 
operation. 

(h) Name, title, and post-office address of counsel or official to 
whom correspondence in regard to application is to be addressed. 

(i) Whether the applicant desires a hearing upon the application, 


UPPER MISSISSIP|IPI CHANNEL 


Senator Schall and Representative Nolan, of Minnesota, 
have introduced identical bills (S. 3981), and (H. R. 10965), 
adopting and authorizing a project for the Mississippi River 
between the Illinois River and Minneapolis calling for a depth of 
9 feet at low water with widths suitable for long-haul common- 
carrier service. 


CALUMET RIVER SURVEY 


Representative Morton D. Hull, of Illinois, has introduced 
in the House H. R. 11055, a bill authorizing and directing the 
Secretary of War “to cause a preliminary examination and 
survey to be made of Calumet River, Little Calumet River, Lake 
Calumet, and the Sag Channel, Illinois, with a view to providing 
a connection with, and terminal and transfer harbors for, the 
lakes-to-the-gulf waterway; and the said Secretary of War is 
hereby directed to submit to Congress by December 15, 1930, 
plans and estimates of cost for harbors and channels of dimen- 
sions such as will meet the demands of commerce.” 


PREPARING SHIPMENTS TO CANADA 


A pamphlet on “Preparing Shipments to Canada,” desig. 
nated as Trade Promotion Series No. 91, has been issued by 
the division of foreign tariffs of the Department of Commerce. 
It presents information concerning the general requirements of 
the Canadian government that all exporters will need to follow 
in the preparation of their shipments and shipping documents, 
and suggestions as to how to obtain information on special 
problems. Copies may be obtained for 10 cents each from the 
Superintendent of Documents, Government Printing Office, 
Washington, D. C., or from any of the district offices of the 
Bureau of Foreign and Domestic Commerce. 


FOREIGN RAIL LINES AND TARIFFS 


Senator Couzens, of Michigan, chairman of the Senate inter- 
state commerce committee, has introducéd S. 4010, a bill to 
amend section 6 of the interstate commerce act by adding after 
subsection 4 thereof a new subsection to read as follows: 

(4a) The Commission shall reject and refuse to file any tariff or 
evidence of concurrence in or acceptance of any joint tariff to which 
any foreign carrier not subject to the provisions of this act is a party, 
unless such foreign carrier expressly agrees in each such tariff or 
evidence of concurrence or acceptance that the rates, fares, charges, 
and divisions covered thereby shall be made applicable to any carrier 
subject to the provisions of this act making application to the Com- 
mission therefor, without discrimination, and any tariff, concurrence, 
or acceptance so rejected by the Commission shall be void and _ its 
use shall be unlawful. 

Michigan interests are understood to have recommended to 


Senator Couzens that such a measure be introduced. 


CANAL TOLL LEGISLATION 


The House has passed and sent to the Senate H. R. 10583, 
the bill providing for a single system of measurement of vessels 
transiting the Panama Canal as a basis for determining the tolls 


due for transits. (See Traffic World, March 22, p. 785.) 


PANAMA CANAL TRAFFIC 


A new high record for the amount of tolls collected in one 
direction in one day was established at the Panama Canal 
February 25, when $92,056.48 was levied on 16 ships transiting 
from the Pacific to the Atlantic, according to the Panama Canal 
Record. The aggregate net tonnage, Panama Canal measure- 
ment, of these vessels was 100,567, and the cargo carried by 
them amounted to 120,766 long tons. The previous record for 
the amount of tolls collected on traffic in one direction was 
established on January 28, 1930, when $86,665 was collected from 
14 ships transiting from the Pacific to the Atlantic. 

The record for one day’s traffic, both directions combined, 
is a total of 33 vessels transiting on October 1, 1927, and aggre 
gate net tonnage, Panama Canal net, of 152,610, on November 15, 
1927; tolls amounting to $137,053.98, collected on April 10, 1928; 
aa” aggregating 163,602 tons, carried through on January 
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Ocean Shipping News 





OCEAN FREIGHT DEVELOPMENTS 
The Trafic World New York Bureau 


The current situation in full cargo markets is evidence of 
the depression prevailing in these trades for several months. 
Several vessels are returning from American ports to Europe in 
ballast each week rather than accept cargoes at existing rates. 
Many others are being tied up, awaiting an improvement in 
conditions. During the week the first charters for the opening 
of navigation on the St. Lawrence have been completed on the 
basis of nine cents a 100 pounds from Montreal to the Continent. 
This represents a new low record for opening quotations. Addi- 
tional vessels are being offered at the same rates. 

At the same time, business on regular liners has shown 
some improvement and a more cheerful tone prevails. There 
is a feeling among a number of brokers that supply and demand 
will soon reach a balance and that the trend of the near future 
should be upward in rates rather than otherwise. 

A slight increase in activity has been noted in the coal 
trade. A cargo has been placed for the first half of April at 
$3.50 a ton to Rio and another at $1.95 a ton to West Italy. Addi- 
tional business is offered at the same rates. Apparently ship- 
owners in some instances are willing to send their vessels to 
South America in the hope that conditions will improve suffi- 
ciently for them to get homeward cargoes to Europe. 

Several fixtures are reported in the sugar trade from Cuba 
and Santo Domingo to the United Kingdom and Continent, but 
at abnormally low rates, ranging from 12s 9d to 14s 3d. 

Little change is reported in the lumber and time charter 
markets. ; 

Reports from Buffalo state that only twenty of the original 
winter grain storage fleet of 91 vessels at that port are still to 
be unloaded. It is expected these will be discharged inside of 
the next three weeks. The navigation season is expected to 
open about the latter part of April. 


The new service of the Roosevelt Steamship Company be- 
tween Baltimore and Newport News and Hamburg is to be 
started with five 7,000-ton cargo vessels to be purchased from 
the Shipping Board and reconditioned for the service. They 
are to be equipped as combination passenger and cargo Car- 
riers. Two new 12,000-ton vessels, with a speed of 18 knots, 
are to be added to the service within five years. It is indicated 
that the company may submit bids for five of the Shipping 
Board’s converted motor ships now operated in the American 
Pioneer Line service. 

Rates for blocking, staking or otherwise securing domestic 
water-borne lumber on or in cars in the port of Philadelphia 
will be advanced by railroads April 1. When material is fur- 
nished by the shipper and labor supplied by the railroad, the 
charge for blocking, staking or securing lumber and timber, 
logs, poles and piling, granite, marble and stone will be ad- 
vanced from $1 to $1.75 per single car and to $3.50 for double 
cars. For the same commodities, with the exception of granite, 
marble and stone, when material and labor are furnished by 
the railroad the charge has been increased from $4 per car 
to $8 per single car and to $16 for double cars. When material 
is furnished by the railroads and labor furnished by the shipper 
the rate for single cars of lumber and timber and logs is in- 
creased from $3 to $5.50. For poles and piling the rate will 
be $6.50 per single car. For lumber and timber in double cars 
the charge will be $11 and $13 for logs and poles and piling. 

Navigazione Libera Triestina announces that the steamship 
California, formerly the Albania, which has just arrived at 
Genoa from London, is to be drydocked there and refitted to 
carry about 200 passengers in comfortable cabins, mostly with 
bath or shower. On the promenade deck there will be a few 
suites de luxe. The California will be assigned to the Europe- 
Pacific trade; the first voyage from Genoa westward is scheduled 
for the first part of next June and the crossing from Genoa 
to Los Angeles will take twenty-five days. 

The United Fruit Company is reported considering bids 
Teceived from three Atlantic coast shipyards for the construc- 
tion of three, five, or eight steamers for its United States to 
South and Central America service. The company has obtained 
three mail contracts, one covering the San Francisco-Puerto 
Armuellas service, another covering the New Orleans-Puerto 
Colombia run and the third the New York-Port Limon service. 
For the first year, starting next July, the payments will amount 
to $895,154. This will be increased as new tonnage is placed in 


operation. Three new vessels are to be built for operation in 
the first two services within three years and two are to be 
built for the New York-Port Limon service within five years. 


German Lines Join Interests 

A joint statement issued from the local office of the Ham- 
burg-American, and North German Lloyd announced the re- 
ceipt of cabled advices from the home office of the two lines con- 
firming the report that a cooperative agreement between the 
companies had been approved by the directors of both lines. 

Under this agreement, which is to cover a period of fifty 
years, the statement said, the North German Lloyd and the 
Hamburg-American Line have resolved to support and further 
each other’s interests by placing their entire interest operations 
on a uniform and cooperative basis. 

Both companies remain independent with their respective 
domiciles in Bremen and Hamburg. They will preserve their 
individuality by retaining separate boards of supervisors, the 
majority of whom must reside at Bremen and Hamburg, re- 
spectively, as heretofore. For the discussion of matters of 
mutual interests members of each board will meet as a joint 
council. A complete union of interests will be reached. 

The board of managing directors will comprise the same 
members as at present. 

Distribution of the annual revenue of their combined busi- 
ness operations will be so arranged that both companies will 
make their annual balance sheets on uniform principles and tue 
resulting profits will be distributed in such a manner that equal 
amounts will be allocated to each company for depreciation, 
creation of reserves and eventually for dividends which, in 
future, will be the same for each company. 

Fleets will be operated so that all the services of both com- 
panies will be conducted uniformly, and the vessels will be 
— in the services for which they are economically best 
suited. 

The business will be carried out by the working and 
soliciting organizations of both companies which will be at the 
disposal of both in a reciprocal way. 

The booking of passengers and freight will be effected by 
the home and foreign offices of both companies for the ships 
of each company. 

Each company will act for the other in the dispatch of their 
vessels from its home port. They will place at each other’s 
disposal their pier and dock accommodations at home and 
abroad. 

The operating management of the ships remains in the 
hands of the company whose property they are. 

“The basis of this agreement,” the statement said in con- 
clusion, “is absolute and lasting parity. The parties consider 
their ships and other assets and liabilities to be of equal value 
so that an exchange of ships or other properties does not come 
into question. 

“It is believed that this agreement will be of great benefit 
not only to the companies party to it but to their respective 
home ports, Germany and the countries which they serve.” 


American Ship Line Merger 


It is reported that either the International Mercantile 
Marine Company or its subsidiary, the Panama Pacific Line, 
may figure in the proposed consolidation of the American- 
Hawaiian and Dollar Lines, which is expected to be completed 
shortly. At present the Dollar Line, through its subsidiary, the 
Pacific Steamship Company, handles much of the Panama Pacific 
Line’s business on the Pacific Coast. 

The joining of the American-Hawaiian and Dollar interests 
will bring together two of the most powerful groups on the 
Pacific Coast, and shipping men would not be surprised to see 
P. A. S. Franklin, president of the I. M. M., play a prominent 
part in the new organization. 

At present the American-Hawaiian, pioneer operator in the 
intercoastal trade, is competing with the Panama Pacific Line 
passenger-cargo service on a cargo basis, but it has been 
reported that American-Hawaiian has been studying the inter- 
coastal passenger situation for some time past with a view of 
building three fast passenger combinatoni passenger-cargo ships 
which would be the fastest in the trade. 

It was pointed out that, if Mr. Franklin becomes interested 
in the proposed consolidation of the American-Hawaiian and 
Dollar Lines, it would greatly strengthen the combination by 
eliminating competition between the American-Hawaiian and 
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Panama Pacific. It would also enable all three companies to 
effect big savings in overhead by bringing the separate offices 
of the three lines throughout the United States under one man- 
agement. 

Another factor that may bring all three interests together 
is the establishment of an American Flag service between the 
Pacific Coast ports of the United States and Europe. Mr. 
Franklin has already announced that he is interested in such a 
service, and if successful in obtaining a mail contract he stands 
ready to build at least three new liners of the Panama Pacific’s 
type and place them in the new run, together with the Min- 
nekahda, now operating in the New York-London trade. 

The Dollar and American-Hawaiian interests are also 
expected to seek this contract, as are several other groups, 
including the Dawson interests of Seattle. While Postmaster 
General Walter F. Brown has not yet announced that he will 
certify this route for a mail contract, it is believed that he will 
do so shortly, as the whole Pacific Coast is reported to be in 
favor of the program. 

Commissioner Jefferson Myers, of the Shipping Board, who, 
together with Commissioner Sandberg, has been urging the 
establishment of such a service, reiterated his views in New 
York before leaving for Boston on the United States liner 
Leviathan. 

“At the present time there are fourteen foreign lines oper- 
ating in the Pacific Coast-European trade, and we feel that it is 
about time that an American service is established,” he declared. 
“The Pacific Coast ships millions of dollars’ worth of products 
in these foreign ships yearly, and this valuable business should 
be protected by an American line.” 

It was pointed out that a combination of the Dollar, Amer- 
ican-Hawaiian and I. M. M. groups would place the trio in a 
strong position, especially if they were successful in obtaining 
the Pacific Coast-Europe service. The Dollar Line operates in 
the round-the-world, trans-Pacific and intercoastal trades, while 
the American-Hawaiian operated in the intercoastal trade. 
Recently they, together with the Matson Line, jointly acquired 
the Oceanic & Oriental Line from the Shipping Board, American- 
Hawaiian operating the Oriental service of the O. & O., and 
Matson the Australian service. 

It is reported that American-Hawaiian may break away from 
Matson, in which event its Oriental service would be turned over 
to Dollar in the proposed consolidation plan, thus giving Dollar 
the trans-Pacific end of the operation and leaving the inter- 
coastal field, in which Dollar now operates westbound, to the 
American-Hawaiian. 


OCEAN MAIL CONTRACTS 


American shipping lines that are making money and that 
operate some foreign-flag ships should not be barred from enjoy- 
ing the benefits of the aid provisions of the Jones-White mer- 
chant marine act of 1928 in the opinion of Postmaster-General 
Brown. 

In announcing the award of five additional ocean mail con- 
tracts, three of which went to the United Fruit Company, the 
Post Office Department issued the following statement: 


Relative to the contention by some members of Congress that 

the United Fruit Company should not be given mail contracts because 
it is making money for its stockholders, the postmaster general stated 
that he did not agree to a construction of the Jones-White act that 
limited the award of ocean mail contracts to indigent shipping com- 
paines; further that the United Fruit Company was practically a 
100 per cent American-owned company, although it operated a small 
tonnage under foreign registry; that the question involved was whether 
the United Fruit Company should replace its fleet with vessels con- 
structed of American fabricated materials in American shipyards 
built according to specifications of the navy department so that such 
vessels might be used by the government in the event of a national 
emergency, or whether that company should replace its fleet with 
vessels built in foreign shipyards at a cost substantially 40 per cent 
a than the cost of similar vessels constructed in American ship- 
yards. 
. The postmaster general stated that in his judgment the benefits 
of the Jones-White act were designed to equalize the cost of build- 
ing and operating ships under the American flag with the cost of 
building and operating foreign-flag vessels, and that the primary 
purpose of the Jones-White act was to provide for American com- 
merce an adequate merchant marine which might supplement the 
navy in event of national emergency; that this purpose could be ac- 
complished only by building in American shipyards vessels conform- 
ing to the specifications of the navy department. In consideration 
for the award of these three océan mail contracts, the United Fruit 
Company will be required to build in American shipyards 50,000 tons 
of new construction, fully refrigerated and in other respects conform- 
ing to government specifications. 

The awards announced, together with those announced two weeks 
ago, call for a total of 247,000 tons of new ship construction, costing 
approximately $141,500,000. The action of the postmaster general is 
an important step in carrying out the program which President 
Hoover had laid down to take up the slack of unemployment. It 
will provide continuous employment for the shipbuilding industry 
for a number of years to come. In a few years American-flag vessels 
will be found in all ports of the world and on all the ‘“‘Seven Seas.’”’ 

The Export Steamship Company of New York, which already 
has been awarded ocean mail contracts, advised the postmaster general 
that a twin launching of the first two of a fleet of eight new vessels 
to be constructed by the company will take place on June 6, next, 
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at the yards of the New York Shipbuilding Company, Camden, N. j.. 
also that there has been delivered at the shipyards 35 per cent of 
the fabricated steel for vessels 3 and 4 of the new fleet, the keels 
for which will be laid on June 7, next. These vessels will be 458 feet 
long and 9,800 tons displacement. 


The five awards follow: 


Route No. 38, Tacoma to Valparaiso, to the Grace Steamship 
Company, New York; service to consist of 17 round trips per annum 
with 10-knot ships, one new 18-knot vessel to be provided within 
three years. 

Route No. 39, San Francisco to Puerto Armuellas, Costa Rica 
to the United Fruit Company, Boston; weekly service with 1114-knot 
vessels; 3 new 16-knot ships to be provided within three years. 

_ Route No. 40, New York to Port Limon, Costa Rica, to the United 
Fruit Company, Boston. A weekly service to be provided with 13-knot 
vessel; three new 16-knot ships to be provided within three years, 

Route No. 41, New Orleans to Puerto Colombia, Republic of Co- 
lombia, United Iruit Company, Boston; weekly service with 1114-knot 
vessels; two new 16-knot ships to be provided within five years, 

Route No. 46, Baltimore to Hamburg, via Hampton Roads, to 
the Roosevelt Steamship Line, New York; weekly service with 16-knot 
ships, two additional 18-knot ships to be provided within five years 
at the option of the postmaster general. The 16-knot ships in this 
service to be provided by the complete reconstruction of five vessels 
of Class 4 of 7,000 tons. 


DUTY TO CARGO FILM 


Shippers have commented so favorably on the American- 
Hawaiian’s motion picture, “Duty to Cargo,” and so much gen- 
eral interest has attached to its showings that the government, 
through the Department of Commerce, has borrowed the eastern 
copy of the film. 

The film, which portrays in some 45 scenes how cargo is 
loaded and stowed aboard American-Hawaiian ships and handled 
at company terminals, will be shown before meetings held by 
the Bureau of Foreign and Domestic Commerce at Aurora, Indi- 
anapolis, Houston, and Washington, D. C. 

The coast copy of the film has had twelve public showings 
before groups of shippers at San Francisco, Oakland, Portland, 
Seattle, Tacoma, Astoria and Longview, and is billed for several 
exhibits in Los Angeles in April. 


COMMERCE IN U. S. VESSELS 


For the six months ended with December, 1929, American- 
flag vessels carried, by value, 30.5 per cent of the general im- 
ports and 34.4 per cent of the domestic exports in the water- 
borne foreign commerce of the United States, according to the 
monthly summary of foreign commerce issued by the Depart- 
ment of Commerce. The comparative figures for the 1928 period 
were 31.4 for imports and 34.5 for exports. For January, 1930, 
the figures were 31.1 for imports and 34.7 for exports, as com- 
pared with 33.4 for imports and 32.6 for exports in January, 1929. 


ROLLING STOCK ADDITIONS 


The railroads on March 1 had 31,239 freight cars on order, 
according to the car service division of the American Railway 
Association. This was the largest number, except for the same 
date last year, when there were 37,820, that has been on order 
on any March 1 since 1926. 

Despite the fact that the number of freight cars on order 
on March 1 this year was 6,581 below the number one year ago, 
the number of new freight cars installed in service in the first 
two months this year totaled 18,217 compared with 3,566 for 
the same period in 1929, or an increase of 14,651. 

The railroads also had more locomotives on order on March 
1, 1930, than on any similar date since 1924, the number on 
that day this year having been 450. On March 1 last year there 
were 291 locomotives on order. Locomotives placed in service 
in the first two months this. year totaled 113 compared with 
eighty in the same period in 1929. 

Of the freight cars on order on March 1, 1930, reports showed 
19,094 were box cars, an increase of 2,105 compared with the 
same date last year. Coal cars for which orders have been 
placed numbered 9,437, a reduction of 5,797 compared with the 
number of such cars on order on March 1, 1929. Refrigerator 
cars on order totaled 892; flat cars 1,466; stock cars 250, and 
other miscellaneous freight cars 100. 

Freight cars or locomotives leased or otherwise acquired 
are not included in the above figures. 








NEW TERMINAL AT SIOUX FALLS 


A new trucking terminal and merchandise depot, said to be 
the largest in the northwest, was dedicated at Sioux Falls, S$. 
D., March 28, as a feature of a “Made in South Dakota Expos! 
tion” there this week. Fred W. Sargent, president of the Chi 
cago and North Western, and Carl R. Gray, Jr., general manager. 
Chicago, St. Paul, Minneapolis & Omaha, and other officials ol 
the two roads attended. Mr. Sargent officiated at the dedicator 
exercises. The new terminal has facilities for handling 25! 
tons of merchandise daily, as well as storage space. 
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Aviation News 





AIR MAIL COMPENSATION 


The Trafic World Washington Bureau 


The House committee on post office and post roads has 
reported to the House H. R. 9500, the bill authorizing the Post- 
master-General, among other things, to contract for the trans- 
portation of air mail at not to exceed $1.25 a mile. Under the 
present law contractors are paid on a basis of poundage carried. 
Enactment of the bill into law has been urged by the Post- 
master-General and air mail contractors on the ground that it 
would aid the aviation industry to a considerable extent. 

In the committee report, Representative Watres said the 
existing law relating to contracts for carrying air mail was 
framed with a view of developing volume of mail sufficient to 
warrant the service and it had served that purpose. Revision 
of that law had now become a necessity, said he. 

Pointing out that, under the present law, contracts were 
made on the basis of weight, without regard to the distance 
carried up to 1,000 miles, and that the maximum rate was $3 per 
pound whether the distance carried was 1,000 miles or 10 miles, 
he said there were 25 air mail lines now in operation with rates 
varying, in some instances, from $3 per pound for short dis- 
tances to 78 cents per pound for very much greater distances. 

“For example,” said he, “the rate per pound paid to the 
contractor for carrying air mail from New York to Chicago, 718 
miles, is $0.86; New York to Boston, 192 miles, is $3; Chicago 
to Atlanta, 768 miles, is $0.78; Cleveland to Pittsburgh, 123 
miles, is $3; the latter rate being 2,500 per cent greater than 
the rate from Chicago to Atlanta with regard to the distance 
carried. Some of the present rates are too high and some are 
below the actual cost of operation, and, therefore, too low. 

“A further objection to the present law as developed by 
experience is that where the compensation is based on weight 
without regard to distance, it creates an inducement to the con- 
tractor to swell his volume by unethical practices. It was 
stated by the Postmaster General at the hearing on the bill, 
however, that, generally speaking, the department had no criti- 
cism of the practices of the ail mail contractors. 

“The principal feature of the proposed bill is that it would 
authorize the Postmaster General ‘to award contracts for the 
transportation of mail by aircraft at rates not to exceed $1.25 
per mile.’ This would authorize contracts for definite weight 
spaces at fixed rates per mile not to exceed $1.25 per mile for 
a capacity load. Contracts for smaller weight spaces would be 
at proportionately lower rates per mile. It would also authorize 
contracts with some of the passenger-carrying lines—which are 
now unable to contract for carrying air mail—for small amounts 
of space at proportionally lower rates per mile. This feature 
would make possible, at relatively small increase in cost, the 
extension of air-mail service to points where it can not now 
be provided. 

“For the first 11 months of the year 1929 the Post Office 
Department paid an average of $1.05 a mile for air mail service. 
The department estimates that under the new law the contracts 
for present service could be revised to bring the average cost 
down to 72 cents per mile. 

“The estimate as to the cost of new contracts contemplated 
with passenger-carrying lines is $3,000,000, but the saving from 
revision of present contracts would amount to $1,500,000, thus 
making the net increased cost of the bill to the department, 
including new contracts contemplated, $1,500,000. 


“It should be emphasized that the proposed bill confers no 
added authority to incur expense on account of air mail for the 
reason that the prestnt law authorizes the Postmaster General 
to contract for as many additional lines as he may see fit to 
designate at rates which might be greatly in excess of the maxi- 
mum authorized by the terms of the proposed bill. 

“Section 4 of the bill contains the following clause, which 
should be noted: 


Provided, That when in his opinion the public interests shall so 
require, he may award such contracts by negotiation and without 
advertising for or considering bids. In awarding air-mail contracts 
the Postmaster General may give proper consideration to the equities 
of air mail and other aircraft operators with respect to the routes 
Which they have been operating and the territories which they have 
been serving. 


“As to this provision the Postmaster General had the fol- 
lowing to say at the hearing on the bill: 


We recommend this provision, not because I want any such re- 
sponsibility—personally I should be glad to have anybody else have it 


—but because we can think of no other way in which the present 
condition of the aviation industry and the art of flying, we can save 
to the United States the experience of the men who have done the 
flying for the past 10 years, and in no other way to protect what we 
believe to be an equity, if not a right of the pioneers who are in this 
business. If we throw these matters all open to competitive bidding 
you will find promoters coming in and wanting to bid off the contract, 
having no knowledge of the costs, having no knowledge of the factor 
of obsolescence, the amount of equipment they have to throw away 
each year because of improvements in the art, having no knowledge 
of the bad luck, the unusual losses that are not directly incident to 
the operation. They will come in and bid a price that will be lower 
than the experienced man who has had his fingers burned, and then 
we would be obliged to let the contract to the promoter who will pick 
up a flying personnel and such equipment as he can get by the Depart- 
ment of Commerce, and he will start out and have the same accidents 
and the same bad luck and the same grief that the men who have 
been through this whole thing have had, and we will be doing the 
most unbusinesslike thing of throwing away an invaluable asset, to 
wit, the experience of_these_ men in this pioneering period of the 
aviation industry. As I say, I can think of no other way to protect 
the rights of the public in the experience that has been gained at the 
expense of many, many lives; I can think of no other way to do it 
than by placing in the discretion of some official of the government 
the power of negotiating these contracts directly, within certain maxi- 
mum limits. If you gentlemen can think of any other way of doing it, 
we shall be very glad to have you do it. 

“That the provision above referred to does not create a 
precedent will be seen not only on reference to H. R. 9592, to 
amend the merchant marine act of 1928, recently passed by the 
House, but also in the laws providing for the purchase of air- 
planes and equipment as provided in Public, No. 446, Sixty-ninth 
Congress (H. R. 1027), approved July 2, 1926, section K and 
section T. 

“While recognizing the undesirability of an extension of the 
principle involved, the Post Office Committee is of the opinion 
the the provision in this bill is necessary at the present time. 

“Section 5 is a reenactment of the act of May 17, 1928 (39 
U. S. C. 461) with such modifications as are necessary by reason 
of the provisions of section 4 of this act as to compensatior 
based on mileage. 

“Section 6 authorizes extensions or consolidations of exist- 
ing routes. At the present time the scheme of air-mail routes 
which has grown a little at a time is illogical. There are short 
lines and there are long lines, some of which should be consoli- 
dated and others which should be extended. 

“Section 7 is drawn to enable the Post Office Department 
to do with the air mail as it does with the railway mail, i. e., 
to treat as domestic a line which serves mostly domestic points 
but which crosses the international boundary line into Canada, 
without the necessity of stopping at a point before crossing 
the boundary line and letting a foreign air-mail contract for 
crossing the border. 

“Finally, it should be frankly stated that while aviation has 
unquestionably demonstrated its economic importance, it is not 
as yet on a self-supporting basis in the United States or any 
other country. The air mail at the present stage of develop- 
ment is necessarily the backbone of commercial aviation. The 
American people have shown enterprise, courag2, and faith in 
their support of aviation. If private capital is to continue our 
national progress in this field, it must have some reasonable 
hope of at least a fair return on capital actually invested. 
Congress has recognized the wisdom and the importance of 
fostering commercial aivation both from the standpoint of its 
necessity in connection with the national defense and the neces- 
sity of maintaining our national position in industry and com- 
merce. To fail to continue support at this critical time would 
possibly result in the loss of all the progress made. 

“The contemplated program of the Post Office Department 
in connection with the proposed measure involves at the maxi- 
mum an increased annual expenditure of $3,000,000.” 

Representatives Mead and Morehead, in a minority report, 
objected to the provisions of section 4, which, said they, author- 
ized the Postmaster General to award contracts by negotiation 
without advertising for or considering bids. 

“This provision, making the Postmaster General a law unto 
himself, eliminates competition, and is nothing more than a 
subsidy in the interest of the aircraft industry,” said they. 
“While we favor, and have in the past voted for, liberal appro- 
priations and liberal legislation in the interest of the develop- 
ment of aeronautics, we believe this legislation is a step in the 
wrong direction and some limitations and safeguards should be 
written into the bill before it becomes a law.” 

The minority report said an illustration of the comparative 
cost of rail and air transportation of mail followed: 


A 640-mile run from Washington to Atlanta by rail for a 3-foot 
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closed pouch unit of 125 cubic feet capacity would cost $28.80, and for 
a round trip the cost would be $57.60 between these two cities. By 
airplane with a maximum capacity of 125 cubic feet and at the rate 
$1 lin’? mile it would cost $717.25. The round trip cost would be 


AIRSHIP PLANS DISCUSSED 


At a conference between Postmaster General Brown, Dr. 
Hugo Eckener, commander of the Graf Zeppelin, and Herr Emil 
L. Baer, secretary of the German embassy, March 27, Mr. Brown 
assured the pilot of the German dirigible that the Post Office 
Department would co-operate in every reasonable way and lend 
a helping hand to this method of mail transportation. 

“We are exceedingly interested in every development in 
lighter-than-air devices for flying,’ the Postmaster General 
stated. ‘We will do our share to encourage such transportation 
through the air but the entire load of development must not be 
placed on the Postoffice Department.” 

Mr. Brown pointed out that the great problem confronting 
the operators of lighter-than-air craft was to obtain adequate 
supplies of non-inflammable lighter-than-air gas in order to elim- 
inate the fire hazard incident to the use of hydrogen. 

Dr. Eckener informed the Postmaster General that German 
chemists were now at work on a process for making hydrogen 
gas non-inflammable and he was confident that the experiments 
would prove entirely satisfactory. 

“I believe that supplies of helium gas will be discovered in 
other places than the United States,” Dr. Eckener declared. 
“While there is plenty of natural gas in Roumania, it does not 
contain any helium so far as known.” 

The commander of the Graf Zeppelin expressed his belief 
that a non-inflammable gas would be produced in sufficient 
quantities for use on lighter-than-air craft just as soon as the 
cost of production could be reduced. 

; aes is the major problem confronting us at present,” he 
stated. 

Mr. Brown said that while the United States government 
was the only user of helium gas in this country at present, he 
felt that it was necessary to conserve the supply of this non- 
inflammable product. 


“With the development and greater use of lighter-than-air 
craft,” the Postmaster General declared, “there will be increased 
demands on the present supply of helium. As a consequence, 
it is likely to become exhausted in time if means are not devised 
to supplement the supply.” 


Following his call on the Postmaster General, Dr. Eckener 
conferred with Assistant Postmaster General W. Irving Glover, 
in charge of the air mail service. 


At this meeting arrangements were perfected for transport- 
ing the mails on the Graf Zeppelin on its forthcoming European- 
South American-United States trip to be undertaken from 
Friedrichshafen early in May. The postage on letters on the 
return trip from Lakehurst, N. J. to Germany will be $1.20 an 
ounce and for postal cards sixty cents each. 


At a later date publicity will be given as to a special arrange- 
ment which will be made with the German company—Luftschiff- 
bau Zeppelin—through its American representative, F. W. Von 
Meister, whereby there will be a better handling of philatelic 
mail to be carried on the Graf Zeppelin throughout all of its 
stops. These arrangements will be made for the round trip of 
the Graf as well as for intermediate points. 

A special stamp will be provided for this trip by the German 
postal administration, while the United States will furnish a 
special cachet to be used on all letters and postcards carried 
on the Graf Zeppelin. 


It was stated at the department that the question of trans- 
porting the mails on the airship service between the United 
States and Europe proposed by interests connected with Dr. 
Eckener and Charles E. Mitchell, of the National City Bank of 
New York, and other Americans desirous of developing lighter- 
than-air craft for international transportation services was not 
discussed at the conference. 


INCREASE IN AIR TRAVEL 


An increase of more than 450 per cent in passenger air 
travel over the Transcontinental Air Transport-Maddux Air 
Lines is shown in a traffic report for the first eight weeks of 
this year by the management of the coast-to-coast rail-air serv- 
ice. In two months, under the new rates that became effective 
January 14, 6,793 passengers used the air line over some portion 
of its route. Many took advantage of the full two-day coast- 
to-coast service. Before the rate reductions a month’s travel 
The new services are round trips daily between Columbus and 
averaged between 600 and 700 passengers. 

Additional services placed in operation in the eastern divi- 
sion as experiments have been generously patronized and have 
become parts of the regular schedules, according to the report. 
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St. Louis and between St. Louis and Wichita, with arrivals and 
departures timed to meet business demands. 

Four Curtiss Condor 18-passenger planes have been placed 
in service on the eastern division in addition to the fleet of 
Ford 11-passenger planes, to care for the huge increase in traffic. 
Plane mileage in the last two months has more than doubled, 
reaching a total of 347,548 miles for the entire system. Even 
with the added services and equipment, planes operate daily 
at virtual capacity, it is stated. 


LEVIATHANS OF THE AIR 


Six of the largest air liners built in this country will be 
displayed at the New York Air Show sponsored by the Aero. 
nautical Chamber of Commerce of America, Inc., in Madison 
Square Garden, May 3 to 10, according to Charles L. Lawrence, 
chairman of the show section. : 

The six large planes contracted for the New York show are: 
Fokker, F-32, carrying 32 passengers; Ford, 5-At-C, carrying 15 
passengers; Sikorsky, S-38, carrying 12 passengers; Consoli- 
dated Commerce, carrying 22 passengers; Keystone Patrician, 
carrying 21 passengers; and the Savoia-Marchetti, S-55, carrying 
16 passengers. This group of planes represent a value of over 
$500,000. 

As a result of this announcement the New York Air Show 
will have the largest single display of air transports of any 
aircraft show ever staged. 


AIRPORT RATINGS 


The recent award by the aeronautics branch of the Depart- 
ment of Commerce of an A-1-A rating to the Pontiac, Michigan, 
municipal airport, has stimulated interest in airport ratings in 
New England, New York and New Jersey cities, according to 
Harry H. Blee, director of aeronautic development of the De- 
partment of Commerce. 

At the request of cities and towns in this area, a Depart- 
ment of Commerce airport specialist has been assigned to assist 
the local authorities and civic organizations by supplying in- 
formation relative to requirements to be met by airports de- 
siring Department of Commerce ratings. 


COMMITTEE ON AERONAUTIC RADIO 


Under the chairmanship of Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics, an executive committee 
on aeronautic radio has been organized in the aeronautics branch. 

The committee, in addition to Mr. Young, is composed of 
the following officials of the aeronautics branch: F. C. Hings- 
burg, chief engineer, airways division; Dr. J. H. Dellinger, chief 
of the radio research section; Harry H. Blee, director of aero- 
nautic development; and Gilbert G. Budwig, director of air 
regulation. Frederick R. Neely, chief of the aeronautic informa- 
tion division, is secretary of the committee. 

The function of the executive committee on aeronautic radio 
is to determine the policies of the aeronautics branch in matters 
pertaining to radio aids to air navigation and to the require- 
ments of the air commerce regulations relative to radio equip- 
ment for aircraft and ground stations. 


COAL AND RAILROADS 


Figures tabulated by the National Coal Association from 
reports of Class I railroads for the year 1929 show that in that 
year 368,328,132 net tons of bituminous coal were handled as 
originating tonnage by those roads, for which the total revenue 
received was $827,203,775. The quantity of coal used by Class 
I roads in 1929 in locomotives in switching and road service 
was 112,945,125 net tons. The average cost of the coal was 
$2.40 per net ton, including direct freight charges, and $2.01 
per net ton excluding those charges. The cost of labor and 
supplies incidental to handling the coal is included in the 
averages. 

Operating statistics of Class I carriers show that it required 
an average of 125 pounds of coal per 1,000 gross ton-miles of 
freight handled (including locomotive and tender), in 1929, com- 
pared with 127 pounds in 1928. The figures also show 14.8 
pounds used per passenger train car-mile in 1929, against 15 
pounds in 1928. ; 

Total cost of coal and fuel oil consumed by Class I rail 
locomotives in road train and yard switching service, exclusive 
of switching and terminal companies, for the month of January 
was $27,743,520, as compared with $30,191,271, for January, 1929, 
according to statistics compiled by the Bureau of Statistics of 
the Commission from carrier reports. 


NEW BUILDING FOR I. C. C. j 
Secretary Mellon, of the Treasury, has announced that with 
passage of pending legislation in Congress authorizing such 
work, construction of the new building for the Interstate Com- 
merce Commission will be begun this year. The building is to 
be a part of a group of new government buildings. 
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BUS BILL PASSES HOUSE 


The Traffic World Washington Bureau 


Advocates of legislation providing for regulation of the 
common carrier bus in interstate commerce were optimistic 
this week with respect to the chances for final action on the 
Parker bus regulation bill at this session of Congress. 

The House passed the bill March 24 by a vote of 219 to 115. 
On a motion to recommit the bill with instructions, offered by 
Representative Huddleston, of Alabama, the vote was 104 for 
and 237 against. The bill was sent to the Senate. 

On the day following approval of the bill by the House, the 
Senate interstate commerce committee decided to act on the 
bill without holding hearings thereon. The committee has held 
hearings on the question of regulation of the motor vehicle in 
interstate commerce and it was held that further hearings were 
not necessary. The committee is to consider the bill in exec- 
utive session next week and the expectation is that it will be 
reported to the Senate in a short time. 

After the bill gets to the Senate, its fate will be determined 
by the legislative program that obtains there. Proponents of 
the measure, however, are hopeful that it will be brought up 
for consideration at this session. 

The House would have passed the bus regulation bill late 
March 21 had not Represenetative Rankin, of Mississippi, op- 
ponent of the measure, demanded “the reading of the engrossed 
copy.” Adjournment was then taken until March 24. The Mis- 
sissippian relented on that day and permitted the bill to be 
passed without reading of the engrossed copy. 

A number of amendments were adopted by the House, but 
the scheme of regulation provided in the bill as reported by 
the House committee on interstate and foreign commerce was 
not changed. Many amendments proposed were rejected. 

Declaration by Representative Cannon, of Missouri, that 
in passing this bill, “we are legislating not for the interest of 
the people, the patrons, the traveling public, but in the interest 
of the bus lines themselves,” brought a reply from Representa- 
tive Hoch, of Kansas, that he had never seen a piece of legisla- 
tion given any more serious consideration or any more thorough 
consideration in the public interest by the interstate commerce 
committee. He denied “categorically that this bill was written 
by the railroads, by the bus operators, or by any other special 
interests.” 

It was admitted that the bill taken up originally by the 
committee had been drafted by the representatives of the bus 
operators, steam and electric railways and the state commis- 
sioners, but it was asserted that the bill reported by the com- 
mittee was written by the committee. 

The following amendment offered by Representative Oliver, 
of Alabama, was adopted: 


That if it appears at any time that motor-vehicle service in inter- 
State or foreign commerce on any public highway is alone carried on 
by a railroad company, or alone by persons or corporations owning 
an interest in a railroad company, the Commission shall give consid- 
eration to the issuance of a further certificate to a common carrier 
by motor vehicle on such highway, if applied for by any person or 
corporation not interested in a railroad company and shown to be 
qualified to meet the rules, requirements, and conditions fixed by the 
Commission for such service. 


; Mr. Oliver said the amendment was so drawn that if at any 
time it should appear that service between states was alone 
operated by a railroad company or by any person or corpora- 
tion interested in a railroad company, “that then the Com- 
mission shall give consideration to the application for a further 
permit on such highway, if the party making application is not 
interested in a railroad company and can meet the rules and 
requirements of the Commission.” 

Representative Denison, of Illinois, thought the amendment 
went too far in that it would bar a person owning a share of 
Stock or a bond of a railroad company. 

Mr. Oliver said the amendment would make it clear to the 
Commission it was the desire of Congress that it not give an 
exclusive privilege at any time to a railroad company or to 
those interested in a railroad company. 

Mr. Denison said the amendment merely provided that 
under the circumstances mentioned the Commission “shall give 
consideration to the application of another party seeking a 
certificate of public convenience and necessity,” and that under 
the bill the Commission would do that anyway, but that if some 
members could get satisfaction through adoption of the amend- 
ment, he had no particular objection, 


An amendment offered by Representative Culkin, of New 
York, changing the date in the “grandfather’s clause” from 
January 1, 1930, to March 1, 1930, was adopted. Bus operators 
in business on March 1, will be entitled to the preference pro- 
vided in the bill in connection with issuance of certificates of 
public convenience and necessity. An amendment offered by 
Representative Parker, of New York, extending to seasonal bus 
operators, the benefits of the “grandfather’s clause” was adopted. 

A charge by Representative McSwain, of South Carolina, 
that the railroads would gobble up the bus lines if the bill were 
passed as reported by the committee, brought a reply from 
Representative Mapes, of Michigan, to the effect that that was 
not the purpose of the bill. 

An amendment offered by Representative Hoch, of Kansas, 
to make it plain that consolidation of railroads were not being 
authorized under the section authorizing consolidations of bus 
lines or of a railroad with a bus line or lines, was adopted. 


Representative Lea, of California, offered an amendment, 
which was adopted, providing that nothing in the act “shall be 
construed to authorize the Commission to fix the rate, fare or 
charge.” He said it was not the intention of the committee that 
the bill should authorize the Commission to fix rates, but that 
in order to place that question beyond controversy he offered 
the amendment. 


A new section was added to the bill on motion of Mr. 
Parker. This section reserves the rights of the states as to 
intrastate control of bus operations. 


“This amendment is nothing more or less than a speech 
which is written into this bill at the request of or at least to 
please the state commissions,’ said Representative Denison, 
who contended it had no place in the bill and that it did not 
change the rights of any of the parties. 


Mr. Denison said the amendment would prevent interstate 
motor carriers from getting certificates from the states to do 
intrastate business, and added: 


It will practically require in perpetuity, unless hereafter changed, 
two different kinds of transportation, one devoted exclusively to 
intrastate commerce and one devoted exclusively to interstate com- 
merce. Motor carriers will never be privileged, in my judgment, under 
this amendment, if it be adopted, to do what the railroads or the 
interurban carriers now do, stop and pick up or let off passengers 
riding in intrastate commerce. I do not think it should go in the bill. 
Its apparent purpose is to prevent the Commission and the courts 
from ever applying to motor carriers the principle declared by the 
court in the so-called Shreveport Rate Case, with reference to rail- 
roads. I think the amendment will prove to be entirely futile. But 
if it does not prove to be futile it will have the effect of discourag- 
ing, if not preventing, interstate carriers from doing an intrastate 
business; and that would not in my judgment, be in the public in- 
terest. The amendment will encumber the bill with a _ provision 
which is justified only by considerations of politics and expediency, 
neither of which have up to this time influenced the committee in 
drafting the bill and ought not to influence the house in considering it. 


An amendment offered by Representative Mapes vesting dis- 
cretion in the Commission to refer matters arising out of opera- 
tion of motor busses, when they involved more than three states, 
to the joint boards, was adopted. 

Representative Moore, of Virginia, offered an amendment 
revising that part of the bill authorizing reference by the Com- 
mission of cases to a single commission or an examiner so as to 
eliminate the examiner phase of the matter. It was rejected. 
Another rejected amendment was one offered by Representative 
Hastings, of Oklahoma, providing for decisions by the joint 
boards in all cases. 


NEED FOR EXPRESS HIGHWAYS 


Notwithstandinng the fact that hundreds of thousands of 
the finest roads in the world have been constructed in the 
United States in the last two decades, “we are confronted today 
with the fact that these roads are carrying a burden of traffic 
which is increasing at a greater yearly rate than the new road 
mileage,’ said Thomas P. Henry, president of the American 
Automobile Association, in an address before the annual con- 
ference of the association in Washington March 21. 


“Our car builders are ever crowding our road builders,” 
said he. “What does this mean? It means that the time is 
here when the federal government and the state governments 
must look beyond the completion of the original federal-aid 
system and prepare for the launching of a new system of great 
national express highways east and west, north and south. And 
in connection with such a system, it is not amiss to warn the 
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car owners of the necessity for eternal vigilance to maintain 
the free principle on which our present road system was founded. 

“No one who is familiar with the road situation today can 
doubt the need for a new and larger program of national high- 
ways. But, while more mileage is imperative, it is also im- 
perative that we have wider highways. This is not only a basic 
factor in our national safety campaign, but it is also an eco- 
nomic measure of first importance. 

“Engineering studies and research show that congestion, 
particularly in metropolitan areas, causes a loss of two billion 
dollars a year, the equivalent of eighty dollars for every car 
owner. Wider highways and the elimination of bottle-necks must 
be undertaken on a national scale if we are to save motor trans- 
port from strangulation. 

“We must, at the same time, develop a national program 
for the elimination of grade crossings, beginning with the death 
traps on the federal-aid system. 

“The question of toll bridges stands in need of clarification. 
As an association, we are not against toll bridges as such, but 
we do believe that the trafficking in toll bridge franchises must 
stop; that, wherever possible, bridges must be built by public 
moneys, and that, where this is not possible, that the eventual 
return of toll bridges to free public use must be assured. 

“It is also important that over-capitalization of such bridges 
be not permitted, since this has resulted, in many instances, in 
extortionate rates for highway users. 

“Nothing that President Hoover has done since he came 
into the White House reflects more credit on him than his rec- 
ognition in his first message to Congress of the need for hasten- 
ing the federal-aid program. As you all know, both branches 
of Congress passed a bill appropriating one hundred and twenty- 
five million dollars a year for federal aid, an increase of fifty 
million dollars a year. However, owing to a difference of opin- 
ion between the two houses on a minor matter, the legislation 
has been held up in conference committee for many weeks. 
The result is that road work in various states has been seriously 
delayed, a fact which in turn has aggravated the unemployment 
situation and is retarding business recovery in many sections 
of the country. The matter is sufficiently important to justify 
my asking you to urge your representatives in the Senate and 
in the House to get immediate action on this great national 
measure.” 


RAILROAD SELLS TAXI TICKETS 


The Southern Pacific has made arrangements for the sale 
of taxi cab tickets, with regular rail tickets, for transportation 
between its stations and points within the city limits of San 
Francisco, Berkeley, Fruitvale and Los Angeles, and also be- 
tween points within the city limits of Alameda and Southern 
Pacific stations at Oakland (First and Broadway) and Fruitvale. 
The tickets are sold at a flat rate in addition to the cost of 
the rail tickets and, as indicated, cover the transportation of 
the passenger to and from the station and any point within the 
city limits of the respective cities. The rate is materially less 
than would be incurred under the normal taxi arrangement, 
according to the announcement. Tickets issued to passengers 
going to any one of the cities must show the address or hotel 
at which the passenger wishes to be left. 





PENNSYLVANIA RAIL-BUS SERVICE 

The Pennsylvania has announced that, with the beginning, 
April 1, of long-distance coordinated rail-bus service, linking 
Chicago with New York and Philadelphia, the total fare between 
Chicago, including upper berth on the night trip, will be $32.18 
to New York and $30.88 to Philadelphia. As compared with 
this, the cost of an all-rail trip, with upper berth, is, respectively, 
$39.90 and $36.06 between Chicago and New York and Chicago 
and Philadelphia. The elapsed time for the rail-bus trip from 
Chicago to New York will be 33 hours and 40 minutes. The 
bus service involved in all the coordinated rail-bus routes will 
be conducted by the Greyhound Lines, a subsidiary of the Grey- 
hound Corporation. 

In the Chicago-New York service, passengers will leave 
Chicago by bus at 9:30 a. m. daily and reach Lima, O., at 7:21 
p. m. They will then board train No. 42 at 9:24 p. m. for an 
overnight journey to Harrisburg, Pa. Leaving the train at Har- 
risburg at 9:25 a. m., they will take a bus at 10:35 a. m. for 
the last leg of the trip to New York, where arrival at the 
Pennsylvania Station is scheduled for 7:10 p. m. 

Passengers out of Chicago for Philadelphia will follow the 
same schedule until Harrisburg is reached. At this point they 
will board a bus at 10:30 a. m. and arrive at Broad Street Sta- 
tion, Philadelphia, at 3:10 p. m. 

In the westward service, busses will leave Pennsylvania 
Station, New York, at 12:15 p. m. and arrive in Chicago at 6:30 
p. m. From Philadelphia busses will leave Broad Street Sta- 
tion at 8 a. m. and arrive at Chicago Union Station at 9 a. m. 
The total rail-bus fare from Philadelphia to Chicago will be 
$28.48. 
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MOTOR REGISTRATIONS AND FEES 


Reports from state registration authorities to the Bureau of 
Public Roads, U. S. Department of Agriculture, show a total 
of 26,501,443 motor vehicles registered in 1929. The states and 
the District of Columbia collected in license fees, registration 
fees, permit fees, fines, etc., the sum of $347,843,543. 


The registration figure includes passenger automobiles, 
taxis, busses, motor trucks, road tractors and trailers, and motor- 
cycles, and represents an increase of 2,008,319, or 8 per cent 
over the 1928 figure. The total fees collected represent an in. 
crease of $25,213,518 over the 1928 figure. After deducting 
$24,505,737 for collection and miscellaneous purposes, the bal- 
ance of $323,337,806 was applied to highway purposes: $223. 
292,969 to state funds, $66,861,364 to local funds, and $33,183,473 
to state and county bond funds. 

The ten states having highest registration figures are: New 
York, 2,263,259; California, 1,974,341; Ohio, 1,766,614; Pennsyl- 
vania, 1,733,283; Illinois, 1,615,088; Michigan, 1,395,102; Texas, 
1,348,107; Indiana, 866,715; New Jersey, 832,332; and Massachu- 
setts, 817,704. : 

In percentage gain, the District of Columbia and New Mex- 
ico each show 19 per cent. Nevada reports a gain of 16 per cent, 
Arizona 15 per cent, and Utah 14 per cent. Four states, Georgia, 
Maryland, Massachusetts and Tennessee, each show a gain of 
12 per cent, and three states, Michigan, Montana and Texas, 
each report an increase of 11 per cent. California, Idaho, Ken- 
tucky, New Jersey and Washington each show a gain of 9 per 
cent. 


REDUCED TIME TO NORTHWEST 


A further reduction in running time of through Northern 
Pacific trains from Chicago to Seattle and Portland becomes 
effective March 30, when from one to one hour and fifteen min- 
utes will be lopped off present schedules. The reductions are 
in addition to those made about a year ago, when five hours 
were taken off the running time between Chicago and the Pacific 
coast, in June, with inauguration of the “Empire Builder” by 
that line. 

Under the new schedules, as announced by A. J. Dickinson, 
passenger traffic manager, the “Empire Builder” will leave 
Chicago at 10:15 p. m., instead of at 9:00 p. m. One hour will 
be made up in the run between Chicago and St. Paul, with 
arrival at St. Paul at 8:15 a. m., instead of 8:00 a. m., as 
formerly. The lay-over there will be reduced from 30 to 15 
minutes, and all schedules west of St. Paul will remain un- 


changed. The new schedule provides a through schedule of 
613%, hours westbound, as compared to 63 hours under the 


former schedule. The eastbound schedule is unchanged, re- 
maining at 6114 hours. 

One hour and 15 minutes will be cut from the westbound 
running time of the “Portland Limited,’ Chicago & North 
Western-Union Pacific train between Chicago and the Pacific 
northwest, effective March 30, C. A. Cairns, passenger traffic 
manager of the North Western, announces. The change will 
place the “Portland Limited” on a 9:45 p. m. leaving time from 
Chicago, instead of 8:30 p. m. The arrival time at Portland on 
the third morning will remain 9:30 a. m.—61 hours and 45 min- 
utes away from Chicago, instead of the present 63-hour schedule. 
The running time to Tacoma and Seattle will also be one hour 
and 15 minutes faster than the present schedule. Arrival time 
in Omaha under the new schedule will be 10:00 a. m., instead of 
8:45 a. m., as at present. 

Announcement of a reduction in the running time of the 
Milwaukee’s transcontinental train the “Olympian,” from Chi- 
cago to Seattle and Tacoma, is made by George B. Haynes, 
passenger traffic manager. The present schedule will be short 
ened one hour and fifteen minutes, effective March 30. On the 
new schedule the “Olympian” will leave Chicago at 10:15 p. m., 
arrive at St. Paul at 8:15 a. m., Minneapolis 8:55 a. m., and at 
Spokane at 10.45 p. m., Seattle 10 a. m. and Tacoma 11:20 a. m. 

A fleet of 15 new type high-speed passenger locomotives 
recently purchased by the Milwaukee will be utilized to make 
the faster running time, according to the announcement. One 
engine will haul the train the entire distance between Chi 
cago and Minneapolis and, made possible by increased size of 
the tender, stops for coal and water will be reduced, Mr. Haynes 
said. 


NEW MILWAUKEE TRAIN 

On March 30 the Milwaukee will add a new train to its 
present fleet of 12 operated between Chicago and Milwauket 
It will leave the Union Station daily at 10:30 p. m., and make 
the run to Milwaukee in 1 hour and 45 minutes. Returnilé, 
the new train will leave Milwaukee at 11:45 a. m., and arrivé 
Chicago at 1:30 p. m. 
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| This is a Symbol of Speed and 
"| Dependability in freight move- 
“| ments to and from New England 


und 
at C*. day we test a new fleet of 40 giant super-locomotives 
will —next day 1000 capacious gondolas roll into service. 
7 ‘on The day after, it is 2000 new steel-end box cars; and every 
ule. day it is work on new bridges, rock ballasting roadbed and 
‘me laying 130-pound steel rail; or it is the installation of signal. 
vei ing devices, of longer passing tracks and increased clear- 
an ances. Scarcely a week passes but sees the arrival of new 
won equipment, the installation of improved methods, or the 
: oi = completion of some construction project for the better- 
: > ment of “Minute Man Service.” It is, indeed, a new Boston 
“ _ and Maine. 
= To provide the very fastest of freight schedules the new 
e of Boston and Maine has expended millions of dollars in recent 
se years. Today shippers to and from New England are not only 
certain of greater speed and dependability, but also of effi- 
Fos ciencies in handling which ease the tasks of Traffic Man- 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
* state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 





Tariff Interpretation—Locomotives on Own Wheels 


Illinois —Question: Item 3065, of Agent H. G. Toll’s Trans- 
continental Tariff 3-A, I. C. C. 1226, names a rate of $1.28 per 
100 pounds, on locomotives, standard gauge, on their own wheels, 
to points taking Group “D” rates, minimum carload weight 60,000 
pounds. 

The item does not provide that the rate will apply only on 
locomotives moved on their own wheels and therefore we are 
of the opinion that because of the omission of the word “‘moved”’ 
immediately preceding the words ‘on their own wheels” the 
rates published in this item will apply on all standard gauge 
locomotives, whether moved on their own wheels or whether 
on their own wheels loaded on flat cars; the term “on own 
wheels” simply being a form or manner in which the locomotive 
may be shipped. 

Another reason for our opinion is that in the column cap- 
tioned “Min. C. L. Wt. (Pounds)” a weight of 60,000 is speci- 
fied. If the rate in item 3065 does not apply on locomotives, on 
their own wheels when loaded on flat cars, as well as locomo- 
tives moved on own wheels, there would be no reason for speci- 
fying any carload minimum weight, as a locomotive, moved on 
its own wheels, is not a “carload.” 

In this connection attention is directed to rule 14, page 8, 
of Consolidated Freight Classification No. 5, which rule states 
that “Carload rates apply only when a carload of freight is 
shipped * * * in or on one car * * *,” 

Your opinion, with citations of decisions of the Interstate 
Commerce Commission having any bearing on the matter, will 
be appreciated. 

Answer: While the omission of the word “moved” from 
item 3065 of Agent Toll’s I. C. C. 1226 would seem to permit 
of the construction which you have placed upon this item, it 
is not because of the reason set forth in the third paragraph of 
your letter. You will observe that item 1, on page 53, of Sup- 
plement 25 to Consolidated Freight Classification No. 5, in con- 
nection with the last two ratings provides for a minimum weight 
upon which weight freight charges are to be assessed where 
the actual weight is less than the prescribed minimum weight. 

We can locate no decisions of the Commission which relate 
to the question involved in your inquiry. 


Tariff Interpretation—Two Cars Furnished in Lieu of Larger 
Car Ordered—Not Subject to Two-for-One Rule 


Nebraska.—Question: Unthreshed blue grass is quite bulky 
and it requires a 40 or 50 foot automobile or furniture car to 
make a minimum of 30,000 pounds. We have shipped over all 
the roads into Omaha and have no controversy except with the 
road in question. When the carriers do not have at hand equip- 
ment ordered, two smaller cars are furnished. We have a large 
number of freight bills which state that 50-foot cars were ordered 
and smaller cars furnished. In the instant case the railroad 
waited eight days and then the agent instructed the shipper to 
load smaller cars. The bills of lading have notations that 
50-foot cars were ordered and smaller cars furnished for carrier’s 
convenience. There is no controversy whatever about the kind 
of cars ordered and the time between the order and loading. 
The shipment moved in 1928. What we should like to know is 
whether or not the interstate commerce ruling made February 
5, 1912, is still applicable. Providing for two smaller cars fur- 
nished in lieu of a large car ordered by the shipper. 

Answer: If the applicable minimum weight applying in con- 
nection with the shipments in question is a flat minimum, there 
is no obligation on the part of the carrier to furnish a car of 
the size specified by the shipper, the carrier’s only duty being 
to furnish cars which will ordinarily accommodate the minimum 
specified by the tariff. In Tull & Gibbs vs. C. & N. W., 55 
I. C. C. 15, the Commission said: 


Where there is a uniform minimum for cars of one length the 
carrier is not required to furnish a car of any specified length, but 
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is under the duty of establishing a minimum weight that can be 
reasonably loaded into a car of the size furnished. 


It is only where there is a graduated minimum, based on the 
size of the car ordered by the shipper that the two-for-one rule 
is applicable. In numerous cases the Commission has held that 
where there is a graduated minimum the carrier must furnish 
a car of the size ordered, and where, for its own convenience, 
it furnishes a car of larger capacity, or two or more cars in lieu 
of a larger car ordered, it is unreasonable to impose the extra 
charges on the shipper. In the event there is no two-for-one 
rule applicable in connection with the graduated minimums, this 
fact is the basis for a finding of unreasonableness. Northern 
Grain and Warehouse Co. vs. S. P. & S. Ry. Co., 62 I. C. C. 205; 
Feltus Lumber Co. vs. G. N. Ry. Co., 51 I. C. C. 571. 

As to shipments made under tariffs which do not provide 
for a “two-for-one” rule, or under a rating published in the Con- 
solidated Classification which does not subject a commodity to 
provisions of rule 34 of the classification, it is a matter for the 
Commission to determine whether the failure of the carriers to 
provide a “two-for-one” rule is unreasonable. 

The fact that the carrier’s agent may have been under the 
impression that the two-for-one rule was applicable to a ship- 
ment is not a basis for a departure from the legally established 
rate. The Commission, in Dietly vs. N. Y. C. R. R. Co., 46 
I. C. C. 317, in dealing with a similar situation, said: 


Complainant offered no evidence to show that the inapplicability 
of the ‘‘two-for-one”’ rule to shipments from Erie was unreasonable, 
The mere failure of carriers to provide ‘‘two-for-one” rules is not 
prima facie unreasonable unless graduated minimum weights are pro- 
vided for cars of different sizes. Lalance & Grosjean Mfg. Co. vs. 
i, LR. RB. Co. 3 i Cc. & ee. 

With respect to complainant’s contention that he was misinformed 
as to the rates applicable, we have repeatedly held that the misquota- 
tion of a rate by a carrier’s agent affords no grounds for a departure 
from the legally established rate. A. J. Poor Grain Co. vs. C. B. & Q 
my. Co., 12 1. C. C. 4%. 


Conversion—Liability of Carrier in Delivering Goods to Shipper’s 
Representative 


Kentucky.—Question: Occasionally, one of our sales repre- 
sentatives, without authority from this company, the jobber or 
the dealer, will remove from the freight station a shipment con- 
signed to one of our customers. At the present time we have 
pending with the carriers two claims for the value of shipments 
which were delivered to our ex-salesmen without proper au- 
thority. Are we not within our rights when we call upon the 
carriers to reimburse us for the value of shipments delivered 
to the salesmen under these circumstances? 


If we have a claim against the railroads, must not this 
claim be filed within six months after a reasonable period of 
time has been allowed for the shipment to have been delivered 
to the proper consignee? In the event that we did not learn 
about a shipment being delivered to our salesman improperly 
until nine months after the shipment was made, would there 
be any relief for us from the six months’ statute of limitations 
because of the fact that under ordinary conditions it might take 
us four or five months to determine that our salesman had im- 
properly taken delivery of a shipment? 

Answer: The duty of the carrier is not merely to convey 
safely the goods intrusted to it, but also to deliver them to the 
party designated by the terms of the shipment or to his order, 
at the place of destination. This duty to deliver to the proper 
person is absolute. If a carrier delivers goods to a person not 
entitled to receive them it is liable to the person who is entitled 
to them for conversion, rendering it immediately liable, irre- 
spective of its good faith in making the delivery. No question 
of care arises, for in such cases the carrier acts at its peril 
and is liable regardless of negligence. See St. Louis, etc., R. 
Co. vs. Larned, 103 Ill. 293; Illinois Cent. R. Co. vs. Parks, 54 
Ill. 294; St. Louis, etc., R. Co. vs. Rose, 20 Ill. Ap. 670. 

A delivery to the agent of the consignee, or to any other 
person entitled to the goods, who has been duly authorized to 
receive the goods for his principal, is a good delivery, and will 
relieve the carrier from further liability; and if the person to 
whom delivery is made is really the agent authorized to receive 
the goods, the delivery will be sufficient, although the authority 
was not known to the carrier, or although the delivery was made 
on insufficient, or even on false evidence. Parker, Gordon, etc., 
Co. vs. Chicago, etc., R. Co., 179 S. W. 785. But an agent en- 
gaged in the general employment of the consignee in connection 
with his business, may not have such authority as to excuse 
a carrier in making delivery to him if he has not actual authority 
to receive the goods (Wilson Sewing Machine Co. vs. Louisville, 
ete., R. Co., 71 Mo. 203; Nebenzahl vs. Fargo, 3 N. Y. S. 929; 
Ela vs. American Merchants’ Union Express Co., 9 Amer. Rep. 
618), and when the carrier is sued for misdelivery it must show 
that the agent was authorized to receive the goods, or at least 
that he had been clothed with such apparent authority as to 
justify it in presuming his authority (Schlesinger vs. New York, 
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etc., R. Co., 85 N. Y. S. 372; Waldron vs. Chicago, etc., R. Co., 
46 N. W. 456); but no greater degree of proof of authority in 
the person to whom they were delivered is required than for 
any other issue in a civil case. 

While it has been held that a shipper’s failure to make a 
claim for damages within a period of six months, as required 
by the provisions of the bill of lading, does not preclude recov- 
ery, where claim was promptly made after discovering the failure 
of the carrier to make proper delivery (C. & O. Ry. Co. vs. Martin, 
143 S. E. 649; Davis vs. Oswald and Taube, 149 S. E. 861), the 
cases so holding are few in number, it being very generally 
held that the filing of a claim, as required by the bill of lading, 
is a condition precedent to recovery, notwithstanding that the 
cause of action is based on conversion. See Watts vs. Southern 
Ry. Co., 1388 S. E. 290; certiorari denied, 47 S. Ct. 764; Whole- 
sale Coal Co. vs. C. & O. Ry. Co., 144 S. E. 715; Farmers’ Grain 
& Supply Co. vs. A. T. & S. F. Ry. Co., 242 Pac. 151 

The decision of the Supreme Court of the United States 
in G. F. & A. Ry. Co. vs. Blish Milling Co., 241 U. S. 190, is the 
basis of the decision in the case first cited above, and that case 
is also cited in Davis vs. John L. Roper Lumber Co., 269 U. S. 
158, holding that there is nothing in the statutory provisions to 
excuse a failure to make claim within the time specified in the 
shipping contract. 

That the filing of a claim within the six months’ period 
provided for in paragraph B, of section 2, of the Uniform Bill 
ef Lading Contract Terms and Conditions, is a condition prece- 
dent to the filing of suit, except under certain conditions, is 
the basis of the decisions of the Supreme Court of the United 
States in Barrett vs. Van Pelt, 268 U. S. 85, and C. & O. vs. 
Thompson Manufacturing Co., 270 U. S. 416. 

With respect to claims of the class covered by the proviso 
of paragraph B, of section 2, of the Uniform Bill of Lading, as 
this provision has been construed by the Supreme Court in the 
above referred to case, unless a claim or notice of claim is filed 
within the stipulated time, the shipper must prove negligence 
on the part of the carrier, which is not the case where a claim 
or notice of claim is filed within the stipulated time. 


Sales—F. O. B.—Passage of Title as Affected by Term 


Kentucky.—Question: Our merchandise is all sold f. o. b. 
factory, with the freight charges paid to destination. Are we 
correct in assuming that as soon as the shipment leaves our 
factory and the bill of lading has been mailed to the jobber this 
shipment immediately becomes the property of the jobber and 
we have no further right to request the carriers to withhold 
delivery of the shipment from the consignee, who might be 
either the jobber or a dealer? By the way of explanation, while 
we make shipments direct to dealers, all our merchandise is 
sold to jobbers, who in turn collect from the dealers. If you 
can cite any court rulings covering the questions we have raised 
please do so. 


Answer: Where the provision is f. 0. b. at point of ship- 
ment title will pass, as a general rule, when the property is 
placed in the cars for shipment; on the other hand, where the 
provision is for delivery f. o. b. the point of destination the 
title is not, as a rule, considered to pass until the subject matter 
has reached such point, as the delivery to the carrier is not a 
delivery to the buyer; still, where the agreement as a whole 
shows clearly that the phrase f. o. b at point of destination was 
used merely to designate the party by whom the freight was 
to be paid, rather than the place at which delivery and the pass- 
ing of title were to be consummated, it will be so restricted, and 
the title held to pass at the point of shipment in accordance with 
the intention of the parties. 


If the place of shipment is the place where, under the terms 
of the contract, delivery is to be made to the buyer, the fact 
that on delivery to the carrier the seller pays or guarantees 
the freight will not prevent the delivery from constituting a 
delivery to the buyer. Hurt vs. Ridenour-Raymond Grover Co., 
198 Pac. 968; Notes 22 L. R. A. 416; 20 Am. Cas. 1030, 1039; 
Am. Cas. 1916, A-1049. The payment of freight by the seller is, 
however, evidence to show that the seller assumed the duty of 
delivering at the point of destination, and will prevent, if such 
is the case, the delivery to the carrier from being considered 
a delivery to the buyer. A. J. Neimeyer Lumber Co. vs. Bur- 
lington, etc., R. Co., 74 N. W. 670. 

Even though the title to goods delivered to a carrier for 
transportation may have passed to the consignee, the shipper 
has a right of stoppage in transitu in the event the purchase 
price of the goods has not been paid by the purchaser. 

The right to stoppage in transitu is the right of an unpaid 
Seller of merchandise to resume possession thereof after ship- 
ment and before actual or constructive delivery to the buyer 
or someone claiming under him or acting for him in some ca- 
Pacity other than that of carrier or middleman, for the purpose 
of securing himself, to the extent of purchase price remaining 
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unpaid, against the insolvency of the buyer, existing unknown 
to the seller at the time of the sale, or arising thereafter. 

The right of stoppage may be exercised by a notice to the 
proper parties indicating an intention on the part of the seller 
to resume possession of the goods. 

With respect td the right of the seller or consignor to divert 
or reconsign a shipment after delivery to a carrier for trans- 
portation, see our answer to “Massachusetts,” on page 52 of the 
July 3, 1926, Traffic World, under the caption, “Reconsignment— 
Right of Consignor to Divert Shipment Moving on Straight Bill 
of Lading,” and our answer to “Massachusetts,” on page 1428 
of the May 28, 1927, Traffic World, under the caption, “Recon- 
signment—Right of Consignor to Reconsign Order Notify Ship- 
ment.” 


Tariff Interpretation—Application of Combination Rule to Clas- 
sification Exception 


Ohio.—Question: Will you please give us your opinion on 
the following: 

Shipments of plaster from Oklahoma to Ohio are rated to 
East St. Louis in Frisco I. C. C. No. 9130, and in Exceptions to 
the Classification, item 1965, from St. Louis. Does the rule for 
constructing combination rates apply to the factor east of St. 
Louis? Is the rate made by using the Exception to the Classi- 
fication considered a commodity rate? 

Answer: In section 1 of Agent B. T. Jones’ I. C. C. No. 
U. S. 1, it is provided that where no »ublished through rates 
are in effect from point of origin to destination on a commodity 
specified in section 2, and two or more commodity rate factors 
are used in arriving at the through rate for a continuous rail 
shipment thereof, such through rate will be arrived at in a 
specified manner. 

A note in section 1 provides that where the rates on the 
commodities specified in section 2 are published as lettered 
classes other than A, B, C, and D, in the Southern, Alabama, 
Florida, Georgia, Mississippi or Virginia classification, or in ex- 
ceptions thereto, such factors will be considered commodity 
rates. 

Under the heading of explanation in paragraph (a) it is 
provided that where a separately established class rate factor, 
plus a separately established commodity rate factor, is used in 
constructing the combination rate, no deduction is to be made 
from either factor and the correct through rate to apply is the 
sum of the factors. 

Under the findings of the Commission in Elaborates Ready 
Roofing Co. vs. A. E. I. Ry. Co., 109 I. C. C. 401, and Boldt Paper 
Mills vs. Director-General, 62 I. C. C. 471, an exception to the 
classification which requires reference to the tariff naming class 
rates cannot be considered as a specific commodity rate. 

The application of the principle of these cases, together 
with the provisions of Agent Jones’ I. C. C. U. S. 1, referred to 
above, lead to the conclusion that the combination rule does not 
apply in connection with the rates applicable to the shipment 
in question. 


Limitation of Actions—Suit for Enforcement of Order of 
Commission 

Minnesota.—Question: Will you kindly advise if, under the 
provisions of section 16, paragraph 2, of the interstate com- 
merce act, when a claimant is obliged to institute suit in a cir- 
cuit court of the United States for a satisfaction of an order 
by the Commission granting reparation, that the suit on the 
particular shipments involved must be filed with the court 
within the statutory period or whether the original filing of 
such complaint with the Interstate Commerce Commission tolls 
the running of the statute of limitations with both the Com- 
mission and the court? 

Your advice on this question and citation of any cases cov- 
ering the point involved will be appreciated. 

Answer: Subdivision (f) of paragraph 3 of section 16 of 
the act provides that a petition for the enforcement of an order 
of the Commission for the payment of money shall be filed in 
the district court or the state court within one year from the 
date of the order and not after. 

There is a variance between this provision of section 16 
and the provisions of paragraph 2 of section 16, in that it pro- 
vides a limitation period within which suits may be filed in a 
district court in addition to the state courts, while the provisions 
of paragraph 2 provide for the filing of suits for the enforce- 
ment of an order of the Commission for the payment of money 
in a circuit court of the United States or in a state court. 

Presumably, however, the term “circuit court,” as used in 
paragraph 2 of section 16, is not used in the sense of referring 
to a Circuit Court of Appeals, but to the courts of the several 
federal circuits, including the district courts, which are a part 
thereof. 

Rebilling to Defeat Through Interstate Rate 

Texas.—Question: Please advise if it is a violation of law 
to handle a shipment as follows: 
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Move a shipment of cotton linters from Dallas, Tex., to 
Houston, Tex. Pay the intrastate rate as shown in item 9, 
Texas Lines’ Tariff No. 17-E, I. C. C. 237. Order the car to a 
wharf. Pay the cost of unloading the car. The railroad to be 
at no further expense than placing the car to the wharf. We 
then to pay the wharfage and deliver the linters to a ship for 
coastwise or export movement. 

Or are we bound legally, in case of a move as above de- 
scribed, to pay the rate for coastwise movement as shown in 
item 870, Texas Lines’ Tariff 17-E, or the rate shown in the 
Texas Lines’ Tariff 50-A, I. C. C. 236, if for export? 

Answer: Under the interstate commerce act, as construed 
by the Supreme Court of the United States in B. & O. S. W. 
R. R. Co. vs. Settle, 260 U. S. 166, the through interstate rate 
must be applied to a movement between two points, even though 
the shipment is rebilled at an intermediate point, if the admitted 
intention of the shipper, or an intention evidenced by the inci- 
dents of the movement, show that the shipment was to go to 
its final destination at the time it was originally delivered to 
the carrier for transportation. In the course of its decision in 
the case above referred to the courts said: 


/ 
If the intention with which the shipment was made had been 
actually in issue, the fact that possession of the cars was taken by 
the shipper at Oakley and that they were not rebilled for several 
days, would have justified the jury in finding that it was originally 
the intention to end the movement at Oakley and that the rebilling 
to Madisonville was an afterthought. But the defendant, Clephane, 
admitted at the trial that it was intended from the beginning that 
the cars should go to Madisonville; and this fact was assumed in the 
instructions complained of. In other words, Madisonville was at all 
times the destination of the cars; Oakley was to be merely an inter- 
mediate stopping place; and the original intention persisted in was 
carried out. That the interstate journey might end at Oakley was 
never more than a possibility. Under these circumstances the in- 
tention as it was carried out determined, as a matter of law, the 
essential nature of the movement; and hence that the movement 
through to Madisonville was an interstate shipment. For neither 
through billing, uninterrupted movement, continuous possession by 
the carrier, or unbroken bulk, is an essential of a through interstate 
shipment. These are common incidents of a through shipment; and 
when the intention with which a shipment was made is in issue, 
the presence, or absence, of one or all of these incidents may be 
important evidence bearing upon that question. But where it is 
admitted that the shipment made to the ultimate destination had at 
all times been intended, these incidents are without legal significance 
as bearing on the character of the traffic. For instance, in many 
cases involving transit or reconsignment privileges in blanket terri- 
tory, most or all of these incidents are absent, and yet the through 
interstate tariffs apply. See Atchison, Topeka & Santa Fe Ry. Co. 
vs.. Harold, 241 U. S. 371; St. Louis Southwestern Ry. Co. vs. United 
States, 245 U. S. 136; Central Railroad Co. of New Jersey vs. United 
States, 257 U. S. 247. Compare Philadelphia & Reading Co. vs. Han- 
cock, 253 U. S: 284. 


The Supreme Court, while apparently recognizing the fact 
that it is possible to so handle a shipment as to defeat the 
through interstate rate, did not approve of this practice, but 
based its decision in that case on the admission of the defend- 
ant that a shipment to the ultimate destination was intended at 
the time the shipment was delivered to the carrier at the 
original point of shipment. 


Grain Held for Official Inspection and Grading—Right of Con- 
signee to Have Notice of Arrival in Usual Form on Some 
Cars and Bulletin Notice on Others. 

Kansas.—Question: The reconsigning tariffs of various 
lines provide that where the practice is in vogue carload ship- 
ments of grain and seeds will be placed on tracks for inspection 
and held for disposition. When shipments are so handled there 
is no reconsigning charge where the disposition order is given 
prior to the expiration of the free time as prescribed in the 
National Code of Demurrage Rules. When the disposition order 
is given after the expiration of free time there is a reconsigning 
charge of $2.70 per car at points in Illinois, also Fort Madison. 
Shopton, Macuta and Bricker, Iowa. At all other points the 
reconsigning charge is $2.25. 

To be specific, we refer you to item No. 215 of A. T. & S. F. 
Circular No. 2140-A-1, I. C. C. No. 10771. It will be noted that 
this rule states “notice of the location of the hold tracks on 
which the cars are placed will be sent to consignee, or posted 
on the bulletin board where such practice is in vogue, for the 
purpose of inspection (see Note 1) and held on such tracks or 
other tracks for disposition orders at either the billed destination 
or a point directly intermediate thereto.” 

The question is, can we give the railroad notice that we will 
accept the bulletin form of notification in lieu of the regular 
postal or ’phone notification, and in cases where cars have been 
previously inspected or have had no inspection whatever, notify 
the railroad that on certain cars no inspection is desired, and 
request them to omit such cars from their manifest to the 
inspection department? The object of this question is that we 
are required to pay to the inspection department a fee for 
inspection on each car, and in a number of cases no inspection 
is desired on cars which have been previously inspected, and 
the grade known, but various lines are insisting that we must 

(Continued on page 861) 
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Transportation—Production and Marketing 


First of a Series of Articles on This Subject Written for The Traffic World by Lewis C. Sorrell, 
Professor of Transportation, University of Chicago 


certain relations between the activities suggested 
by the terms in the general title. 

As a necessary preliminary, meanings, as definite as 
usage will permit, will be assigned to frequently re- 
curring terms. As used herein, the term “transportation” 
means the activity of conveying goods, persons, or com- 
munications in written form, from place to place. The 
term “traffic” is variously used. In connection with the 
communications and transmission industries, it seems 
to mean the activity of actually performing the service. 
As such it would be similar to “operation” in railroading. 
When coupled with the adjective “street,” it seems to 
mean the flow of vehicles along the thoroughfare and, in 
a somewhat similar way, the traffic of the railroads is 
regarded as the tons of freight or number of passengers 
carried. In the former case, it is the act of carrying; 
in the latter, it is the amount carried. 

But the term often has a purchase and sale meaning, 
as in the expression, “liquor traffic,’ and this meaning 
is encountered in the statement of Chief Justice Marshall, 
in the famous case of Gibbons vs. Ogden, in which he 
said: “The counsel for the appellee would limit it (i. e., 
the term commerce) to traffic, to buying and selling, or 
the interchange of commodities, and do not admit that 
it comprehends navigation. . . .Commerce undoubtedly 
is traffic, but it is something more; it is intercourse.” 
Here it is evident that traffic was conceived as buying 
and selling, rather than navigation or transportation. 


With the growth of large scale transportation enter- 
prises in the nineteenth century, the sale and purchase 
of their services became a far more important commercial 
practice than it was in the days of the great Chief Justice, 
and the term traffic, therefore, has come to stand in 
transportation circles, at least, for the purchase and sale 
of transportation services rather than the purchase and 
sale of commodities or other services. Thus, the traffic 
departments of railroads fundamentally are selling trans- 
portation services and the traffic departments of indus- 
trial concerns are purchasing such services. For present 
purposes, then, traffic will mean the activity of buying 
or selling transportation services. 

The economist uses the term, “production,” to mean 
the act of creating utility, or usefulness, and he com- 
monly applies it to the activities of all who are engaged 
in supplying goods or services that satisfy wants. Thus, 
he would say that farmers, bank clerks, retail salesmen, 
and railroad employes are all engaged in production. 
This is undoubtedly correct; but, for present purposes, it 
will be useful to employ the term in a narrower sense 
to include those engaged in creating form utilities. For 
present purposes, then, production will include those in 
the extractive industries, such as farmers, lumbermen, 
miners, aS well as those engaged in the fabrication of 
manufactured articles. The term has a technical, not an 
ethical, meaning. It is not intended to convey the idea 
that those engaged in other activities than those men- 
tioned are not doing necessary and useful work. 

The term “distribution” likewise has several mean- 
ings. The economist uses it to indicate the process of 
dividing the national income in the form of wages, rents, 
interest, and profits. Business men commonly associate 


‘ke series of articles purposes an examination of 


the term with the movement of products from manufac- 
turer to wholesaler or from the latter to the retailer. 
In that sense it means the physical movement of com- 
modities and it is sometimes termed physical distribu- 


tion. But business usage also includes a somewhat wider 


sense, as when the term is taken to mean the problems of 
managing salesmen, employing advertising, and obtain- 
ing dealer representation. Thus, a manufacturer may 
conceive that his problem of distribution is that of getting 
a dealer in each community within a given area who will 
carry his goods in stock. In this broader sense the term 
may become confused or identified with two others— 
“marketing” and “merchandising.” 

“Marketing consists of those efforts which effect 
transfers in the ownership of goods, and care for their 
physical distribution.”* That is, marketing consists of 
the activities of buying and selling as well as the activ- 
ities of physical distribution. Although various writers 
differ somewhat in their classification of marketing 
activities (or functions), the following statement would 
probably receive substantial agreement. 

The marketing functions (activities) may be divided 
into :* 

A. The Functions of Exchange, which include 
1. Demand creation (selling) 
2. Assembly (buying) 
B. The Functions of Physical Supply, which include 
3. Transportation 
4, Storage 
C. The Auxiliary or Facilitating Functions, which are 
5. Financing 
6. Risk-taking 
7. Standardization. 

Thus conceived, marketing includes “the complex 
group of services involved in the distribution of mer- 
chandise from producer to consumer, excluding only 
those functions which involve alterations in the form 
of the commodity.’”* “Merchandising in the term applied 
to the active solicitation of patronage—by stimulating 
cousumers to purchase a specific product, by encourag- 
ing wholesale and retail merchants to aid in promoting 
the sales of the product, and by formulating and execut- 
ing comprehensive and consistent plans for distribution 
of the product effectively and economically, from pro- 
ducer to consumers.’ 

Accepting the foregoing definitions as satisfactory 
for present purposes, it appears that marketing is the 
more comprehensive term. It differs from distribution 
in that it includes buying and selling as well, and from 
merchandising in that it includes buying as well as 
selling. The term “distribution” will be used in the sense 
of physical distribution—that is, the actual movement of 
goods from producers to dealers and/or consumers. 

The adjectives “industrial” and “commercial” fre- 
quently appear, either as applied to a particular business 
concern or to some activity of such concerns. Thus, at 
times, a distinction is made between industrial traffic 
managers and commercial traffic managers. The former. 
term probably came into use to distinguish traffic men 
employed by shippers from those serving the carriers. 
Initially, probably most of the shippers employing such 
specialists were manufacturing concerns and the term 
industrial was accurate. Subsequently, the practice 

1Clark, Principles of Marketing, p. I. 
Thid., p. I 


sCherington, Elements of Marketing, Pp. 
ing, 


2. 
‘Copeland, Principles of Merchan 3-4. 
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spread to wholesalers, retailers, chambers of commerce, and 
trade associations and for this group the term “commercial” 
seemed more appropriate. For purposes of this discussion the 
term “industrial” will be used to mean concerns engaged in 
production, though they must, of course, sell and distribute 
their products, and the term “commercial” will be applied to 
such concerns as wholesalers and retailers, engaged primarily 
in selling and distribution, even though they may also fabricate 
certain products. 
Scope of the Discussion 

It was stated above that the purpose of this series of 
articles is to consider certain relations between transportation, 
production and marketing. It is necessary to make this state- 
ment more definite by showing precisely what relations are to 
be discussed. 

As a preliminary observation, it is elementary that the 
marketing process has been divided and allotted to various spe- 
cialists. Wholesalers, retailers, brokers, commission houses, 
warehousemen, advertising agencies, speculators—to mention 
only a few—perform some part of the marketing task. It is 
also true that formerly these various tasks were performed by 
the producer himself; in other words, he was responsible for 
storing his goods, carrying them to the market, and assuming 
the risks of physical destruction and price fluctuation, as well 
as the task of producing and selling the goods. But, with in- 
creasing volume of trade and widening areas over which goods 
were to be sold, the producer found it convenient to surrender 
first one, and then another of these activities to specialists 
who could perform them more efficiently than he could. 

Among the activities so delegated to specialists, transporta- 
tion is preeminent. The process of delegation began early, and 
has continued down to the present. Common carriers are en- 
countered in the English law at least as early as the fourteenth 
century; but it remained for the ninteenth century to witness 
the wholesale transfer of this function of carrying goods from 
producer and merchant to transportation specialist. The extent 
of this transfer, however, varies considerably. In the United 
States today probably 90 per cent of the carrying by rail is 
committed to railroad common carriers; a somewhat smaller 
percentage of water transport is in the hands of steamship com- 
panies independent of shippers; and, in the case of highway 
transport, presumably something in excess of 80 per cent of the 
goods conveyance takes place in vehicles owned and operated by 
merchants and producers. That is to say, the merchant and 
producer have delegated a part of the transport function, but 
they have also retained a part, or at least, have retained a con- 
siderable measure of control over the performance of the 
service. The same is true of the remaining marketing functions. 

An important consequence of this development is that 
responsibility for efficient and economical performance of trans- 
portation is joint as between shipper and carrier. Certain mar- 
keting practices may force on the carrier the choice of less 
economical methods of: operation. For example, a tendency to 
order in small quantities or to demand frequent service at high 
speed may necessitate the use of more ears, car-miles, trains, 
and train-miles than compatible with economical transportation. 
The converse is equally true—that efforts of carriers to effect 
economy in their own operations may result in enhancing the 
costs of marketing for producer and merchant. 

Though the producer and merchant have delegated much 
of the transport function to specialist carriers, nevertheless 
they have a vital interest in the effective performing of that 
service. The merchant and producer, more than any other spe- 
cialist in the marketing process, in interested in the entire task 
of moving goods from producer to final consumer. 

It follows, as a first consequence, that a merchant or pro- 
ducer must understand how the policies and activities of trans- 
port companies may affect the marketing process. For example, 
a producer cannot ignore the probable effects of the improved 
railroad efficiency of the last five years on the policies of 
retailers and wholesalers. It has often been remarked that this 
improved service has resulted in great reductions of inventories 
and much hand-to-mouth buying. The retailer declines to stock 
heavily, trusting to the possibility of getting replacements on 
short notice from the jobbers. Now, do the jobbers adopt the 
same policy, thus throwing back on the manufacturer the 
necessity of maintaining the reservoir of goods? Has the volume 
of stored goods actually been reduced, or has the responsibility 
for that function simply been shifted? Have manufacturers 
gained in the storage of inbound supplies and lost as regards 
the storage of their products? Or again, what effects followed 
the execution of the Interstate Commerce Commission’s policy 
of removing the basing point discrimination so long character- 
istic of the southern freight rate structure? Such a system, 
accompanied by an any quantity rate method, evidently tended 
to favor the jobbers at such basing points. Remove that system 
or replace it with a system of rate-making that recognizes a 
liberal spread between carload and less carload rates, and what 
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will be the probable effect on the channels of distribution through 
which a given manufacturer has been accustomed to market his 
products? It is evident, then, that merchants and producers 
should be familiar with the effects of carrier policies relative 
to rates and service on market organization and practices gen- 
erally, and especially should they study the general effects of 
changes in transportation that are constantly occurring. 


Specialization in Business Organization 

Again, business enterprises of any substantial size reveal 
much specialization within their own organization; similar actiy- 
ities are assigned to a given department. The particular depart- 
ments established depend on the volume of business, the pur- 
poses for which the enterprise was primarily established, and 
the prevailing concept of effective organization. But, in any 
event, production, selling, purchasing, personnel, accounting, 
and finance departments are almost always found in manufac- 
turing conerns. 

Now conceding the effect of transportation service and 
rates on marketing development generally, a question naturally 
arises concerning what departments within a given business are 
most likely to encounter transportation questions in the perform- 
ance of their own tasks. Say that a sales department adopts 
the sales policy of selling on a delivered basis; obviously the 
cost of transportation is an element in this term of sales policy. 
Or, suppose that the design department creates a product design 
that increases transport costs unnecessarily; here production 
has encountered a transportation element. Therefore, a second 
profitable line of inquiry concerns the significance of transporta- 
tion to the work of the various major departments of individual 
business concerns. 

Once more, as shown above, merchants and producers have 
delegated a part of the transport function, but have also re- 
tained a part themselves. Also, the delegated part requires that 
attention shall be given to the economical purchase of transport 
services. Suppose that a manufacturer debates the wisdom of 
owning his own trucks versus the policy of hiring the service 
from truckmen, or considers the desirability of maintaining his 
own traffic department as compared with the policy of getting 
traffic counsel from some private bureau. Here he faces a trans- 
portation and traffic policy of his own—and a very important 
part of such policies is the question of organization of such 
departments. 

Hence, the relations included in this survey are three: 
(1) the effect of the service and rates of carriers on market 
organization and practices generally; (2) the relation of trans- 
port factors to the activities of the various departments of busi- 
ness concerns; (3) the transportation and traffic policies of 
industrial and commercial firms. 


Present Interest in Marketing 


It is evident that the system of marketing and distribution 
has been subjected to criticism for some time, not only in its 
advertising and selling aspects, but also in its physical dis- 
tribution phases. Going no further back than the Granger 
agitation in the seventies against railroad rates, middlemen, and 
currency deflation, it is apparent that this was a direct challenge 
to the distributive system. In the present century the protest 
has grown in intensity, sponsored by engineers, economists, and 
responsible merchants. It is alleged that vastly more attention 
has been given to productive than to marketing processes and 
that, as a consequence, though production costs have declined, 
distributive expense has tended to increase, thus offsetting in 
whole or in part the gains from productive efficiency. Specu- 
lation is rife concerning the aggregate cost of marketing goods 
and the probable amount that may be characterized as waste. 
Thus, Dr. Julius Klein, of the United States Department of 
Commerce, has sponsored the estimate that distribution— 
meaning marketing—represents a waste of some eight billion 
dollars per annum in the United States and that physical dis- 
tribution alone is responsible for some three billions. Other 
authorities in the marketing field estimate that at least 50 
per cent of the consumer’s dollar goes for marketing, thus 
allowing but 50 per cent for production and fabrication. Even 
higher estimates of the amount involved in marketing are en- 
countered. The implication intended by such critics is that 
such a situation is economically unsound and ethically unjust. 

Speculation then seeks to find the responsible parties and 
the remedies. The farmer looks at his proceeds from com- 
mission sale of livestock or grain and concludes that the 
middleman is to blame. The commission house points to its 
small commission and profits and tells the farmer that the 
railroad is to blame. The railroads retort that they are making 
inadequate returns on their investment and that railroad rates 
have increased no faster than the price level of commodities 
has increased; therefore, they are not taking a larger share of 
the consumer’s dollar. Furthermore, they show that, on many 
of the staple products, the railroad freight rate is not as great 
as the daily fluctuation in prices on the exchanges and, in 
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many cases, the freight rate is only a small percentage of the 
selling price of the commodity. Economists point to the waste 
of competiticve advertising; advertising apologists affirm that 
large scale production is hardly possible without large scale 
marketing and that, costly as advertising it, it is less costly than 
alternative methods of large scale selling. It is alleged that 
too many middlemen participate in the distribution of com- 
modities or that too many small scale middlemen exist, whose 
minimum costs must be spread over too small a volume of 
business. Wholesalers contend that their margins are small 
and yield them little profit; they declare that manufacturers in- 
crease the cost of selling by forcing them to handle so many 
different products. Direct selling manufacturers, so the jobbers 
affirm, are increasing marketing costs when they go around the 
middleman. Retail margins of 33 to 50 per cent, and even higher, 
suggest that this functionary may be to blame. But he, too, 
complains of profitless prosperity and declares that the con- 
sumer, by demanding so much in the way of service, really is 
culpable. Defenders of the consumer rise to affirm that he is 
helpless before the propaganda of manufacturer and distributor. 
Speculators on the organized exchanges are condemned by the 
farmers for keeping prices low and by the ultimate consumer for 
making prices too high. Some condemn the marketing activities 
other than physical distribution; others find that the processes 
of physical distribution are responsible; others say that, though 
physical distribution may be to blame, the railroad is not an 
important contributor to the waste; and still others avoid a 
personal verdict and find that the “system” is at fault. 


In all this conflict over the cost of marketing, the causes 
of the waste in the system, and the possible remedies, it is 
clear that transportation in its various forms is bound to 
assume a prominent place. Therefore, it is incumbent on trans- 
portation specialists, as well as production and marketing ex- 
perts, to seek an understanding of the relation which this func- 
tion actually does sustain to economical production and market- 
ing of products. 


QUESTIONS AND ANSWERS 
(Continued from page 856) 


either accept the bulletin form of notification on all cars or 
none. 


Please advise if you know of any decision which would 
cover the situation, or anything in point which might shed some 
light on it. 

Answer: The bulletin form of notification is confined to 
cars held for inspection. Note 1, referred to in item 215 of 
A. T. & S. F., I. C. C. 10771, provides that the inspection referred 
to is (a) On Grain and Seeds; that made under national, state 
or board of trade requirements by competent and impartial 
authority independent of both vendor and vendee; and (b) on 
hay and straw, such as may be necessary or desired. Appar- 
ently this sort of inspection has nothing to do with any grain 
inspection that may be desired by the consignee but relates to 
inspection that may be required independent of the consignee’s 
wishes. It is such cars that in inspection tariff provides will 
be placed on hold tracks and where the practice is in vogue 
notice given to the consignee by posting on the bulletin board. 
No other cars are subject to such posting. We are not familiar 
with the requirements of the Kansas statutes regarding inspec- 
tion of grain, but if all these provide that where the consignee 
accepts delivery and unloads the car no inspection will be 
required we do not see by what authority the carrier can enforce 
inspéction and the payment by the consignee of an inspection 
fee as to cars on which it has notice from the consignee that 
it will unload such cars or will do whatever else the inspection 
law permits the consignee to do and thereby avoid inspection. 
Neither do we see how the carrier may say that if the consignee 
avoids inspection as to any cars and thereby keeps them from 
the bulletin board, none of his cars will be so bulletined. Its 
tariff specifically states that if these cars are required to 
be inspected the carrier will post them on the bulletin boards. 
and there is no exception to this rule that if some cars are 
not inspected or if the consignee insists upon the usual de- 
murrage tariff notice (rule 4, Demurrage Rules), none of such 
cars will be bulletined. If the inspection law provides that a 
consignee may by unloading all his cars avoid inspection on 
any of them but not otherwise, the carrier’s position would seem 
to be correct; otherwise not. 


Item 215 of the tariff in question may be read as giving 
the carrier the alternative of sending the consignee notice or 
Posting on the regular bulletin board, but if that be true, such 
notices relate only to location of cars held: for the required 
inspection. The notice which the consignee may properly de: 
mand as to cars not required to be inspected is that provided 
in rule 4 of the Demurrage Rules. 
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NEW ENGLAND ADVISORY BOARD 


The New England Shippers’ Advisory Board held its thir- 
teenth regular and fifth annual meeting at the Copley-Plaza, 
Boston, March 19. William F. Garcelon was reelected general 
chairman. The meeting was attended by about 490 shippers and 
railroad men. 

While the reports of the commodity committees showed 
optimism for the third quarter of the year, they predicted a 
slight decrease for April, May and June, as compared with last 
year’s business. The weighted average for the 29 commodities 
shown in the national forecast indicated a decrease of 2.4 per 
cent in car loadings. 

Dr. Harden F. Taylor, formerly chief technologist of the 
United States Department of Fisheries and now vice-president 
of the Atlantic Coast Fisheries, presented some interesting in- 
formation on the preparation, transportation and distribution 
of frozen foods. 

W. H. Pease, traffic manager of the Bridgeport Brass Com- 
pany, presented a paper on the “Practicality of Traffic Training 
Courses,” commenting particularly on work done in the last 
three years by the Connecticut Manufacturers’ Association in 
the training of traffic executives. 

A study of the problem of flat yard versus gravity switching 
was presented by the Boston & Maine and New Haven roads 
in the form of a motion picture illustrating the procedure in 
each class of yard and a check of the damage incident thereto 
by the use of impact recorders. 

A summary of the commodity committee reports, comparing 
anticipated car loadings the second quarter of this year with 
the same period last year, follows: 





Increase Decrease 
Automobiles and accessories............. 15% 
Brass, bronze and COpper........-sscceoe 25% 
NS EEE Te PERT Cee Oe No Change 
Building and monumental stone......... 10 to 20% 
FS eee rere ree. 
~ errr > Per rr re rs 20% : 
oS arr er ree No Change Fe 
RR ere er 5% 
Clay, gravel, sand and stone ............ 2% 
Ce Se OUND ov cc ccc weccesesececegesicess 10% 
COMECCTIONETY 2c cc sccccccccccicccccccesees 5% . % 
ree: Perera ree 5 to 7% 
Cotton and cotton products......... «++. Slight 
Derr ree ere 3% we 
Electrical machinery and appliances...... 5% 
RO Fe rr en ee rn Slight 
EE 65 oc: biéiu-w sorte PAORR DAS ERED SNe No Change . 
SD i406) 60.0<0 5000s bakes neo eens onaee’ : 5% 
ED i aide 6404 4.c0beN Awe denesbeeesed se No Change - 
EE ee er Poe r rr ere 20% 
Hardware and Small Tools...........+... 3% 
Sl ceed UE ad inan:d 64 heed ow aR ees sania ts 50% 
BRIGGS ONG BRUNE ..cccccccccscccvcsecees 7% 
ee area er ee 10% 
EE RE SP oer Perr en ree ee 15 to 20% 
OR A ES Se Se eer re res re light 
EO NES POET ETE OCCURS TE No Change 
IE cinalk Wha dade o0S4,0.06-0d Ub-4 eoce/ee wee x 20% 
Lumber and forest products............... 10% 
ps eee eee : 20 to 25% 
Miscellaneous manufactures ..........¢+- Slight 
PIO DEEMED ince cccsccevcosesces : 25% 
Packing house products ..............+++5 No Change 
Paper and pulp ......-cccccccccceccececes : No Change 
Petroleum products ......-.ccccsccccscees 10% 
ED, ccc aa tannin aediwedesnewsawaleeee 5% 
Pumps, tanks and boilers ................ 6 to 8% 
Roofing materials .........cccccscccscees 10% 
Scrap metals .......ccccccccccssccssccecs ; 30% 
EEE Ree raearare era arrears werent Slight 
RP re Or Ce ee No Change 
Valves, valve fittings and plumbers’ sup- 
| Einar are ery rar 20% 
I o6i¢6. bs: O06. ROR Ca RS ESHS RE eee ee 10% 
TIED no 65:04 in tw nseideninsedseqes . Slight 
ore ree eee No Change 


Weighted average of 29 commodities shown in National Forecast, 2.6% 


*Covers loading at Rockland, Me., shipments to New England from 
Hudson Upper, N. Y., and import. 


PACKING PAPER FOR EXPORT 


Paper and paper products are not subject to the usual haz- 
ards in export shipments, moisture penetration being the great- 
est with which to contend, according to Thomas E. Lyons, assist- 
ant chief of the transportation division of the Department of 
Commerce. 

“The most effective remedy for moisture, as far as paper 
is concerned, is waterproof liner,” says he. “However, good 
box and crate construction are essential, and the purpose of 
this article is to outline practices which have already proved 
satisfactory to experienced exporters. 

“For the purpose of outlining packing requirements, paper- 
mill products can be roughly grouped as follows: 


News and coarse papers—All grades of news, including standard 
news, half-tone news, poster, and novel, and the various grades of 
ordinary commereial wrapping papers. 

Coarse boards—Chip board, news board, strawboard, woodpulp 


board, jute beard, leather board, etc. 
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Sanitary and other wrapping papers—Vegetable parchment, glass- 
ine, freote proof, waxed papers ,etc. 

ine box boards, bristols, and all other fine papers—Patent-coated 

and clay-coated box boards, index bristols, No. 1 and other bristols, 

— writing, ledger, cover, high-grade book. boxed stationery, and 

envelopes. 


“For the first two groups, shipments are generally made in 
rolls, bundles, or bales, while for the others, cases are the usual 
type of container. 

“In preparing the fine-grade papers for export care should 
be exercised to see that cases are made to fit exactly the con. 
tents so as to prevent movement while in transit. Packers are 
advised against double-stacking of reams, unless a partitioned 
case is used, and then only for the small sizes. It is also rec. 
ommended that all reams be wrapped and sealed, for not only 
does this insure in most countries payment of duty on legal 
weight, but is an added protection, in that it prevents the con- 
tents from moving or, in the case of highly finished papers, 
sliding and wrinkling or waving when cases are stood on ends. 
This is particularly important for all papers required for litho- 
graphic and multi-color work, because a wavy sheet will not 
produce perfect register. Furthermore, the buckling of reams in 
a case is a strain on the container and often causes it to burst 
—especially when dealing with large sizes. Gross weight of 
cases should not exceed 500 pounds, and waterproofed lining 
should be used as a protection from moisture and damage from 
the elements and the possible breakage of liquid cargo in transit. 

“A mid-western concern, through its own engineers, has con- 
structed export cases to be used exclusively for paper in its 
own plant in the following manner: Pine lumber is mainly 
used, though hemlock and spruce are sometimes employed. The 
stock is 1 inch, planed to 33 or % inch, not tongued and grooved. 
Cement-coated nails are used, but there is no schedule of 
spacing. Angles are nailed. Two standard packing cases are 
used, of 300 and 500 pounds net weight. The 300-pound case 
is paneled with three extra battens around the case, one on each 
end and one on the center. The straps, which are 1-inch, un- 
nealed, are stretched by machine and nailed around each end 
cleat and center cleat. The 500-pounda case is paneled with 
extra cleats for each end and two equidistant from the ends. 
All cleats are strapped as above. Cases are made to fit exactly 
the shipment, thus avoiding bruising the ends of the paper 
and any resulting loss. 

“This particular company lines its cases with strong sisal 
kraft wrapping paper, which laps over sufficiently at the top 
to entirely cover the paper. On the inside of the wrapping 
paper a clean manila is used with a corrugated board at the 
top and bottom of each case. 

“In marking, 2-inch stencils are used for consignee’s name 
and destination. All other marking is done with 14-inch stencil. 


“In all shipments except very high-grade paper the bale 
is an ideal package, as it reduces freight rates, etc., consid- 
erably. In certain countries port charges are assessed on the 
gross weight of the shipment, thus favoring European compe- 
tition where baling has been in vogue for many years. The 
hydraulic method of pressing bales is desirable, but where the 
hydraulic press is not available, a jack bale may be made with 
good results. 


“Shipments of roll newspapers are usually sent from the 
United States uncrated. However, it is better to protect the 
rolls in crates in such a way that they do not incur damage 
from stevedores’ hooks, cable cutting, or falls. Whether or not 
roll news could be shipped entirely uncrated depends on the 
damage incurred in the individual shipments. Distances, meth- 
ods of transportation, etc., are considerations. 


“Exports of paper and paper products from the United 
States during 1929 again reached a record mark with a valua- 
tion of $37,379,685, thus surpassing the previous year’s high 
figure by $6,447,000, or 20 per cent. The principal grades of 
paper exported were newsprint, paper board, wrapping paper 
and writing paper, including boxed stationery and envelopes.” 


RAIL WAGE STATISTICS 


Class I railroads in 1929 paid total compensation to all 
employes of $2,940,868,690, as compared with $2,862,099,609 in 
1928, and $2,953,211,375 in 1927, according to statistics compiled 
by the Bureau of Statistics of the Commission from carrier 
reports. The average number of employes in 1929 was 1,686,769; 
in 1928, 1,680,187, and in 1927, 1,760,999. 

Compensation for overtime, included in the totals set forth 
above, was as follows: 1929, $185,184,264; 1928, $175,328,742; 
1927, $202,339,588. 

The average straight-time hourly earnings for all employes 
reported on the hourly basis increased from 61.3 to 62.5 cents 
in 1929, and the average straight-time daily earnings of all 
= reported on the daily basis increased from $8.29 to 





March 29, 1930 


The Traffic World 


MMA AA 


_ SQAQAAKA ARMA AAAS 


Wi ddd 


WWM 


Udell 


|| HH 


Hutt All 


WOOO MOANA ANANANATNTARN NADH A aaa T- AF-AgFAPAFA|APQ§FkPFIk\AP§\I P§APp|FB_F PQdIf§AP§FI_AP§AFP\AdkAikikis-sdAOAOAAOAOAO-_GOA_dGOGOAOMGIGAOGOGOGIOGOGI|OGO-_-_-OGO-GO—sO_l 


VIA 
CHESAPEAKE AND OHIO LINES 


PERE MARQUETTE RAILWAY 
HOCKING VALLEY RAILWAY 
NICKEL PLATE ROAD | 


-™~. 
ow 


A ry / 
~y i) 
st) 


: 


‘> 


at ee, 


< 


as & | 
hal, 


‘5 
ass 
ja 


a 


S 


“¢ 


PAGE 863 


4m . 





PAGE 864 








Doings of the Traffic Clubs 





The Traffic Club of Chicago held its twenty-third annual 
business meeting, with a dinner and vaudeville entertainment, 
in the ball room of the Palmer House, March 25. The annual 
election was held that day and the officers previously men- 
tioned in this column as the candidates named by the nominat- 
ing committee were unanimously eiected and were installed at 
the business meeting. Retiring President Allen R. Gould, in 
turning the office over to C. T. Bradford, stated that the club 
had over $108,000 in assets, the limit of its resident membership 
—1,500—had been reached, and it had 760 non-resident members, 
making it the largest traffic club in the country. George Blair 
made a talk on the obligation of members to participate in the 
insurance feature, even if the younger members could buy 
insurance at less cost. He said few members paid their dues 
individually and what their insurance might cost them was 
the only expense they had to bear on account of their mem- 
bership in the organization. 





Chester T. Bradford, this week elected to the presidency 
of the Traffic Club of Chicago, was born in Kenosha, Wis., later 
moving to St. Paul, Minn., where he 
was graduated from the St. Paul High 
School, after which he was employed 
by the Chicago, St. Paul, Minneap- 
olis & Omaha Railway in various 
capacities in the general freight, ac- 
counting and operating departments. 
He was engaged as traffic manager 
of the Deering Harvester Company in 
1900 and was appointed assistant man- 
ager of the traffic department of the 
International Harvester Company in 
1902, serving in that capacity until 
1919, when he succeeded the late 
Frank B. Montgomery as manager of 
the traffic department, which position 
he now holds. He has been a mem- 
ber of the traffic club ever since it 
was organized and has been active ; 
in its affairs, having served as chairman of various committees 
and as vice-president from time to time in yarious administra- 
tions. 








Claude Fenstermaker, vice-president, and A. J. Walcott, 
secretary, have been selected as delegate and alternate, re- 
spectively, of the Traffic Club of Kalamazoo to the eighth annual 
meeting of the Associated Traffic Clubs of America at Cincinnati, 
April 24 and 25. 





The Transportation Club of Louisville has selected the fol- 
lowing as its delegates to the annual meeting of the Associated 
Traffic Clubs of America at Cincinnati; E. M. Haynes, general 
traffic manager, Mengel Company; W. J. Ryan, traffic director, 
American Tobacco Company; C. A Bell, traffic manager, S. 
Zorn and Company, and S. A. Cash, traffic manager, B. F. Avery 
and Sons. An additional representation of from twenty to 
twenty-five members of the club is also expected to attend, 
according to the secretary. 





An “Industrial and Civic Dinner” will be given by the 
Traffic Club of Wheeling, April 3, at the Elks’ Club. Manager- 
Mayor T. Y. Beekett, of Wheeling, will give an address of wel- 
come, to be followed by an address on “The Industrial Outlook,” 
by I. M. Scott, president, Wheeling Steel Corporation, and an- 
other on “Relations Between Railroads and Industries,” by John 
J. Cornwell, director and general counsel, Baltimore and Ohio, 
and ex-governor of Virginia. W. F. Kennedy, president, Ott- 
Heiskell Hardware Company, will be toastmaster. A program 
of vaudeville, boxing, singing and dancing will follow. 





The Birmingham Traffic and Transportation Club will hold 
its first ball game of the season (shippers vs. carriers) March 29. 





H. A. Palmer, editor and manager of the Traffic World, 
will address a meeting of the Traffic Club of Baltimore at the 
Southern Hotel April 1. 





At a meeting of the Traffic Club of Minneapolis March 27, 
B. H. Woodworth, president of Woodworth Elevator Company, 
discussed the agricultural marketing act and the activities of the 
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Farm Board. Earl Brown, chief officer of the Minnesota State 
Highway Patrol and former sheriff of Hennepin County, anq 
several other members of state organizations will be guests of 
the club at a luncheon, sponsored by the “Off-Line” section of 
the club, April 3. 





The Capital District Traffic Association (Albany, N. Y.) wil] 
have its fifth annual dinner at the Ten Eyck Hotel April g. 
Officers will be installed. They are as reported in this column 
March 1, with A. F. Hyland as vice-president, that having been 
the only office for which two names were presented by the nom. 
inating committee. The speaker at the meeting will be John F. 
Hylan, former mayor of New York. 





Delegates of the Traffic Club of St. Louis to the annual 
meeting of the Associated Traffic Clubs of America at Cincinnati 
will be S. S. Butler, general traffic manager, Frisco, and C. B. 
Hesse, vice-president, Ohio and Mississippi Transit Company. 
E. S. Van Tassell, manager, Universal Carloading and Distrib- 
uting Company, and George E. Goodwin, traffic manager, 
Liggett Myer Tobacco Company, have been appointed alternates. 





The Traffic Club of South Bend has appointed W. H. 
Grounds, general agent, New York Central, as its delegate to 
the meeting of the Associated Traffic Clubs of America at 
Cincinnati. 





The following delegates to the meeting of the Associated 
Traffic Clubs of America have been appointed by the Transporta- 
tion Club of Evansville: R. J. Siemers, traffic manager, Igle- 
heart Brothers; G. P. Spiegel, Illinois Central; R. T. Kleymeyer, 
assistant secretary-treasurer, Standard Brick Company, and P. 
W. Lawrence, L. & N. 





The third annual dinner of the Central Ohio Traffic Club 
will be given at the Harding Hotel, Marion, O., April 17. The 
meeting will open with dinner at 6:30 p. m., which will be fol- 
lowed by a program of speaking and entertainment. John J. 
MacEwen, traveling freight agent, Soo Line, at Cleveland, will 
be in charge of the program. 





H. J. Gamm, the new president 
of the Milwaukee Traffic Club, was 
born August 3, 1888, at Milwaukee, 
Wisconsin. He began working for 
the Wisconsin Central Railway, in 
Milwaukee, in September, 1904. When 
the Wisconsin Central was purchased 
by the Minneapolis, St. Paul & Sault 
Ste. Marie, he continued with it in 
various capacities in Milwaukee, Min- 


went to the American Express Com- 
pany at Milwaukee in September, 
1909, as money order clerk and left 
the employ of the express company 
as chief clerk, July, 1920, to become 
traffic manager of the Nash Motors 
Company, Milwaukee division, which 
position he now holds. 





The monthly dinner meeting of the Norfolk-Portsmouth 
Traffic Club was held March 20 at the Southland Hotel. “Increas- 
ing interest was evidenced by a large attendance,” according 
to the report. T. C. Burwell, vice-president and traffic manager, 
A. E. Staley Manufacturing Company, Decatur, IIll., and former 
president of the Associated Traffic Clubs of America, was the 
principal speaker. H. J. Wagner, traffic director of the Norfolk 
Port Traffic Commission, spoke on “The Victory of the State 
of Virginia in the Case Before the Interstate Commerce Com- 
mission Relating to Class Rates from Virginia Points Into North 
Carolina.” Two additional delegates, P. E. McIntyre and W. B. 
Jester, to the Associated Traffic Clubs of America meeting in 
oe mg were named. Entertainment included several vocal 
numbers. 





The Women’s Traffic Club of San Francisco held its annual 
banquet and installation of officers at the Hotel Williams Taylor, 
March 20. Mrs. Carolyn Weber was installed as president, suc- 
ceeding Miss Jessie G. Inglis. Alice Coleman, chairman of the 
entertainment committee, provided a program, which included 
Miss Esther Whited, who gave a few dance numbers, assisted 
by Miss Eleanor Huckstein at the piano. Flowers were presented 
to the incoming and retiring officers, and each member of the 
club received a corsage, donated by the Norton Lilly Steamship 
Company. Bridge was played. 





J. B. Austin, traffic manager of Al. G. Barnes’ Circus, was 
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A brief halt for reicing. 
1 


AND 





Rolling 
Refrigerators 
on the 


Quickly and deftly the icers do their work. 


The mid-day sun beats down on a heavily 
laden refrigerator train as it speeds 
across the open country. A large ice 
plant looms up and the train slows down 
and stops. Instantly dozens of men hop 
aboard from elevated platforms, hatches 
are opened, the ice compartments are re- 
filled, and the train is again on its way. 


With modern icing plants maintained at 
all necessary points, the Erie protects the 
millions of dollars in meats, fruits, vege- 
tables, fish and dairy products entrusted 
to it for transportation. 


> A specialty of The Heavy Duty Railroad 
A conveying chain moves blocks of ice along the platform. 1S perishables. 


ERIE RAILROAD SYSTEM 


s Route of The Erie Limited 





PAGE 866 


the guest speaker at the regular meeting of the Women’s Traffic 
Club of Los Angeles at the Alexandria Hotel, March 19. His 
subject was “Circus Transportation.” He has been with the 
circus 39 years, 13 of them as a performer and 26 as traffic 
manager. Gertrude Mason, Western Air Express, was elected 
delegate to the annual meeting of the Associated Traffic Clubs 
of America in Cincinnati. She will fly to the convention. 





The Traffic Club of the Brooklyn Chamber of Commerce 
held its monthly meeting at the Elks’ Club, March 20. Louis 
Harber, traffic manager, U. S. Printing and Lithograph Company, 
and president of the club, called the meeting to order and, at 
the close of the regular business, introduced the speaker, L. 
Lockwood, United States Freight Company, formerly with the 
Department of Commerce, Washington, D. C. His subject was, 
“New Development in Material Handling.” The entertainment 
committee provided a program, including professional talent. 





The Traffic Club of the Manufacturers’ Association of Lan- 
caster, Pa., held its monthly meeting, March 17, at the Hotel 
Brunswick, in the form of a dinner luncheon. There was a large 
attendance. It was announced that John Eshlemen was winner 
of the “Slogan Contest.” The new slogan is “We organized for 
you; let us have your traffic problems.” The feature of the 
program was an address by Wilmer M. Wood, district freight 
agent, American-Hawaiian Steamship Company, Philadelphia. 
He spoke on “Development of the Steamship Business and Inter- 
coastal Trade.” 





Ross Bray and L. H. Wolters will be the delegates of the 
Pacific Traffic Association to the meeting of the Associated 
Traffic Clubs of America at Cincinnati. Mr. Bray is a past presi- 
dent of the Pacific Traffic Association, first vice-president of 
the national association and secretary-treasurer of the Trans- 
portation Club of San Francisco. Mr. Wolters is executive 
secretary of the Pacific Traffic Association. 





The Traffic Club of Kansas City held a “smoker” March 24. 
The weekly luncheon was not held, in view of that. The next 
luncheon will be March 31. 





Professor Walter S. Ryder, department of sociology, Macal- 
ester College, was the speaker at a luncheon of the Transporta- 
tion Club of St. Paul at the Union Depot dining room March 25. 
His subject was “American Youth and the Changing Order.” 
The Northwestern Line Trio provided entertainment. 





The Omaha Traffic Club held its monthly meeting at the 
Elks’ Club March 20. There was an attendance of 165 at the 
dinner. Seventeen acts of vaudeville were presented and there 
was a short business session at which the president, Warren W. 
Brown, announced the committee chairmen for the next year. 





G. C. Woodruff, chairman of the board of the United States 
Freight Company, discussed merchandise container car trans- 
portation at a meeting of the Traffic Club of New York at the 
Central Park Hotel March 25. 





“Bob” Young was in charge of the program at a meeting 
of the Traffic Club of Wichita at the Wichita Club March 27. 
Mr. Karr, superintendent of power, Kansas Gas and Electric 
Company, was the speaker. George R. Graves will provide the 
entertainment at a luncheon scheduled for April 3. On April 
27, a “Ladies’ Night” meeting will be held, at which the ladies 





will have charge of the program and arrangements. Golf will 
be played in the afternoon. 
The Transportation Club of Decatur will give its tenth 


annual dinner at the Hotel Orlando April 17. 





The Traffic Club of St. Louis will hold a luncheon at the 
Hotel Jefferson March 31. A proposal for group insurance for 
the members will be considered. 





Consolidation of the railroads and the plan presented by 
the Commission was the subject of an address by Calvin Gar- 
wood at a meeting of the Houston Traffic Club at the Rice Hotel 
March 25. 





“Lehigh Valley Railroad Night” will be observed by the 
Traffic Club of the Rochester Chamber of Commerce April 7. 
John Duffy, vice-president of that road, and other officers will 
be present and take part in the program. Dinner will be served 


and there will be music. 
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CONFLICTING RATE AND ROUTE 


Editor The Traffic World: 

In your issue of August 10, 1929, page 368, you published 
a communication by me in which the Commission’s decision ip 
St. Louis Cooperage Company vs. B. & O. R. R., reported jn 
155 I. C. C., page 1, was criticized as being a departure from 
a rule previously regarded as well established. By its decision 
in that case the Commission said, in effect, that there is no 
duty on the carrier to inform shippers of lower rates via other 
routes where the bill of lading is specffically routed by the 
shipper, in spite of the fact that on the bill of lading there was 
a rate which did not apply over and conflicted with the routing 
on the bill of lading. In that letter I pointed out that the dis. 
senting opinion of Commissioner Porter appeared to be the 
correct view. 

It is interesting to point out that the Commission has re. 
considered this case in 161 I. C. C. 258 and the former findings 
are reversed in toto. The later decision recognizes as correct 
the view which appeared in the dissenting opinion in the former 
hearing. Commissioner Brainerd writes a dissent from the 
view reached on rehearing in which Chairman McManamy and 
Lewis and Woodlock, commissioners, concur. 


New York, N. Y., March 21, 1930. James F. Kelly. 


SELECTION OF STATE REGULATORS 


In twenty-two states the members of state commissions 
regulating railroads and utilities are elected, nineteen by popu- 
lar vote, two by the legislature and one by a special board, 
according to information compiled by John E. Benton, general 
solicitor of the National Association of Railroad and Utilities 
Commissioners, from reports from member commissions. In 
twenty-five states the members are appointed. Delaware has no 
commission. 

“The state which elects by special board is Nevada,” says 
Mr. Benton. “The states which elect by the legislature are 
South Carolina and Virginia. Those which elect by popular 
vote are Alabama, Ariozna, Arkansas, Florida, Georgia, Iowa, 
Kentucky, Louisiana, Minnesota, Mississippi, Montana, Nebraska, 
New Mexico, North Carolina, North Dakota, Oklahoma, South 
Dakota, Tennessee and Texas. The states which appoint are 
California, Colorado, Connecticut, Idaho, Illinois, Indiana, Kan- 
sas, Maine, Maryland, Massachusetts, Michigan, Missouri, New 
Hampshire, New Jersey, New York, Ohio, Oregon, Pennsylvania, 
Rhode Island, Utah, Vermont, Washington, West Virginia, Wis- 
consin and Wyoming. 

Mr. Benton said that, contrary to what might perhaps be 
generally assumed, the elected commissioners appeared to have 
longer official lives than those who were appointed. 


COMMISSION PRACTITIONERS 

The following have been admitted to practice before the 
Commission: William H. Armbrecht, Mobile, Ala.; C. D. Bowen, 
Miami, Fla.; Charles E. Brinsley, New York, N. Y.; Harry J. 
Capehart, Welch, W. Va.; M. C. Crofts, Indianapolis, Ind.; 
H. W. Crom, Barberton, O.; James Richard Davison, Duluth, 
Minn.; James I. Doyle, Springfield, Mass.; Harry Earhart, Little 
Rock, Ark.; W. R. Ely, Abilene, Tex.; Irving Fauer, New York, 
N. Y.; V. H. Fleck, Grove City, Pa.; Samuel H. Giesy, Chicago, 
Ill.; J. A. Gorman, St. Louis, Mo.; Fred C. Graf, Kenosha, Wis.; 
Charles K. Hall, Portland, Me.; P. Frank Hanes, Winston-Salem, 
N. C.; Walter P. Hedden, New York, N. Y.; G. O’Neill Hodge, 
Philadelphia, Pa.; L. Jones, Peoria, Ill.; Frank Korinek, New 
York, N. Y.; Norman H. Lawton, Camden, N. J.; Joseph E. 
Light, Los Angeles, Calif.; Fred. J. Leonard, Appleton, Wis.; 
P. W. Lowry, Columbia, S. C.; Archie V. MacDonald, Los 
Angeles, Calif.; J. R. MacLeod, St. Louis, Mo.; Jj. P. Magill, 
New York, N. Y.; C. C. Malone, Little Rock, Ark.; A. C. Matt- 
son, Kansas City, Mo.; Orrie M. Meyne, New York, N. Y.; 
Joseph A. Morrison, St. Louis, Mo.; Harold H. Orvis, New York, 
N. Y.; Maurice Palais, Boston, Mass.; Louis W. Petersen, Racine, 
Wis.; Arthur V. D. Piper, Brattlesboro, Vt.; Herbert E. Robins, 
Atlanta, Ga.; Milton K. Robinson, Rochester, N. Y.; C. H. Sea- 
man, Pittsburgh, Pa.; H. H. Shelton, Washington, D. C.; B. R. 
Shepherd, Birmingham, Ala.; Z. F. Sloan, Columbia, S. C.; 
George R. Thompson, Portland, Me.; Billings Wilson, New York, 
eo 


HOLDING COMPANY INQUIRY 


Chairman Parker, of the House committee on interstate and 
foreign commerce, said March 24, after the House had passed 
the motor bus regulation bill, that the committee would meet 
next week to determine the procedure that would be followed 
in the investigation of ownership of railroad securities by hold 
ing companies, investment trusts, etc. He said the matter was 
being studied at the present time. 
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The Black Hawk PITTSBURGH The Night Hawk 
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“SAFETY AND SERVICE” 


THE NIGHT HAWK 


For fast, dependable freight service from Cincinnati and ship- 
ments from the South and Southwest via Cincinnati, also shipments 
from the Pittsburgh district, we recommend the Night Hawk. 

Connecting with Baltimore and Ohio symbol train leaving Cin- 
cinnati in the late afternoon, the Night Hawk leaves Pittsburgh 4:02 
p. m. the following day and arrives in Buffalo 10:40 the next morning. 

Cars arriving via the Night Hawk leave Buffalo the same day 
on fast trains for Eastern and Canadian points. 


THE BLACK HAWK 


A companion train to the Night Hawk leaves Buffalo 10:45 p. m. 
daily, arriving in Pittsburgh the next afternoon, making connection 
with Baltimore and Ohio fast symbol trains for points to and via Cin- 
cinnati; also for points East and Southeast of Pittsburgh. 

Affording splendid service to shippers in the Niagara frontier 
district, the Black Hawk also gives exceptional service to carload 
shipments from New England, the East and Canadian points routed 
via Buffalo for the Black Hawk. 


BUFFALO ROCHESTER AND PITTSBURGH RAILWAY 


‘‘Dependable, All-Year, All-Weather Service”’ 
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Personal Notes 





B. B. Harris has been appointed assistant general freight 
agent, Lehigh Valley, at Detroit. 

J. B. Moffitt, Jr., auditor of freight traffic, Pennsylvania, has 
been appointed assistant comptroller. J. T. Davis, assistant 
auditor of freight traffic, succeeds Mr. Moffitt as auditor of 
freight traffic. F. G. DuBree, assistant to comptroller, becomes 
assistant auditor of freight traffic and John Paul, supervisor 
of methods, accounting department, succeeds Mr. DuBree as 
assistant to the comptroller. The appointments are effective 
April 1. 

J. B. Strong, president of the Ramapo Ajax Corporation, has 
accepted appointment as an executive member of the Railway 
Business Association, succeeding Alexander Turner, resigned. 

Albert W. Whitney, general agent of the C. & E. I. at 
Birmingham, Ala., died at the West Suburban Hospital, Chicago, 
March 19. He was 43 years old. 





The Cotton Belt advertisements appearing in The Traffic 
World are not the work of an advertising agency, but the prod- 
uct of the Irish team of A. C. McKibbin 
and Jj. F. Mahoney. Letters and com- 
ment addressed to the railroad and to 
this publication attest the popularity 
and pulling power of the Cotton Belt 
series. McKibbin, whose ideas are de- 
picted by Mr. Mahoney in black and 
white, is director of public relations for 
the St. Louis Southwestern Railway 
Lines. He became a member of the 
Cotton Belt official family about seven 
years ago. His previous experience 
included the editorship of Missouri’s 
largest newspaper, membership on the 
Missouri State Highway Commission, 
and organizer of a large wholesale and 
retail producers’ market. Mahoney is 
a free lance artist in St. Louis. He 
entered the field of commercial art via 
‘the American Can Company and has to 
his credit a wide diversity of illustrated advertising. At a 
recent meeting of the St. Louis Club of Printing House Crafts- 
men, which was an open forum, specimens of printing and ad- 
vertising were projected on a screen for criticism. Specimens 
of Cotton Belt advertising taken from The Traffic World received 
“unanimous approval for typography, layout, balance and ex- 
cellence of design.” 





A. C. McKibbin 





Miller Wash, in charge of traffic and purchasing for the 
National Smelting Company, Cleveland, and allied companies, 
died March 21. 

F. Heinberger has been appointed commercial agent, Kansas 
City Southern and Texarkana and Fort Smith, at Milwaukee, 
Wis., succeeding Homer B. Halsted, promoted. J. T. Combs 
has been appointed traveling freight agent at Memphis, suc- 
ceeding H. E. Pullen, resigned. E. J. Glaeser has been appointed 
general agent at Kansas City, succeeding C. P. Wilson, resigned. 
Mr. Halsted has been appointed general agent at Detroit, suc- 
ceeding Mr. Glaeser. 

C. D. Chancellor has been appointed general freight agent, 
Central of Georgia, at Savannah, Ga., succeeding F. D. Mc- 
Connell, promoted. The following have been appointed assist- 
ant general freight agents at Savannah: S. A. Smith, M. W. 
Thomas and A. W. Sanders. 

N. B. Wright, formerly freight traffic manager, Central of 
Georgia, has been appointed traffic manager, a newly created 
position. He will have charge of freight and passenger traffic, 
reporting to the president. W. McN. Knapp has been appointed 
freight traffic manager, with headquarters at Savannah, and F. 


D. McConnell has been appointed assistant freight traffic man-- 


ager, at Savannah. 


FASTER TIME ON PENNSYLVANIA 


Faster passenger service than has ever before been avail- 
_able between New York, Philadelphia, and St. Louis, on regular 
schedule, will be started by the Pennsylvania Railroad, this 
spring, according to an announcement. “This is in response to 
increasing travel, with the accompanying demands for faster 
time,” it says. The schedules of the two speediest trains, in 
both directions, will be reduced to 23 hours, from terminal to 
terminal, by cutting one hour from their present runs. The 
schedules between Philadelphia and St. Louis will be reduced 
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to 21% hours. The 23-hour New York-St. Louis runs will be 
made by “The American” and the “Spirit of St. Louis,” both 
all-steel, all-Pullman limited flyers. 

“The American” will leave New York at 7:05 p. m., eastern 
standard time, one hour later than at present (equivalent to 
8:05 p. m. on daylight saving). It will leave North Philadelphia 
at 8:50 p. m. and will arrive at St. Louis at 5:05 p. m., central] 
standard time, five minutes earlier that at present. 

The “Spirit of St. Louis” will leave New York at 2:30 p. m. 
eastern time, 15 minutes later than at present. It will leave 
North Philadelphia at 4:10 p. m., arriving at St. Louis at 12:39 
p. m., central time, fifty minutes earlier that at present. 

Eastbound, “The American” will leave St. Louis at 9:05 
a. m., with arrival at North Philadelphia at 7:17 a. m. and at 
New York at 9:05 a.m. The “Spirit of St. Louis” will leave St. 
Louis at 12:05 p. m., with arrival at North Philadelphia at 10:20 
a. m. and at New York at 12:05 p. m. 





Digest of New Complaints 


Ce ee ee 











No. 23009. Sub. No. 1. The Washington Building Lime Co. et al. ys, 
A. ©. in ot ai. 

Rates in violation of section 1 and 3 of act, cement, Martins- 
burg. Va., to points in Pennsylvania, Delaware, Maryland, 
Virginia, West Virginia and the District of Columbia, as compared 
with rates from Security and Union Bridge, Md. Ask cease and 
desist order and rates for future. 

_— Sub. No. 1. Max Wedeles Tobacco Co. et al. vs. S. 
et al. 

Rates and charges in violation of sections 1 and 6 of act, un- 
manufactured leaf tobacco, Quincy, Fla., to Red Lion, Pa., and 
New York, N. Y. Asks rates for future and reparation. 

- 23093. Sub. No. 1. Nebraska Electric Power Co., Omaha, Neb., 
vs. Santa Fe et al. 

Unreasonable rates and charges, petroleum and its products, 
points in Oklahoma, Kansas, Missouri and Texas to points in 
Nebraska. Asks rates for future and reparation. 

23132. Sub. No. 2. Milne Lumber Co., St. Louis, Mo., vs. C. S. 
& M. et al. 

Charges in violation section 6 of act, lumber, Dozier, Ala., to 
Louisville, Ky., reconsigned to Delray, Mich. Asks reparation. 

. 23160. Sub. No. 1. Metropolitan Utilities District of City of Omaha 
Neb., vs. I. C. et al. f 

Unreasonable rate and charges, coke, Birmingham, Ala., district 
to Omaha, Neb. Asks rates for future and reparation. 

No. 23177. Sub. No. 1. Carolina Button Corporation, Mt. Airy, N. C. 
vs. A. & Y. et al. 

Rates in violation sections 1 and 4 of act, bones, other than 
human or fresh meat, Brighton, Mass., to Mt. Airy, N. C. Asks 
rates for future and reparation. 

a Sub. No. 2: Simmon Co., New York, N. Y. vs. C. & N. W. 
et al. 

Rates and charges in violation sections 1 and 6 of act, cotton 
mattresses or cotton spring mattresses, Kenosha, Wis., to Los 
Angeles and San Francisco, Calif., Seattle, Wash., and Portland, 
Ore. Asks rates for future and reparation. 

ae ae No. 7. Carter & Iseman, Baltimore, Md., vs. South- 

Unreasonable rates, cucumbers, Blackville, S. C., to Baltimore, 

Md., Buffalo, N. Y., and Boston, Mass. Asks reparation. 


- 23220. The Solar Refining Co., Lima, O., vs. Santa Fe et al. 
Unreasonable rates, natural gasoline, points in Oklahoma to Lima, 
O. Asks through routes and rates for future and reparation. 
23222. The Western Indiana Gravel Co., Lafayette, Ind., vs. 
+e , 
Rates in violation sections 1 and 3 of act, sand and gravel, 
yaaa ~~ - —- o = compared with eer from 
ke umseh, ch., r " ’ y 
Wolcottville, O. Asks rates for. a a oo 


Pe Cunningham Brick Co., Shale Brick, N. C., vs. Southern 
Rates in violation sections 1, 2 and 4 of act, fuel oil, Charles- 

ton, S. C., to Shale Brick, N. C., as compared with rates to 

Thomasville and Greensboro, N. C., and other points in North 

Carolina. Asks rates for future and reparation. 

- 23224. American Enameled Brick & Tile Co., New York, N. Y., 

vs. Pennsylvania et al. 

Rates in violation sections 1 and 3 of act, enameled brick, South 
River, N. J., to points in Ohio, Indiana, Illinois, Kentucky, Mich- 
igan, Wisconsin, Missouri, West Virginia and in western parts 
of New York and Pennsylvania, as compared with rates from 
New Lexington, O., Carrier, Pa., Shawnee, O., New Straights- 
ville, O., St. uis, Mo., on enameled brick, glazed brick and/or 
glazed ogy | brick, and from Chicago, St. Louis, Indianapolis, 
Tottenville, N. Y., and Perth Amboy, N. J., on terra cotta, and 
from many points on building marble, Asks rates 
for future and reparation. 


=. a Ayers Mineral Co. et al., Zanesville, O., vs. A. C. & 
- et al. 

Rates in violation of sections 1 and 8 of act, sand, Zanesville 
and other Ohio points to ints in Iowa, Missouri, Wisconsin, 
Ontario, Illinois, Indiana, Michigan, Kentucky, New York, Penn- 
sylvania and West Virginia. Alleges Ottawa, Oregon and Wedron, 
Iil., a. Ask rates for future and reparation. 

- me . Egyptian Tie & Timber Co., St. Louis, Mo., vs. B. & 0. 


Rates and charges in violation sections 1 and 3 of act, rough 
and sawed timber, points in Illinois, including Mills Shoals, to 


AL 


’ 


stone, etc. 


No. 


Gary, Ind., and other ints in Chicago switching district in 
Indiana, as compared with rates from Marinette, Oconto, Gree? 
Bay, etc., Wis., to points in Chicago switching district. Asks 


rates for future and reparation. 
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No. 23227. Pittsburgh Steel Co., Pittsburgh, Pa., vs. American Barge 
Line Co. et al. 

Asks Commission to take jurisdiction with respect to charges 
on shipment of nails, staples, wire fencing and wire, Monessen, 
Pa., to St. Louis, Mo., for all-water movement, via the American 

Barge Line to Cairo, Ill., in care of Mississippi-Warrior Service 

to ge Louis, Mo., and transferred from Cairo to St. Louis on 
Illinois Central because closing of navigation on Mississippi in 
early December, 1928. Complainant says matter has been sub- 
mitted to Commission informally with respect to reparation, but 
that the Commission held informally that it had no jurisdiction. 
This holding, however, was without prejudice to right of com- 
plainant to file formal complaint if it was of opinion that Com- 
mission had jurisdiction. 

No, 23228. H. J. Heinz Co., Pittsburgh, Pa., vs. P. M. et al. 

Unreasonable rates, three tank carloads, vinegar, Holland, 
Mich., to Chambersburg, Pa. Asks cease and desist order, rea- 
sonable rates, and reparation. 

Na. 23229. The Bright-Brooks Lumber Co., Savannah, Ga., vs. Ga. 
& Fla. et al. 

Unreasonable charges, lumber, Augusta, Ga., to Ampthill, Va. 
Asks reparation. 

No. “a The Bright-Brooks Lumber Co., Savannah, Ga., vs. A. C. L. 
et al, 

Unreasonable charges, lumber, Wagram, N. C., to Myrtle Beach, 
S. C. Asks reparation. 

No. ‘or + — Brick & Builders’ Supply Co., Monroe, La., vs. 

. & N. et al. 

Unreasonable and additional charges, lime, Rauscher, Tenn., to 
—— La. Asks cease and desist order, and waiver of under- 
charge. 

Noa. or Titanium Alloy Mfg. Co., New York, N. Y., vs. N. Y. C. 
et al. 

Unreasonable charges, titanium tetrachloride, Niagara Falls, 
N. Y., to points in Maryland and Virginia. Asks reparation. 

No. 23233. D. E. Ryan Co. (address not given) vs. A. C. & Y. et al. 

Unreasonable rates or charges, potatoes, Gary, Minn., to Co- 
lumbus, O. Asks reparation. 

No. — . West Coast Kalsomine Co. of New Orleans vs. A. & R. 
et al. 

Unreasonable rates, classification, minima weights, charges and 
descriptions, on wall finish or coating, chemical colors, mortar 
colors, etc., in straight or mixed carloads and less than carloads, 
from Good Hope, New Orleans and Baton Rouge, La., to points in 
Alabama, Mississippi, Georgia, Florida, the Carolinas, Virginia, 
Kentucky, Tennessee, West Virginia, Minnesota, Texas, Oklahoma, 
_—— Iowa, Nebraska, Colorado, and New Mexico. Asks relief 
or future. 

No. = ee Rock Asphalt, Inc., Birmingham, Ala., vs. A. & 

. B. et al. 

Rates, ratings and charges in violation, sections 1, 3, 6 and 13 
of act, limestone, broken, crushed or ground, containing from 2'/2 
to 6 per cent of asphalt, from Margerum, Ala., to points in of- 
ficial classification territory, as compared with rates on bituminous 
rock from Kentucky producing | eo and rates on sand, gravel, 
slag, crushed stone, and related commodities between points in 
Official Classification territory, and rates on amiesite between 
Ohio points. Asks rates for future and reparation. 

No. 23237. Scott & Bres, New Orleans, La., vs. T. & N. O. et al. 

Unreasonable rates and charges, wooden piling, Millard, Miss., 
to Henderson, La., now Lenora, La. Asks rates for future and 
reparation. 


No. _— Jacksonville Produce Co., Jacksonville, Tex., vs. I. G. N. 
et al. 

Unreasonable rate on bananas and cocoanuts, straight and/or 
mixed carloads, New Orleans, La., to Lufkin, and Jacksonville, 
Tex. Asks rates for future and reparation. 

No, _— Nonpareil Roofing Co., Bridgeport, Conn., vs. New Haven 
et al. 

Unreasonable rates, slag, Hokendauqua, Pa., and Bethlehem, 
ome to Bridgeport, Conn. Asks cease and desist order and repara- 

on. 

No. 23240. Ohio Lake Cargo Coal Rate Committee et al., Cleveland, 
O., vs. B. & O. et al. 

Alleges violation of section 3 of act, with respect to rates on 
lake cargo coal, from mines in Ohio, No. 8, Cambridge, Hocking, 
Crooksville and Shawnee districts, to Lake Erie ports, compared 
with rates from mines in West Virginia, Virginia, Kentucky and 
Tennessee. Asks rates for future. 


No. 23241, Western Pennsylvania Coal Traffic Bureau et al., Pitts- 
burgh, Pa., vs. B. & O. et al. 

Alleges violation of section 3 of act, with respect to rates on 
lake cargo coal, from mines in western Pennsylvania to Lake Erie 
ports, compared with rates from mines in West Virginia, Virginia, 
Kentucky and Tennessee. Ask rates for future. 

No. 23242. Collier Wenderoth, doing business as Wenderoth Grain Co., 
Ft. Smith, Ark., vs. K. C. S. et al. 

Rates in violation sections 1 and 3 of act, in connection with 
shipments of corn, points in Oklahoma to Ft. Smith, Ark., and 
there shelled and stored and shipped to Shreveport, La. Shippers 
at and like traffic moving to points on K. C. S. in Arkansas and 
Oklahoma preferred. Asks waiver of collection of out of line 
haul charges and cancelation of undercharge bills. 

No, 23243. The Master Builders Co., Cleveland, O., vs. D. L. & W. et al. 

Rates and charges in violation sections 1, 3 and 6 of the act, 
ground iron borings, Buffalo, N. Y., to points in official and south- 
ern and western classification territories, as compared with rates 
on unground iron borings. Asks rates for future and reparation. 

No. fs ee Fletcher Co. et al., West Chelmsford, Mass., vs. 

‘ . et al. 

Rates and charges in violation of sections 1 and 3 of act, granite, 
points in Massachusetts and New Hampshire, to points throughout 
official classification territory. Competing points in Maine, New 
Hampshire, Vermont, Massachusetts, New York, Ohio, Kentucky, 
Tennessee, North Carolina, South Carolina, Georgia and Texas 
preferred. Ask rates for future on bridge granite, curbing and 
paving granite and reparation of $75,000. 

No. 23245. Industrial Silica Corporation, Youngstown, O., vs. Aliquippa 
& Southern et al. 

Rates in violation first three sections of act, sand and gravel, 
Barr and other Ohio points, Polk and other Pennsylvania points, 
to points in Connecticut, Delaware, Maine, Maryland, Massa- 
chusetts, New Hampshire, New Jersey, New York, Pennsylvania, 
Rhode Island, Vermont, Virginia, West Virginia and District of 
Columbia as compared with rates from competing points in Maple- 





ton (Pa.) district, Hancock, Md., Berkeley Springs, W. Va., dis. 
tricts, Cleveland and other Ohio points, Cape May, N. J., Bug. 
falo, N. Y., and other points in official classification territory 
Asks rates for future. j 
No. 23247. Otis Gin & Warehouse Co. et al., Carlsbad, N. M., vs, g 
Cc. & &. F. et ai. , 

Rates in violatiqn section 6 of act, cotton bale covering ang 
— ties, Galveston, Tex., to points in New Mexico. Ask repara. 

on. 

No, pa. + Pune Corporation, Kansas City, Kan., vs. C. R. 

k - et al. 

Rates in violation sections 1 and 6 of act, old worn-out wire 
rope, Kansas City, Kan., to Sands, Mo. Asks cease and desist 
order and reparation. 

No. 23249. Granite Cordage Co, et al., Hickory, N. C., vs. Philadelphia 
& Norfolk S. S. Co. et al. 

Rates in violation sections 1, 2 and 4 of act, china clay, Phila- 
delphia, Pa., to Granite Falls, N. C., as compared with rates to 
Charlotte, N. C., Blacksburg, S. C., and practically all common 
and local stations in the Carolinas. Ask rates for future and 
reparation. 

No. . West Construction Co., Chattanooga, Tenn., vs. South- 
ern et al. 

Unreasonable rates, gasoline road roller, Columbia, S. C., to 
Olympia, Fla. Asks rates for future and reparation. 

No. 23251. M. D. Friedman Co., Ashland, Ky., vs. C. & O. et al. 

Unreasonable rates, scrap iron and steel, Roanoke, Va., to Ash- 
land, Ky. Asks reparation. 

No. a Jonesboro eight Bureau et al., Jonesboro, Ark., vs. Frisco 
et al. 

Unreasonable rates and charges, coal, points in Illinois, Kentucky 
and Alabama to Jonesboro and other Arkansas points, and Ken- 
nett, Mo. Asks rates for future and reparation. 

No. 23253. The Perry, Buxton, Doane Co., Philadelphia, Pa., vs. New 
Haven et al. 

Unreasonable reconsignment charges on scrap iron and/or steel, 
at Weirton, W. Va., on shipments destined to Youngstown, 0. 
Asks reparation. 


No. 23254. Darling & Co. et al., Chicago, Ill., vs. C. & E. I. et al. 
Rates and charges in violation sections 1 and 3 of act, dried 
meat scraps, Chicago, Ill., to Nashville, Tenn. Asks rates for future 
and reparation. 


No. Ss 7 weed Fertilizer Works, Chicago, Ill, vs. Atlantic City 
. R. et al. 
Unreasonable rates, fertilizer and fertilizer materials, Carteret, 
N. J., and Baltimore, Md., to points in Massachusetts, Vermont, 
New Hampshire, Connecticut, Rhode Island, New York, New 
Jersey, Maryland, Pennsylvania, Virginia and West Virginia. Asks 
rates for future. 


No. oo Northwest Potato Exchange, Kalispell, Mont., vs. G. N. 
et al. ° 
Unreasonable and discriminatory charges, because of weights 
and freight on boxed apples, from Kalispell, Mont., to New York, 
N. Y. Asks reparation. 


No. a Royal Route Coal Co. et al., Vicksburg, Miss., vs. A. G. S. 
et al. 

Rates in violation sections 1 and 3 of act, coal, points in south- 
ern Illinois, Kentucky, Tennessee, and Alabama to Vicksburg, 
Jackson and Newton, Miss., as compared with rates to New 
Orleans, Mobile, Gulport, Miss., and Memphis, Tenn. Ask rates 
for future and reparation. 


No. 2s — City Grain Exchange et al., Sioux City, Ia., vs. C. 

‘ - et al. 

Rates and charges in violation of sections 1 and 3 of act, for 
switching grain and grain products, at Sioux City, Ia., as compared 
with practices at Omaha, Council Bluffs, Chicago, Kansas City 
and other markets. Asks rates, rules and charges for future and 
reparation. 

No. esae8. Charles McDowell, Pencoyd, Philadelphia, Pa., vs. B. & M. 
et al. 

Rates and charges in violation sections 1 and 3 of act, woodpulp, 
Mount Tom, Mass., and Berlin, N. H., to Pencoyd, Pa., as com- 
pared with rates accorded manufacturers of paper located at 
points in Pennsylvania and New Jersey. Asks rates for future 
and reparation. 

No. 23259. J. S. Cosden, Inc., Ft. Worth, Tex., vs. Santa Fe et al. 

_Rates and charges in violation section 6 of act, wrought iron 
pipe, Moline, Kan., to Albany, Tex. Asks reparation. 

No. 25260. Peoria, Hanna City & Western Ry. Co., Peoria, Ill., vs. 
o. 2. & We 6t ai. 

Seeks order directing and requiring defendant to permit com- 
plainant to use tracks of defendant on terms and for compensation 
that may be agreed upon by complainant and defendant or as may 
be otherwise determined. E 

No. . wy ne Tack Corporation St. Louis, Mo., et al. vs. A. C. & 

- et al. 

Rates in violation, sections 1 and 6 of act, damaged or defective 
iron or steel, waster plates, or sheets, etc., from Middletown, 0., 
and Ashland, Ky., to points in Missouri, Illinois, Indiana, Michi- 
gan, Ohio, and Pennsylvania. Asks rates for future and reparation. 

No. _— United Carbon Co., Charleston, W. Va., vs. C. R. I. & G. 
et al, 

Unreasonable rate and charges, carbon black, Stinnett, Tex., 
to Galveston, Tex., for export. Asks cease and desist order and 
waiver of undercharges. 

No. 23263. Concrete Engineering Co., Omaha, Neb., vs. B. & O. et al. 

Charges in violation sections 1 and 4 of act, iron and steel 
articles, Chicago, Ill., to Hamilton, O. Asks reparation. : 

No. agers S. Huff Co., Philadelphia, Pa., vs. Norfolk South- 
ern et al. 
Unreasonable charges, fresh fish, Beaufort, N. C., to Phila- 
delphia, Pa. Asks cease and desist order and reparation. 

No. 23265. J..W. Moore Co., Providence, R. I., vs. New Haven et al. 

Unreasonable rates, roofing slag, Swedeland, Pa., to Providence, 
South Providence and Apponaug, R. I. Asks rates for future al 
reparation. a 

No. foe ce Black Dry Goods Co. (address not given) vs. Illinois 
entral. 

Charges in violation section 6 of act, furniture, Bradley, IIl., t 
Waterloo, Ia. Asks reparation. 

No. 23267. American Mechanical Engineering Corporation (address 
not given) vs. C. M. St. P. & P. ‘ 

Charges in violation section 6 of act, radiators, Edwardsville, 
Ill., to Fargo, N. D. Asks reparation. 
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ORIENT PACIFIC COAST JOINT SERVICE 


OCEANIC AND ORIENTAL NAVIGATION COMPANY 
TACOMA ORIENTAL STEAMSHIP COMPANY 
MATSON NAVIGATION COMPANY 
STATES STEAMSHIP COMPANY 
From Philippine Ports, Manila and Hongkong 
Direct to San Francisco, Los Angeles Portland, Seattle and Tacoma 


Sailing from |SS GRAYS HARBOR} SS GOLDEN TIDE SS TEXAS 


Manila........ March 18 April 1 April 22 
March 22 April 5 April 26 


Due to Arrive 


San Francisco. . April 20 May 1 May 22 
Los Angeles. . . (Omits) May 8 (Omits) 
(Omits) (Omits) May 29 


Seattle-Tacoma April 27 (Omits) (Omits) 
Sail ings every week thereafter. 
From Shanghai, Tsingtau, Taku Bar (Tientsin), Dairen and Otaru 
Direct to San Francisco, Los Angeles, Portland, Seattle and Tacoma 


Sailing from SS SHELTON |SSGOLDENHORN | SS WISCONSIN 


April 5 March 26 
April 8 April 1 
April 12 April 4 
April 10 April 16 April 6 
April 22 
(Omits) April 22 

Due to Arrive 


San Francisco. . May 11 May 10 
Los Angeles. . . (Omits) May 17 
(Omits) (Omits) 
Seattle-Tacoma May 18 (Omits) (Omits) 


——————————Bailings every ten daysjtherealter. === |. 
STATES STEAMSHIP CO., General Oriental Agents 


American-Hawaiian S. S. Co. 


Agents Oceanic and Oriental Navigation Co. Tel. Davenport 2900 
215 Market St., San Francisco, Cal. 


Matson Navigation Company 
215 Market St., San Francisco, Cal. Tel Davenport 2300 


Williams, Dimond & Co. 


Agents States S. S. Co. and Tacoma Oriental Steamship Co. 
310 Sansome St., San Francisco Tel. Davenport 4700 


General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Salvador, Nicaragua, Columbia, Costa Rica, Guate- 
mala, Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports of 
Mexico, Central and South America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


17 Battery Place, 321 St. Charles 8St., 
New Yerk, N. Y. New Orleans, La. 


140 S&S. Dearbern &t., 
Chicage, Ii. 











Docket of the Commission 





NOTE—items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel. 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 31—Chicago, Ill.—Examiner Cassidy: 
22275 (and Sub. 1 to 3, incl.)—Procter & Gamble Co. et al. vs. A. 
& S. R. R. et al. 


March 31—Brownsville, Tex.—Examiner Griffin: 
ee Southwestern Cases and cases grouped there- 
with. 
March 31—Washington, D. C.—Examiner Curtis: 
23044—Blue Ridge Glass Corp. vs. A. & B. B. R. R. et al. 


March 31—Washington, D. C.—Examiner Fowler: 
Finance No. 3840—In re Excess Income of Mo. & Ill. Bridge & Belt 
R. R. (further hearing). 


March 31—Argument at Washington, D. C.: 

1. & S. 3290—Restriction in routing in connection with the Ga, @ 
Fla. R. R. between Greenwood, S. C., and Augusta, Ga. 

1. & S. 3332—Restriction in routing in connection with Ga. & Fla. 
R. R. between Greenwood, S. C., and Augusta, Ga. 

March 31—Florence, Ala.—Examiner Hill: 
22853—King Co. vs. L. & N. R. R. et al. 
March 31—Kansas City, Mo.—Examiner Harraman: 
22946—Kansas Flour Mills Corp. vs. A. & S. Ry. et al. 
March 31—Orlando, Fla.—Examiner Wilbur: 
Southern Fruit Distributors, Inc., et al. vs. A. G. S. R. R. et al. 
April 1—Argument at Washington, D. C.: 

21688—Matt Schnaible Coal Co. et al. vs. C. & E. I. R. R. et al. 

21718—Hill Motor Car Co. vs. Mich. Cent. R. R. et al. 

21885—Milroy Milling Co., Inc., vs. C. C. C. & St. L. Ry. et al. 
April 1—Kansas City, Mo.—Examiner Harraman: 
Fourth Section —- 402, filed by C. R. I. & P. Ry. and 
CRI & E. P. Ry. 
April 1—Cleveland, O.—Examiner Konigsberg: 
23108 (and Sub. 1)—<Allied Oil Co., Inc., vs. A. C. & Y. Ry. et al. 
April 1—Astoria, Ore.—Examiner Witters: 

Finance No. 7859—Application of Oregon-Washington R. R. & Navi. 
Co. for permit to abandon its line from Megler to Nahcotta in 
Pacific county, Wash. 

April 1—San Francisco, Calif.—Examiner Davis: 
Finance No. 7025—Application of Western Pacific California R. R. 
Finance No. 7364—Application of Western Pacific R. R. 

April 2—Washington, D. C.—Examiner Sullivan: 

Finance No. 6072—Application F. P. & E. R. R. as amended, for 

authority to construct an extension of its railroad. 
April 2—Chicago, Ill—Examiner Cassidy: 
|. & S. 3415—Allowance for terminal switching at DeKalb, IIl. 
April 2—Argument at Washington, D. C.: 
18161 (and Sub. 1)—Sinclair Oil & Gas Co. vs. C. R. IL. & G. Ry. 


et al. 
21721 a Sub. 1 and 2)—Baker-Nagle Co. et al. vs. A. & S. Ry. 
et al. 
April 2—Cleveland, O.—Examiner Konigsberg: 
2310i—Chain Products Co. vs. A. T. & S. F. Ry. et al. 
April 2—Kansas City, Mo.—Examiner Harraman: 
22776—Prairie Pipe Line Co. vs. A. T. & S. F. Ry. et al. 


April 3—Kansas City, Mo.—Examiner Harraman: 
23041—Tulsa County Coal Co. et al. vs. A. T. & S. F. Ry. et al. 


April 3—Argument at Washington, D. C.: 
21822—-Rice Growers’ Association of California vs. Sou. Pac. Co. 
21868 (and Sub. 1)—J. W. Remark Coal Co. vs. Pa. R. R. 
21910—Eggers Pole & Supply Co. et al. vs. Nor. Pac. Ry. et al. 
22001—Inland Products Co. et al. vs. C. M. St. P. & P. R. R. et al. 


April 3—Chicago, Ill._—Examiner Cassidy: 
16747 (and Sub. 1)—George W. Pyott Sand & Gravel Co. et al. vs 
Santa Fe et al. (further hearing). 
April 3—Galveston, Tex.—Examiner Griffin: 
1. & S. 3130—Consolidated Southwestern Cases (rates on export, im- 
port and coastwise carload commodities). 
April 3—Cleveland, O.—Examiner Konigsberg: 
23002—Federal Foundry Supply Co. vs. Pa. R. R. et al. 
April 4—Argument at Washington, D. C.: 
21972—Frank B. Bowker et al. vs. A. T. & S. F. Ry. et al. 
21673—San Pedro Chamber of Commerce et al. vs. A. T. & S. F. 
Ry. et al. 
April 4—Charleston, W. Va.—Examiner Hill: 7 
1. & S. 3413—Iron and steel rails and cross ties from points in C. 
F. A. territory to points in C. F. A. and Eastern Trunk Line tef- 
ritories. 
April 4—Chicago, Ill.—Examiner Kettler: y 
15724 (Sub. 1)—National Refining Co. et al. vs. A. T. & S. F. Ry, 
et al. (further hearing for sole purpose of determining amoun 
of reparation due complaianants). 
April 4—Charleston, S. C.—Examsiner Wilbur: L 
22978—Middleton Compress & Warehouse Co. vs. Port Utilities Com 
mission of Charleston, S. C. 
April 4—Cleveland, O.—Examiner Konigsberg: 
23034—American Electric Switch Corp. vs. A. A. R. R. et al. 
April 5—Chicago, Ill.—Examiner Cassidy: 
22899—Armour & Co. vs. M. P. R. R. et al. 
April 5—Topeka, Kans.—Examiner Harraman: 
a 9 ee Chamber of Commerce et al. vs. A. T. & S. F. RY. 
et al. 
April 5—Columbia, S. C.—Examiner Wilbur: 
23008—Winnsboro Granite Corp. vs. Sou. Ry. 
April 7—Washington, D. C.—Examiner Molster: ity 
* Finance No. 8013—Application Chesapeake Beach Ry. for authority 
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WORLD WIDE FREIGHT AND PASSENGER SERVICE 


1 9) 4 SHIPS. Frequent sail- 
ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast Mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 


These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 


INTERNATIONAL MERCANTILE MARINE COMPANY 


A. C. FETTEROLF, bine ann my Freight Traffic 
No, 1 Broadway, New York 


J. D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago 






AGENTS 
IN 
22 COUNTRIES 


They’ve gathered a wealth ef shipping 
knowledge which will be gladly shared with 
you. Bring in your traffic problems and 
discuss them freely with our agents. They 
will help you solve them. 


The service of the American Mail Line is 

always reliable and dependable and the cest 

is no greater. Ne matter how largé or small 

the shipment may be it will receive the same 

efficient handling. And “President Liners” 

sail “on time.” Every other Saturday at 11 

a. m. there’s a sailing from Seattle over the 
short route; arrivals at Seattle every other 
Saturday at 8 a. m. insuring speed, efficiency 
and economy for the shipper. 

In addition a fleet of “Cargo Liners” with 
frequent sailings between Puget Seund and the 
Orient. 



















T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New,York 
W. G. ROCHE, Inc., Gen. Agt. R.W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 
L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 
76 offices_in 22 countries at your service 


American Mail Line 
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THE ONLY WAY: 


for dependable overnight freight service 


THE GREAT CENTRAL WAY: 


between, 


Chicago, Indianapolis, Cincinnati, 
Detroit, Dayton and Toledo 


RAIL RATES with STORE DOOR DELIVERY 


Fully Insured. 


TERMINALS 
Detroit—731 23rd St. Phone Lafayette 3470 
Chicago—3615 Iron St. Phone La Fayette 4866 
Cincinnati —447 E. 2nd St. Phone Main 2299 
Indianapolis — 1008 E. Maryland Ave., Drexel 3041 


QALTR4 
oe "Se, 






EST. 1927 








- 
a 


[ DETROIT-CINCINNATI - INDIANAPOLIS-CHICAGO 


Erk W YOR! 
3 a) (TZ) 


Three NEW liners 
largest built 
under American flag 


ZL 
S. S. CALIFORNIA—S. S. VIRGINIA 
S. S. PENNSYLVANIA 


Itinerary: New York—Havana— Panama Canal—Bal- 
boa—San Diego (Westbound)—Los Angeles—San 
Francisco. Regular fortnightly sailings. 13 days Coast- 
to-Coast in either direction. Thoroughly modern freight 
facilities. Luxurious passenger accommodations. Special 
garage decks for carrying automobiles uncrated. 


Proposed Sailing Dates: 


Eastbound from 
San Francisco—Los Angeles 


Virginia Apr-12 May 24 
Pennsylvania.Apr. 26 June 7 
liforn ay10 June2i 
from Los Angeles 2nd day following 


DNA 


Westbound from New York 


Pennsylvania.Apr. 5 May 17 
California ....Apr. 19 May 31 
Virginia ay 3 June2i 


fonoma faeifie fine 


NTcRNATIONAL MERCANTILE MARINE ( 


Pier 61 North River. N. Y. C. 1 Broadway, N. Y. C. 
(West 23rd St.’ Tel. Chelsea6760 Tel. Digby 1840 
ae 180 N. Michigan Ave. _ Boston, 84 State Street 
Philadelphia, PublicLedger Bldg. Baltim Chamber of Com- 
San Francisco, 0.1 Catifornia St. saeeee Hide. 

Los Angeles, Central Bldg. 
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Personal Attention to the reconsigning, tracing or 
expediting of your shipments through the Chicago 
terminal. 

THE WHITNEY COMPANY 


4750 Sheridan Road 
Telephene Lengbeach 7115 


Chicago 


PITTSBURGH DISTRIBUTION 


Cold and dry storage distribution can be most successfully aceomplished to 
the 5,000,000 Pittsbu: District population through the Terminal system. Direct 
connections of all rai into the group of buildings eliminates all trucking 
and we except for city deliveries. Lowest obtainable insurance rates. Every 
modern f: ity for doing business. 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 
Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets Pittsburgh, Pennsylvania 


OUIS —THE 49TH STATE — MQ. 





Storers, Distributors 
a 
Forwarders 


of 
General Merchandise 
Pool Car Distribution 


SERVE THE GROWING SOUTHWEST 
MARKET FROM DALLAS 
—THE CENTER! 


Dalla 





” Headquarters to 

American Business—2,000 

| national and sectional concerns 
intain branches in Dallas. 


Write for Literature to: 


INDUSTRIAL DALLAS, Inc. 
1531 Chamber of Commerce Bidg., Dallas 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston. . ..... Mondays and Thursdays 


Thru Package Cars 







Low Rates Quick Dispatch 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 














The Traffic World 








Vol. XLV, No. 13 


to establish_and operate a ferry between Chesapeake Beach and 
a point on Trippe’s Bay, Md 


April 7—Houston, Tex.—Examiner Griffin: 
|. & S. 34289—Blackstrap molasses from Louisiana ports to Kansas 
and Oklahoma. 
April 7—Richmond, Va.—Examiner Wilbur: 
22779—Richmond Mica Corp. vs. A. C. L. R. R. et al. 


April 7—Youngstown, O.—Examiner Konigsberg: 
23068—New Castle Lime & Stone Co. et al. vs. A. & S. R. R. et al. 


April 7—Los Angeles, Calif.—Examiner Witters: 
23005—Robert Morton Organ Co. vs. A. G. S. R. R. et al. 


April 7—Chicago, Ill—Examiner Kettler: 
23018—Darling & Co. vs. I. C. R. R. et al. 
April 8—Albany, N. Y.—Public Service Commission of New York: 
Finance No. 7855—Application of Kaydeross R. R. Corp. for authority 
to abandon its railroad. 
April 8—Houston, Tex.—Examiner Griffin: 
% 2 S. 3436—Imported cocoanut oil from New Orleans, La., to Dallas, 
ex. 
April 8—Richmond, Va.—Examiner Wilbur: 
a ¢* einen Slate Co., Inc., et al. vs. A. & R. R. R. 
et al. 
April 8—Canton, O.—Examiner Konigsberg: 
23113—Union Metal Manufacturing Co. vs. A. & R. R. R. et al. 


April 9—Los Angeles, Calif.—Examiner Witters: 
23092—Monolith Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
April 9—Los Angeles, Calif.—Examiner Witters: 
22912—L. H. Butcher Co. of Los Angeles et al. vs. A. T. & S. F. 
Ry. et al. 
April 9—Argument at Washington, D. C.: 
17000—Part 4 and 4-A—Petroleum and Petroleum Products (and cases 
grouped therewith). 
April 9—Chicago, Ill—Examiner Kettler: 
21667—Hyman-Michaels Co. vs. L. R. & N. Co. et al. 
April 9—Pittsburgh, Pa.—Examiner Konigsberg: 
23071—American Tar Products Co. vs. N. Y. C. R. R. et al. 


April 9—Leavenworth, Kans.—Examiner Harraman: 
a S. 3417—Switching charges at Leavenworth, Kans., on M. P. 


April 10—Washington, D. C.—Examiner Molster: 

* Finance No. 7153—Application New London Northern R. R. and 
George A. Caston and J. W. Redmond as receivers of Central 
Vermont Ry. for authority to abandon operation of West River 


* Finance No. 8079—Application West River R. R. for authority to 
operate a line of railroad in Windham county, Vt. 

* Finance No. 8080—Application Brattleboro & Whitehall R. R. for 
authority to acquire control of West River R. R. by purchase of 
capital stock. 

April 10—Norfolk, Va.—Examiner Wilbur: 

1. & S. 3438—Classes and commodities, rail, lake and rail from points 
in Minn. and Wis. to Norfolk, Va. 


April 10—Omaha, Neb.—Examiner Harraman: 
23093—A. D. West et al. vs. A. T. & S. F. Ry. et al. 


April 10—Chicago, Ill.—Examiner Kettler: 
2066—Egyptian Tie & Timber Co. vs. Mo. Sou. R. R. et al. 
23115—Egyptian Tie & Timber Co. vs. Mo.-Ill. R. R. et al. 
April 11—Houston, Tex.—Examiner Griffin: 
22832—Kuhn Paint & Varnish Works vs. C. C. C. & St. L. Ry. et al. 
April 11—Los Angeles, Calif.—Examiner Witters: 
16526—Pacific Coast Vegetable Growers’ and Shippers’ Transp. Com- 
mittee et al. vs. S. P. Co. et al. 
ee Fruit Growers, Inc., of Ill., et al. vs. A. & R. 1. UL. 
et al. 
April 12—Washington, D. C.—Examiner Williams: 
* 1. & S. 3130—Consolidated Southwestern Cases (gas, carbonic acid, 
in steel cylinders). 


April 14—Washington, D. C.—Examiner Molster: 

* Finance No. 8136—Application Rahway Valley Co., lessee, for au- 
thority to acquire control, by lease, of Rahway Valley Ry. 

* Finance No. 8135—Application Rahway Valley Line for authority to 
issue certain securities. 

April 14—Port Arthur, Tex.—Examiner Davis: 

Finance No. 8069—Joint and several applications of Sabine Basin 

Ry., Beaumont, Sour Lake & Western Ry., G. C. & S. F. Ry.. 
A. T. & S. F. Ry., and M. P. R. R. for certificate and order 
authorizing the construction, acquisition, operation and control 
of a line of railroad between Beaumont and Port Arthur, Tex. 


April 14—Sioux Falls, S. D.—Examiner Harraman: 
22948—Alex Getz Co. et al. vs. C. & N. W. Ry. et al. 


April 14—Little Rock, Ark.—Examiner Griffin: 
22945—Batesville White Lime Co. et al. vs. C. & E. I. Ry. et al. 
22962—J. A. Smith et al. vs. St. L.-S. W. Ry. et al. 
22986—Choctaw Transportation Co. et al. vs. C. & E. I. Ry. et al. 
22945, Sub. 1—J. R. Loftin et al. vs. C. R. L & P. Ry. et al. 


April 15—Chicago, Ill.—Examiner Kettler: 
13535—-Consolidated Southwestern Cases (canned goods) (and cases 
grouped therewith) (further hearing). 


April 14—Memphis, Tenn.—Examiner Griffin: 
1. & S. 3399—Cotton and linters from Southern and Southwestern 
states to New Orleans, La., and Mobile, Ala., via rail and barge 


line. 
23188—Inland Waterways Corp., operating Miss.-Warrior Service et 
al., vs. A. & S. R. R. et al. 


April 16-17—Argument at Washington, D. C.: 

Finance No. 7439—Application of Gt. Nor. Ry. for certificate to con- 
struct a line of railroad in Klamath county, Ore., and in Siskiyou 
and Modoc counties, Calif. 

Finance No. 7440—Application of Western Pacific R. R. for certi- 
ficate to construct a line of railroad in Plumas, Lassen and Modoc 
counties, Calif. 

Finance No. 7781—Joint Application of Great Northern Ry. and 
Western Pacific R. R. for certificate authorizing the construction 
and/or acquisition of a line of railroad from a point at/or near 
Lookout, Calif., to a point at/or near Hambone, Calif. 

April 17—Washington, D. C.—Examiner Molster: P 

* Finance No. 8146—Application Pennsylvania R. R. for authority to 
acquire control, by lease, of railroad and properties of the West 
Jersey & Seashore R. R. 
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AN ABSTRACT 


of Every New Freight 
and Express Tariff 
and of 
Every Supplement 
Filed With 






The Interstate Commerce 
Commission 


by carriers, subject to 
the act to regulate 
commerce, is printed in 


The TRAFFIC BULLETIN 


and, except in the case 
of short notice tariffs, 
it is printed 


At Least Twenty Days 
before the effective date 











The same plan is followed with 
Boat Line Tariffs filed with 


THE SHIPPING BOARD 








You can deal in futures on Freight 
and Express Rates by means of 
The Traffic Bulletin and with no 
chance to lose. 











Samples and complete information free 


The Traffic Service Corp’n 


418 South Market Street, CHICAGO, ILL. 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 


SUBJECT TO CHANGE WITHOUT NOTICE 


July 3] July 
July 12] July 15 





Sailing every NINE days from Philadelphia and Baltimore 
DIRECT to Pacific Coast. 
THROUGH BILLS OF LADING ISSUED 


TO THE 
ORIENT-AUSTRALIA-HAWAII-PHILIPPINES-BRITISH COLUMBIA 


For Information regarding rates, etc., apply to nearest office: 


CALMAR STEAMSHIP CORPORATION 


moons & McCORMACK CO., INC., GEN. SWAYNE AND HOYT, ING., AGTS. 


Baltimore, ie. ned: 8. B. Gey St. Los, An les, Cal., 631 Central BI 
Semeape , Ut Trade BI 
owe a4 o:, Nistor” Trust’ Bldg. — , Ore., S11 Bd. on ie Bidg. 


" oy Central I eide, 
Piladetohia, Ps Pa. Olhon wide. Bidg. Seattle, Wash., fn 9. 
Pittsbu liver 
T REGULAR PACIFIC COAS 1ERs 
GFGULAR A uANT AST n ER T P 
Baltimere—P! ic co, P - t} , ; 


Mibesonel der ap ba adn piers San Franol 
n 
ent carge is effere Seattle—Atlantic "Joek "Terminal 


What Some of Our Clients Have to Say 
About Our Service 


“ANTICIPATORY” SERVICE 


Our “Watching” Service anticipates their 
needs. 


Mr. B. J. Hamm, Mgr., 
Special Service Dept., 
Traffic Service Corporation, 
Washington, D 


Dear Sir: 


This will acknowledge your valued favor of 
the 16th inst., enclosing a copy of the tenta- 


tive report in I. C. C. 16443, Birmingham 
oe Company vs. A. B. & A. Railway Co. 
e 
Your service is very much appreciated and 
we thank you sincerely for the attention we 
are receiving in matters of this kind. 
Yours very truly, 
THE G. H. MEAD COMPANY 
(Signed) T. T. WEBSTER, 
General Traffic Manager. 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING '= WASHINGTON, D. C. 
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April 17—Washington, D. C.—Examiner ee: 
19656—James O’Meara et al. vs. B. & O. s & et al. 
April 17—Washington, D. C.—Examiner Boyden 
Finance No. 3758—In re excess Income of Hannibal Connecting R. R. 
(further hearing). 
April 17—Chicago, Ill—Examiner Kettler: 
22850 (and Sub. 1)—Swift & Co. vs. A. & V. Ry. et al. 
April 18—Phoenix, Ariz.—Examiner Mullen: 
Finance No. 7957—Joint application New Mexico & Arizona R. R. 
and Southern Pacific Co., lessee, for eed to abandon a line 
of railroad in Santa Cruz county, Ariz 


April 18—Terre Haute, Ind.—Examiner Harraman: 
se Haute Chamber of Commerce et al. vs. B. & O. R. R. 
et al. 
or x" er Haute Chamber of Commerce et al. vs. A. T. & S. F. 


April 18—Argument at Washington, D. C.: 
— (and Sub. 1 to 19,-incl.)\—William Kelly Milling Co. vs. A. T. 
& S. P. as et al. (and cases es Fe therewith). 
S. F..Ry. et al. 


. Seldomridge vs. A. 





WANTED—Complete set of I. C. C. reports in good condition. 
State what you have and price in first letter. Chesapeake Western 
Railway, Harrisonburg, Va. 


MORE WORK WITH LESS EFFORT—Traffic departments forms 
eliminate extra clerical work and guarantee greater accuracy in your 
shipping routine and records. Economical—simple—accurate. Mini- 
mize errors because they are printed. Send for free catalogue and 
folder of samples. The Traffic Service Corporation, Merchandise De- 
partment, 418 S. Market St., Chicago, Ill. 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


A COMPLETE SERVICE 
for the warehousing and 
distribution of maronaiehreltts 
to Illinois points. 


ILLINOIS 
peste. 


WAREHOUSES 


MAKE TRAFFIC YOUR FUTURE CAREER 


Freight traffic demands first class men who base their judgment 
on knowledge, not guesswork. 
Experience furnishes a valuable foundation, but without special 
training, the traffic structure remains incomplete. With us you 
travel from desk to desk, figuratively speaking, and learn in 
= what actual experience would require many years to 
teach. 
Two separate courses: 

(1) Traffic Specialization 

(2) Traffic Law and Practice. 
Resident classes now forming. Write for catalog of mail training. 


EMPLOYERS: If you have an opening requiring a trained 
traffic man, we can supply a fully qualified employee without 
any charge, with or without experience. 
Chicago, Ill. 
College of Advanced Traffic 
608 South Dearborn St. 


Telephones: Harrison 8649-50 
Dept. T-24 



















New York, N. Y. 
Academy of Advanced Traffic 


299 Broadway 
Telephone: Worth 5820 
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YORK LONG ISLAND 
TO ALL POINTS SOUTH BOAT AND RAIL 
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THAMES RIVER LINE, INC., PIER 32 E. R., NEW YORK CITY, ERNEST E. FUCHS, President 
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Aus 19—Argument at Washington, D. - 
21875—H. H. Robertson Co. vs. A. G. R. R. et al. 
21881—Pocahontas Tanning Co. vs. C. = O. Ry. 
21283—Corn Exchange of Buffalo, N. Y., et al. vs. B. & O. R. R. et al, 


April 19—Chicago, IIl. ar gi Kettler: 
22939—-Swift & Co. vs. C. & N. W. Ry. et al. 


April 21—Phoenix, Ariz. et POS Eastman and Examiners Mul- 
len and Matson: 

* 17000 (Part 12)—Rate structure investigation, 
(further hearing). 


April 21—Indianapolis, Ind.—Examiner Harraman: 
23027—Republic Creosoting Co. vs. Camas Prairie R. R. et al. 
April 21—Argument at Washington, D. S 
21288—Superior Zinc Corp. vs. Pa. R. R. et al. 
— Pet — 1 and 2)—Big Stone Canning Co. vs. C. M. & St. 


21877" Hand ‘Sub, 1 to 7, incl.)—Sheffield Elevator Co. vs, P. M. Ry. 


— as Bernier, doing business as E. Bernier & Son et al., 
. C. & BL Ry. et al 


ait ytraprte Hite 54 D. C.—Examiner Walter: 
‘—~ ‘- 3845—In re Excess Income of Montour R. R. (further 
earing 


April 21—Grand Junction, Colo.—Examiner Witters: 
aay aly yy of — of Grand Junction, Colo., Inc., et al. vs. 
& R. R. R. et al. 
April 21—Chicago, Ill.—Examiner Flynn: 
22818—Illinois Coal Traffic Bureau vs. A. & E. R. R. et al. 
23130—Intrastate rates on bituminous coal between points in Illinois. 


April 22—Argument at Washington, D. 
21670—Hannaford Bros. Co. et al. vs. 


non-ferrous metals 


5:2 . 
A. Cal. R. R. et al. 


21842—State of Connecticut vs. Pa. R. R. et al. 
21847—Hill Lumber Co. et al. vs. D. & H. Co. et al. 
21281—Acewood Petroleum Corp. vs. A. T. & S. F. Ry. et al. 


April 23—Washington, D. C.—Examiner Hendon: 
Finance No. 3802—In re excess income of the L. & H. R. Ry. (fur- 
ther hearing). 


—s 23—Argument at Washington, D. C.: 
21852—Alan Wood Iron & Steel Co. vs. Reading Co. et #. 
21593—National Mortar & Supply Co. vs. Pa. R. R. et al. 
21703—Wm. Schluderberg-T. J. Kurdle Co. vs. B. & O. R. R. et al. 


April 23—Chicago, Ill. —Examiner mae: 
22714—Standard Oil Co. (Ind.) vs. & N. W. Ry. et al. 
22733—Public Service Commission of Wyoming vs. C. & N. W. Ry. 


et al. 
23164—Independent Oil & Gas Co. vs. A. & W. Ry. et al. 


LORENZ ARTICLE CORRECTED 


In the article by M. O. Lorenz, director of statistics for the 
Interstate Commerce Commission, on commodity values and 
freight rates, Traffic World, March 8, footnote 11, p. 650, in the 
equation, “number of gross ton-miles” should read, “number of 
millions of gross ton-miles.” 


LARGE COTTON SHIPMENT 
Two special trains of cotton, each containing more than 
fifty cars and valued in excess of a half million dollars, will 
leave Memphis, next Sunday, for the Cannon Mills Company, 
plants in Kannapolis, Concord, and China Grove, North Caro- 
lina. F. M. Crump and Company are making the shipment over 
Frisco Lines to Birmingham and Southern Railway to destina- 
tion. More than 7,700 bales of cotton will be included in the 
shipment, which is said by cotton men to be one of the largest 
single shipments ever made in the history of the textile indus- 
try. The cotton was assembled from Blytheville, Ark., Browns- 
ville, Tenn., and Memphis. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 8-14, inclusive, was 467,182 cars, as compared with 453,- 
838 cars in the preceding period, according to the car service 
division of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 


Box, 170,775; ventilated box, 626; auto and furniture, 32,116; total 
box, 203,517; flat, 11,046; gondola, 110, Si hopper, 97, 864; total coal, 
208, 716; coke, 573; S. D. stock, 23,985; . dD. stock, 3,908; ‘refrigerator, 
13, 669; tank, 488; miscellaneous, 1,280 


Canadian roads reported a surplus of 35,850 cars, made up 
of 32,500 box, 1,000 auto and furniture, 600 flat, 1,300 S. D. stock, 
350 refrigerator and 100 miscellaneous cars. 
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DIRECT WATER ROUTES 


South Norwalk, Bri » Ne 
WESTERLY fi rom pod se and Norte ¢ gd 
to 


Cc. F.A., W.T.L., Inter-Mountain, 

South and Southwest 
ae CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. LINES 


STORE DOOR DELIVERY 
BY OUR OWN MOTOR TRUCKS Via 





